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FOR TRAFFIC WORLD READERS 


For the convenience of its readers, The Traffic World 
is making arrangements for its sale at convenient news 
stands in large centers where traffic men congregate from 
time to time or regularly, that they may not be without their 
magazine while away from home. The same kind of arrange- 
ment will be made for temporary sale of the magazine at a 
convenient news stand when there is an important hearing 
or meeting that may cause a large number of traffic men to 
be in attendance for some length of time. As a part of the 
same plan, The Traffic World is endeavoring to arrange with 
railroads to carry it on the lounge and observation cars of 
trains on routes frequented by traffic men on their way to 
or from hearings and meetings, as, for instance, between 
Chicago and New York and between Chicago and Wash- 
ington. On the editorial page of the magazine will be kept 
standing a list of the places where the magazine may be thus 
purchased and the trains on which it may be read. 


BARGE LINE STATEMENT 


Apparently it is impossible for government officials 
having to do with the operation of the government barge 
lines on the Mississippi and Warrior rivers to state the facts 
about the results of that operation without including deduc- 
tions that are not warranted. We have dealt with this situ- 
ation before and the occasion for referring to it again is 
found in a statement issued this week by the War Depart- 
ment on the Inland Waterways Corporation. The Secretary 
of War has jurisdiction over the corporation. The follow- 
ing paragraph appears in the statement: 

This corporation, by its businesslike methods of administration 
and operation under the guidance of the Secretary of War, has 
demonstrated to private capital that it may safely invest in re- 
juvenating water transportation on our inland streams and canals, 


and by its very successful demonstration has united public opinion 
on the value and the necessity of further waterway development. 


If this statement be true, then the duty assigned to the 
Inland Waterways Corporation, under the law enacted by 
Congress in 1924, has been performed and the barge lines 
should be disposed of to private interests and the corpora- 
tion should be dissolved. In reporting the bill that created 
the Inland Waterways Corporation, Representative Denison, 
of Illinois, on behalf of the House committee on interstate 
and foreign commerce (see Traffic World, March 29, 1924, 
p. 805), said the purpose of the bill was to carry on the 
operations of the government-owned inland and coastwise 
water system to the point where the system could be trans- 
ferred to private operation to the best advantage of the gov- 
ernment and for the purpose of carrying out the mandates 
of Congress in section 201, of the transportation act of 1920, 
and the policy of Congress declared in section 500, of the 
transportation act. 

The War Department now says that the Inland Water- 
ways Corporation has demonstrated to private capital that it 
may safely invest in rejuvenating water transportation on 
our inland streams and canals. We have seen no announce- 
ment, however, that the barge lines are for sale to private 
interests. Instead of the government getting out of the 
transportation business on the waterways, it is expanding its 
service in a further demonstration of what may be done on 
the waterways. 


Attached to the War Department statement is a graph 
showing the following under the words, “net operating re- 
sult :” 1923, $955,359.91 loss; 1924, $532,616.42 loss; 1925, 
$34,519.39 loss; 1926, $187,975.17 profit. It was explained 
that estimated revenue of $123,642 for 1926 was not included 
in the 1926 figures. In the face of these figures, the War 
Department issues a formal statement to the efféct that the 
Inland Waterways Corporation has demonstrated to private 
capital that it may safely invest in inland waterway trans- 
portation facilities. A private corporation making such a 
showing as that and having besides to meet taxes and interest 
charges—as a private corporation would have to do while 
the Inland Waterways Corporation does not meet such 
charges or even make estimates as to what such charges 
would amount to under private operation—would not appeal 
to us as a Safe place to invest money. It has been said that 
tastes differ, however, and perhaps that is an explanation for 
the War Department statement. 

We are unable to understand why responsible govern- 
ment officials make the statements they do with respect to 
operation of these barge lines. Why not let us have a frank 
statement as to the financial results of operation? Why not 
let the record show, for example, that, in 1926, the Inland 
Waterways Corporation was financed by the government 
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without interest charges; that no taxes were paid by the 
corporation; that, under those circumstances, more money 
was taken in than was paid out; and that, if taxes and inter- 
est were taken into consideration, the excess of income over 
outgo, if any, would be so small that a private corporation 
could not survive? 

The War Department says the outstanding achievement 
of the Inland Waterways Corporation “has been the demon- 
stration that co-ordinated rail and water transportation can 
furnish cheaper transportation to the whole country, and 
that both participating carriers, rail and water, will receive a 
remunerative revenue therefrom.” The Inland Waterways 
Corporation, financed by the government and not subject to 
heavy expenses that would have to be met by a privately- 
owned and operated common carrier by water, may be re- 
ceiving “remunerative” revenues, but it is evident that it 
remains to be demonstrated that its revenues would be re- 
munerative to a private corporation. 


This is not altogether an academic discussion. There 
is an important practical point involved. There are 
localities, as is well known, whose support of the barge 
line plan is based on what are believed to be mal-adjust- 
ments of railroad freight rates and which see in river 
transportation an opportunity to put themselves on a 
better competing basis with other localities. Of course, 
it may be said that the remedy is a readjustment of 
freight rates, but, perhaps, the situation is such that a 
readjustment is not justified or, if justified, that it has 
been impossible to bring it about. 


If the government were correct in its showing of 
profit from barge line operation, it would not be long 
until private capital saw the opportunity to serve the 
localities of which we speak and river transportation 
would grow of itself. Capital is always seeking profita- 
ble investment and if, in this case, it was not alert enough 
to see the opportunity, there would be plenty of men 
in the oppressed locality to bring the situation to its 
attention. The reason, of course, that this does not come 
about is that it cannot be demonstrated to capital that 
river transportation is profitable for any but the gov- 
ernment, which operates without taking heed of certain 
fixed charges with which private capital would have to 
charge itself. But is there any economic justice in these 
localities—whatever their grievance may be—expect- 
ing the taxpayers to provide them with a means of 
meeting an unsatisfactory freight rate situation? From 
that point of view, there is no more reason for a govern: 
ment barge line than for.a government railroad that 
would compete with the privately-owned railroads and 
give them the rates they need. Nor can one who op- 
poses this sort of government policy be said to be 
“against the barge line” any more than he could be said 
to be “against the railroads” if the government should 
take over the railroads and he continued to oppose the 
policy of government ownership and operation. 


BARGE LINE SERVICES 


The War Department, February 12, issued a statement, 
accompanied by a graph showing origin and destination of ton- 
nage, as to results of operations by the Inland Waterways 
Corporation on the Mississippi and Warrior rivers. The graph 
is in the form of a map of the United States with each state 
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marked to show the approximate volume of tonnage carried in 
and from points therein. 

The statement says the graph “vividly illustrates the suc- 
cess of the Inland Waterways Corporation in harnessing railway 
and water transportation into a cooperating team.” 

“Operating upon approximately 2,500 miles of river and 
coastal waters, from the Twin Cities of Minnesota to New 
Orleans, from New Orleans to Mobile, and on the Warrior sys- 
tem from Mobile to Birmingport, Ala., touching only 11 states 
by water, the Inland Waterways Corporation, through relations 
with 165 railroads of the United States, has, as shown by the 
graph, extended the benefits of cheaper water transportation 
to 30 additional states,” as War Department says, continuing 
as follows: 


Its all water rates are broadly competitive and reasonably re- 
munerative. Its joint rail-water rates are normally formed on the 
basis of the application of the all water differential of 20 per cent 
between ports of origin and destination on the river, to the all rail 
rate between point of origin and destination, thus reflecting to all 
users of joint rail-water rates a differential of 20 per cent below the 
all rail rate between ports of origin and destination. 

For example, if the all rail rate on a certain commodity orig- 
inating in Chicago and destined to New Orleans were $6 per ton, 
and the all rail rate from St. Louis to New Orleans were $5 per ton, 
the water rate, due to the 20 per cent differential from St. Louis to 
New Orleans, would be $4 ~ ton, or a saving of $1 per ton. Applying 
this saving to the all rail rate from Chicago to New Orleans, the 
joint rail water rate for such service would be $6 less $1 or $5 per 
ton, or precisely the all rail rate from St. Louis to New Orleans. 

The graph is accurate as showing the origin and destination. of 
freight transported by the corporation proper, but records are not 
available to indicate graphically that much of the freight shown 
as originating in Missouri or Illinois, for example, really originated’. 
at the great grain centers of Omaha and Kansas City, was transported 
by rail to St. Louis, Mo., or Cairo, Ill., and there taken up by the 
corporation as its point of origin and as shown on the graph. aos 

The graph reveals the fact that through ‘co-operation with the 
railroads, the benefit of its joint rail-water rates have been extended 
to cover every Atlantic state from Maine to Florida (with the exception 
of Virginia and the Carolinas), every Pacific state, every: northern 
boundary state (with the exception of Montana), every southern 
boundary state (with the exception of New Mexico), and every interior 
state except Utah and Nevada, a grand total of 41 states served by 
two rivers which themselves touch only 11 states. 

One hundred and sixty-five railroads co-operate in extending the 
benefits of this cheaper combined rail-water transportation to ap- 
proximately 100,000,000 people. 

The corporation is actively at work with the ultimate end in 
view of extending its benefits to the whole of the 48 states. Active 
additional operations on the upper Mississippi, beginning in the 
spring, are expected to extend these benefits to the inter-mountain 
states not now touched. 

In 1926 the operations of this corporation saved the shippers .of 
the United States approximately one and a half million dollars in 
freight rates, and through its cheap water rates on grain for ex- 
port set the price, according to records of the St. Louis Merchants’ 
Exchange, so that the farmer received for his grain nearly 3. cents 
a bushel more than he would have otherwise received. This addi- 
tional price of 3 cents per bushel was not alone confined to the grain . 
shipped by the facilities of the barge line, but according to the state- 
ments of great grain dealers themselves, set the price at which the 
hundreds of millions of bushels exported was purchased. from the. 
farmer. Assuming that these statements of great grain dealers are 
correct, then this service on grain alone gave to the farmer in actual 
cash in 1926, 50 per cent of the entire going value of the Inland 
pt ge Corporation, or in the neighborhood of seven million . 

ollars. 


The benefit was extended directly to the farmer whose grain was 
exported, and indirectly to the farmer whose ain was sold for 
domestic purposes. Plans are under consideration, and advancing 
toward culmination, whereby the corporation may become, what: it. 
is not now, a factor in the domestic distribution of. grain and other 
agricultural products which will largely increase its value to the 
agricultural communities of the north, ‘northwest and south, and 
to the consumer generally. 

Thousands and thousands of dollars were saved to the consumer 
on sugar shipped upstream, and distributed through 217 cities. 


The price of every article of aluminum manufactured in the... 
midwest, and sold throughout the United States was fixed by the re- 
duced rate at which bauxite ore was carried upstream by the barge ° 
line to St. Louis. 


The cheaper rates on the carriage of cotton offered a market at a 
lower price to the exporter, with a consequent ability on his part . 
to buy at a higher price, even though the world’s market was gluttéd: 
_.. Cheap rates on manganese ore, sulphur, etc., enabled vast quan- 
tities of steel to be manufactured cheaper, and by competition based : 
- transportation, enabled the consumer to get his building materials 
cheaper. 

Vast quantities of coal transported cheaply by water reduced 
the cost of the manufacture of power, gas and heat. 

In addition to those examples, hundreds of others might be cited, 
but the outstanding achievement of this corporation has been the 
demonstration that coordinated rail and water ‘transportation can 
furnish cheaper transportation to the whole country, and that both . 
participating carriers, rail and water, will receive a remunerative 
revenue therefrom. : 

This corporation, by its businesslike methods of administration 
and operation under the guidance of the secretary of war, has demon- 
strated to private capital that it may safely invest in rejuvenating 
water transportation on our inland streams and canals, and by its 
very successful demonstration has united public opinion on the value 
and the necessity of further waterway development. . 


The engineers of the army have built and_are building, and main- 
taining navigable waterways, and the Inland Waterways Corporation, 
another activity directly controlled by the secretary of war, is suc- 
cessfully operating upon 2,500 miles of river, despite the fact that 
it has been so widely proclaimed that “the days of waterways have. . 
passed, never to return.” 

The harnessing of waterways and railways in one team has been 
successfully tried out, and never again can there be cut-throat com- 
petition between them. ee. Ts 

The people of the United States may confidently look forward 
to days not far distant, when every navigable stream in the United 
States will again, in co-operation with the railroads, be furnishing 
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effective and cheaper transportation without the expenditure of vast 
sums to furnish new arteries. 


The graph showed that the tonnage of the barge services 
in 1926 was 1,341,042, of which 35,118 tons were estimated as 
en route in December, as compared with 1,145,018 in 1925, 
1,071,848 in 1924, and 979,772 in 1923. The total revenue in 1926 
was $5,153,136, exclusive of estimated revenue of $123,642, and 
the profit was stated as $187,975 on that basis. In 1925 the 
revenue was $4,004,578, and a loss of $34,519 was reported. In 
1924 the revenue was $3,503,751, and the loss was $532,616. In 
1923 the revenue was $2,841,099, and the loss was $955,359. 


PROMOTION FOR ASHBURN 


The House committee on interstate and foreign commerce 
has favorably reported to the House the bill (H. R. 16734) rais- 
ing the rank of Brigadier-General T. Q. Ashburn, head of the 
Inland Waterways Corporation, to major-general, with the in- 
creased pay and allowances of a major-general. 


NEW WAREHOUSE CORPORATION 


A new era in warehousing and the application of the prin- 
ciples of scientific co-operation and organization, as applied to 
the industry, are predicted by C. C. Dagenhardt, vice-president, 
Warehouse Securities Corporation, a new organization, with 
headquarters in Chicago. 

“Many changes are taking place in sales and distribution 
methods which will leave the warehouse man out of account 
unless he adjusts his business to the new order of things,” said 

“Mr. Dagenhardt. The Warehouse Securities Corporation was 
organized to meet a need for financing between the producer 
and the retailer, he said, and its functioning might be compared 
to what has been done in the field of financing between the 
retailer and the consumer as illustrated in the handling of auto- 
mobile paper. Efficient transportation, hand to mouth buying, 
chain stores—all have tended to reduce warehouse stocks and 
to increase the competition within the industry. In the opinion 
of the men responsible for the organization, the only solution 
to the problems of the modern warehouse man is co-operation 
and organization and the application of sound scientific methods 
such as have been availed of in transportation, production, and 
other forms of business activity. 

The plans of the corporation provide for the establishment 
of member warehouses at about 150 points over the country 
ideally located to meet the requirements of distribution of the 
commodities of the country, and particularly designed to solve 
the problems of large producers and distributors who operate 
on a national scale. Such large distributers will, through the 
new corporation, be able to make arrangements at a single place 
for a standard service in warehousing at as many points over 
the country as they desire. One of the results of this will be, 
it is pointed out, that there will no longer be a necessity for 
the maintenance of an elaborate and often unwieldly system of 
field warehouses, which, perhaps, are idle a large share of the 
year, or partially so, and the distributer will pay for only such 
warehouse space as he actually uses. Mr. Dagenhardt was of 
the opinion that this economy in the use of warehouse space 
alone would result in an economic advantage of great impor- 
tance. 

An important feature of the plan is the making available 
of credit on warehoused goods on a national scale. “While 
banks apparently make loans against warehouse receipts,” said 
Mr. Dagenhardt, “the loans are really made against the credit 
standing of the borrower. We have been working out our plan 
for about three years, and have an appraisal department at 
work collecting information on safe loan values of all com- 
modities on which we may be called upon to loan. There is 
no basis for credit in the world as sound as that of basic com- 
modities ready for consumption, and the credit value of a 
commodity should not only follow the commodity but should 
increase with its being placed close to its market. Through 
our member warehouses we will be in a position to make loans 
where they are desired. Such a system will release an enor- 
mous amount of frozen capital that may immediately be placed 
into productive use. Not only are we going to be able to bring 
business to our members through our accounts with national 
distributers, which will run to thousands of cars a week, but 
the availability of necessary credit on a national scale will 
attract other business.” 


He said the plan of the cnpininaitiin included weekly reports 
from the member warehouses as to what they have in their 
warehouses and how it is moving, “which will give us a check 
on the market and enable us to advise our customers so they 
can obtain a maximum degree of turnover on stocks. The re- 
sult will be the destruction, to a very large extent, of seasonal 
peaks in production, marketing peaks, and transportation cycles. 
Another step will have been taken in the elimination of car 
shortages and the carrying of empty cars on side tracks to 
meet uncharted demands. Under the present system, favorable 
rates often result in the glutting of certain markets; this will 
no longer be one of the necessary evils of seasonal production; 
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with our checks on market conditions and the release on credit 
values we will be able to effect on materials stored in ware- 
houses.” 

Mr. Dagenhardt said his organization was already in contact 
with eight of the largest national distributers of the country 
and that five of that number would probably dispose of systems 
of field warehouses they were operating. 

The financial “set-up” of the organization comprises 20,000 
shares of preferred stock at a par value of $50 a share and 
60,000 shares of no par value common stock, selling at $10 a 
share. In the opinion of bankers who have been approached 
on the proposition, he said, that will enable the corporation to 
accommodate loans to the extent of about $25,000,000 annually. 
To become affiliated with the Warehouse Securities Corpora- 
tion, a warehouse firm must subscribe or underwrite a mini- 
mum of stock representing a total obligation of $6,000. Sub- 
scriptions to date have ranged from $12,000 to $36,000, he said. 
The creation of the chain of affiliated warehouses has been in 
process since October. 

The officers of the organization are as follows: President, 
J. W. Clark, recently resigned as vice-president and controller, 
Manvill-Jenckes Company; vice-president, C. C. Dagenhardt, 
investment banker of Chicago and New York; treasurer, G. M. 
McConnell, president and general manager, C. & A. Terminal 
Warehouse Company; secretary, H. Collins Hay, Chicago attor- 
ney. Roy C. Griswold, president of Griswold and Walker Ware- 
house Company, Chicago, is chairman of the board of directors. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the first five weeks in 1927 
totaled 4,524,749 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. This was an increase of 96,493 cars over the correspond- 
ing period last year and an increase of 67,800 cars over the cor- 
responding period in 1925. 

For the week ended January 29, the total was 950,969 cars, 
an increase of 25,273 cars over the corresponding week in 1926 
and an increase of 53,601 cars over the corresponding period in 
1925. Compared with the preceding week this year, the total 
for the week ended January 29 was an increase of 8,382 cars. 

Revenue freight loading by districts the week ended Jan- 
uary 29 and for the corresponding period of 1926 was reported 
as follows: 


Eastern district: Grain and grain products, 10,295 and 9,762; 
live stock, 2,992 and 2,898; coal, 54,087 and 30,625; coke, 3,466 and 
5,429; forest products, 6,393 and 6,754; ore, 1,727 and 1,366; mer- 
chandise, Ja. C “dns 
83,192; total, 1927, 222, 874; 1926, 209, 431; 1925, 201,427. 

Allegheny district: Grain and grain products, 3,270 and 2,980; 
live stock, 2,180 and 2,289; coal, 55,081 and 42,453; coke, 5,827 and 
8,468; forest Pee, 3,166 and 2,799; ore, 2,304 and 1,710; mer- 
chandise, L, . C. L., 51,789 and 51,411; miscellaneous, 66,442 and 69,469; 
total, 1927, 190,059: 5026 181,579; 1925, 177,520. 

Pocahontas district: Grain and grain "products, 219 and 252; live 
stock, 75 and 71; coal, 43,586 and 41,614; coke, 530 and 646; forest prod- 
ucts, 1,531 and 1,524; ore, 105 and 64; merchandise, L. Cc. L., 7,401 
and 7,189; miscellaneous, 5,351 and 4,654; total, 1927, 58,798; 1926, 
56,014; 1925, 48,082. 

Southern district: Grain and grain products, 4,214 and 4,311; live 
stock, 2,243 and 2,437; coal, 31,607 and 30,492; coke, 892 and 1,534; 
forest products, 20,549 and 21, 552; ore, 1,394 and 1,431; merchandise, 

Cc. L., 41,247 and 40,319; miscellaneous, 52,613 ‘and 51,247; total, 
1927 154, 759; 1926, 153, 323; 1925, 140,872. 

Northwestern’ district: Grain and grain products, 10,884 and 
10,095; live stock,.10,102 and 10,268; coal, 10,567 and 9,133; coke, 1,577 
and 1,555; forest t’ products, 18, 751 and 2i, 911; ore, 830 and 559; mer- 
chandise, L. C. 30,963 and 29,911; miscellaneous, 30,658 and ’30, 424; 
total, 1937, 114, 333" 1926, 113,856; 1925, 118,317. 

Central western district: Grain and ‘grain products, 13,947 and 
12,505; live stock, 11,326 and 10,956; coal, 22,305 and 21,590; coke, 325 
and 283; forest products, 7,172 and 8,825; ore, 3,703 and 3,895; mer- 
chandise, ia. <. Bae Se 192 and 34,121; miscellaneous, 47,010 and "44, 359; 
total, 1927, 138,980; 1926, 136,534; 1925, 145,429. 

Southwestern district: Grain and. grain products, 4,858 and 5,361; 
live stock, 2,382 and 2,359; coal, 8,226 and 7,197; coke, 168 and 280; 
forest products, 7,641 and 9,200: ore, 393- and 371; merchandise, L. 
Cc. L., 16,870 and 16, 977; miscellaneous, 30,629 and 33, 214; total, 192 a, 
71, 167: 1836. 74,959; 1925, 65,721. 

Total, all roads: Grain and. grain products, 47,687 and 45,266; live 
stock, 31,300 and 31,278; coal, 225,459 and 183, 104; coke, 12, 785 and 
18, 195; forest products, A 203 and 72, 565; ore, 10, 456 and 9,396; mer- 
chandis mm. t. ©. 075 and 24 9,333: miscellaneous, 308, 004 and 
316,559; total, 1927 "950, rt 1926, 925,696; 1925, 897,368. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1927 1926 1925 
Week ended January 1............ 740,348 741,560 767,098 
Week ended January §8............ 940,800 907,622 934,170 
Week ended January 15............ 950,045 931,735 934,022 
Week ended January 22............ 942,587 921,643 924,291 
Week ended January 29............ 950,969 925,696 . 897,368 
WOMAN. tits oo... careereeesn 4,524,749 4,428,256 4,456,949 


ST. LAWRENCE WATERWAY 


A resolution of the North Dakota legislature urging Con- 
gress to take immediate action toward the passage of such law 
or laws which will make possible the early completion and per- 
fection of the Great Lakes-St. Lawrence waterway project has 
been submitted to the Senate. 


68,613 and 69, 405; miscellaneous, 75,301 and 4 
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February 12, 1927 





Current Topics 
in Washington 


Season of Commission Anniversaries.—This is the time of 
the year when the Commission could, were it so inclined, grant 
holidays for the celebration of anniversaries relating to it and 
its work. However, it will not proclaim any such. While it 
is not an executive department, it follows, in such things, the 
fashion set by the executive branch of the government. Forty 
years ago, February 4, President Cleveland signed what, until 
1920, was known as the act to regulate commerce. Sixty-three 
years before, to the very day, Daniel Webster and other lights 
of the luminous bar of that day argued the appeal of James 
Gibbons vs. Aaron Ogden, the foundation case in all matters 


EE 


| 





of law pertaining to the transportation part of commerce be-. 


tween the states and with foreign nations. In passing, it may 
be remarked that the Supreme Court of the United States 
handed down its decision in that matter on March 2, 1824. The 
court, in those days, had fewer cases to handle; therefore, it 
devoted as much as nine and ten days to arguments in a case 
involving constitutional principles and was prepared, almost 
as soon as the lawyers had finished talking, to make a decision. 
In fact, it is said that the justices, in some cases, had time enough 
to study the cases, so they were forehanded enough to have 
their opinions written, in part, before the arguments were fin- 
ished. However, Grover Cleveland, the spiritual political de- 
scendent of Thomas Jefferson, arch opponent of the extension 
of federal power, had more work to do in 1887 than the justices 
of the Supreme Court in 1824. It took him until March 22, 1887, 
to select the five men who were to constitute the personnel of 
the regulating body. Obviously,-he was fairly familiar with the 
fact that questions of constitutional power would be raised by 
the’ work of the Commission. That explains why he chose 
Thomas McIntyre Cooley, the writer on American constitutional 
law, to be chairman. He was chief justice of the supreme court 
of Michigan. Then he chose William R. Morrison, of Illinois, 
one time chairman of the House committee on ways and means 
and author of a tariff bill that proposed horizontal reduction of 
customs tariffs rates and thereby acquired the sobriquet “hori- 
zontal reduction bill.’ To Augustus Schoonmaker, former at- 
torney-general of New York and his close personal friend, he 
gave a place as a Republican member. The other Republican 
was Aldace F. Walker, a Vermont lawyer. The fifth place was 
given to Walter S. Bragg, former chairman of the Alabama com- 
mission, which fact reminds one that state regulation preceded 
federal regulation, even as state governments preceded the 
national government. Cooley resigned January 1, 1892, Walker 
on March 31, 1889, and Bragg died August 21, 1891. Election 
of Benjamin Harrison, of Indiana, in 1888, put an end to Mor- 
rison’s tenure. When his term expired William J. Calhoun, also 
of Illinois, who gained some prominence just before the war 
with Spain by being sent to Cuba as President McKinley’s 
representative to inquire about matters, took his place. Martin 
A. Knapp took the place of Walker and Judson C. Clements 
succeded to the vacancy caused by the death of Bragg. Knapp 
and Clements are names known to all except the youngest per- 
sons connected with the Commission’s work. Secretary McGinty 
served them as secretary. Edward A. Moseley of Newburyport, 
Mass., a character, became the first secretary of the Commission 
and continued in office much longer than those who, more 
fortunate than he, had an ambition to be commissioner 
gratified. Thomas Jackson, head of the section of pas- 
senger tariffs in the bureau of traffic, is the oldest employe 
of the Commission, in point of service. He came to the Com- 
mission on the beckoning of Commissioner Walker and devised 
the system of filing tariffs now in use, not only in the passenger 
but in the freight section. His service dates from March 1, 
1888, since which time the presidents have been Grover Cleve- 
land, Benjamin Harrison, Grover Cleveland again, William Mc- 
Kinley, Theodore Roosevelt, William Howard Taft, Woodrow 
Wilson, two terms, Warren G. Harding, and Calvin Coolidge. 





Non-partisanship in Transportation Legislation.—At this time 
of anniversaries, vacancy on the Commission and recent rejec- 
tion of Cyrus E. Woods to be a commissioner, it may be of no 
importance, but interesting, nevertheless, to recall that there 
has never been any partisanship in transportation legislation, 
and, seemingly, little in the appointment of commissioners. The 
act to regulate commerce (1887) was made by John M. Reagan, of 
Texas, a member of Jefferson Davis’ cabinet, and Shelby M. 
Cullom, of Illinois, who prided himself on his friendship with 
Abraham Lincoln and was greatly pleased when anyone told him 
he looked like Lincoln. Reagan and Cullom did not agree except 
on the big questions of the necessity for regulation, but even 
that much of a getting together of men brought up in so widely 
differing schools of political thought, one on the side of a strong 
nation-building government and the other on the side of some- 
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thing that has been variously described as an alliance between 
nations or a confederation of states with a central government 
of minimum power, at this time, seems to suggest another of the 
number of miracles needed to bring about the preeminence now 
held by the United States of America. By all the rules of 
political thought, the postmaster-general of the Confederate 
States of American should have fought to the death before 
consenting to such a machinery for putting the national gov- 
ernment into such a field. But he did not. Perhaps the ferment 
among the farmers, manifested in the granger movement, was 
a political hint of expediency not to be ignored in favor of 
theories of government, if one desired to remain in public life. 
Mr. Reagan resigned from the Senate to become chairman of 
the Texas commission, a thing that could not be imagined now 
except by those who recall their history to the effect that, in 
the early days, men declined to go to the Senate and others 
resigned to become mayors of their cities or governors of their 
states. Grover Cleveland signed the act to regulate commerce 
and appointed the first five commissioners. Since then thirty- 
two other men have been appointed commissioners. Their sal- 
aries have gone up from $5,000 to $12,000 a year—which is less 
than other wages have gone up. The facts about the transporta- 
portation act of 1920 show like non-partisanship. The Congress 
which passed the bill was Republican. The President who signed 
it was a Democrat, born in the state in which, notwithstanding 
the strong nationalistic views of Washington, the views of 
state’s rights were dominant until the issue of battle disposed 
of the controversy as a live subject. 





Commission’s Reparation Ways.—The way of a man with a 
maid may be something for poets to write about, but it may 
be respectfully suggested that, if one desires to grow old before 
his time, an attempt to formulate a rule that will guide one in 
determining when the Commission will award reparation will 
be a wonderful aid in that direction. Award of reparation in the 
Nelson Fuel case (elsewhere in this issue) may be taken as 
the starting point—not that that seems out of line with the pop- 
ular impression as to when reparation should be awarded, but 
simply because it is the nearest spring board for the use of 
one desirous of diving into the troubled waters. Ever since 
the courts have deprived the Commission of supposed discretion 
about the awarding of reparation, those who disagree with it 
much of the time have had the impression that it has been 
determined to find a way for getting around the Darnell-Tanzer 
decision, which deprived it of discretion. In the more or less 
celebrated Standard Oil cases, in which the issue was as to 
whether the routes were or were not open, as alleged by the 
oil company, the Commission, according to the views of a pre- 
sumably respectable and respectful number of petitioners, 
avoided reparation only by what the dissenters think was a 
reversal of a long line of “open route” decisions, which reversal, 
if such it was, has saved the railroads many millions. 





Pinchot Departs, Peace Comes.—Peace has come to part of 
Pennsylvania. Gifford Pinchot has ceased to be governor. The 
turmoil that marked his effort to reorganize the public utility 
commission, on the theory that it was an executive agency, has 
ceased. Emerson J. Collins, formerly deputy attorney-general, 
and Samuel Walker, an attorney from the western part of the state, 
have been nominated and confirmed as members of that body. 
When Governor Fisher came into office the Senate had before it, 
unacted on, the names of Messrs. Beamish and Golden to be com- 
missioners. They had been nominated by Governor Pinchot to 
fill vacancies created by the rejection of earlier Pinchot nom- 
inations. The nominations of Collins and Walker were promptly 
confirmed and that left Messrs. Beamish and Golden without 
office. In leaving office Governor Pinchot told the general as- 
sembly that the commission remained the catspaw of corpora- 
tions because the supreme court of Pennsylvania had denied 
to him the power the Supreme Court of the United States had 
confirmed to the President of the United States. His reference 
was to the cases in which the supreme court of Pennsylvania 
had said that he had not the power to remove legislative agents 
such as the commissioners without the consent of the Keystone 
Senate and the Oregon postmaster case, in which the Supreme 
Court of the United States had held that the President had the 
power to remove executive agents, without the consent of the 
Senate of the United States. In the course of his effort to re- 
organize the Pennsylvania commission Governor Pinchot made 
ten nominations, not one of which was confirmed. Chairman 
Ainey and Commissioners Benn and Shelby, who were on the 
commission when Pinchot became governor, are still in service, 
being protected from removal by the governor without the 
consent of the Pennsylvania senate. Commenting on the con- 
ditions at Harrisburg, John E. Benton, general solicitor for the 
National Association of Railroad and Utilities Commissioners, in 
a recent bulletin said: “The press reports that Governor Pin- 
chot will occupy a residence in Washington, D. C., and the 
prospect is that peace and harmony will reign at Harrisburg.” 





An Early Coolidge Ambition.—According to Senator Walsh, 
of Massachusetts, one time governor of that commonwealth, 
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Calvin Coolidge, while a senator, was willing to learn more 
about the law of common carriers, as modified by the laws of 
Massachusetts and the laws of the United States, than, pre- 
sumably, he knew then or knows now. His associates in the 
Massachusetts senate presented the name of Calvin Coolidge as 
a candidate for a place on the Massachusetts commission. 
Walsh, however, appointed another, saying he preferred to name 
a Democrat. Democratic and Republican associates of the pfes- 
ent President of the United States joined in the request that 
Coolidge be appointed. This bit of history Senator Walsh told 
at a dinner of retail shoe men recently. He told the shoe men 
he could not tell them all the reasons or motives that actuated 
him’ in making the selection, but he remembered distinctly that 
he preferred a Democrat to the Republican senator who has 
since succeeded to an office of at least greater notoriety, if not 
of harder work. 





Accuses Congress of Bargaining.—In an effort to procure the 
passage of the McFadden-Pepper bill enlarging the powers of 
the national banks and extending the charters of federal reserve 
banks, and the defeat of the McNary-Haugen farm relief bill, 
so-called, John W. O’Leary, president of the Chamber of Com- 
merce .of the United States, asserts that “trading is going on and 
bargains are being made without regard to merits” of pending 
legislation. His reason for calling attention to one of the most 
notorious of congressional methods is the fact that the chamber 
was organized in order that it might bring forward considera- 
tions on the merits of measures important in the economic field. 
He says the bank bill is being held up by the failure of the 
Sénate to take pro forma action on a conference report which 
contains nothing other than has already been agreed to by the 
Senate. As to the so-called farm relief bill, Mr. O’Leary calls 
attention to the fact that this Congress has once defeated the 
pill, but that efforts are being made to pass it “regardless of its 
merits, and in consequence of bargains.” Accusing Congress 
of enacting legislation because of bargains is common, presum- 
ably because the method is common. However, it is not common 
for the president of a big business organization to issue a state- 
ment, addressed to no one in particular and presumably, there- 
fore, for the notice of Congress, saying that, as to specific meas- 
ures, it is acting or proposing to act “in consequence of bargains.” 





_ The Fight Has Been Started.—The fight for which the Com- 
mission has been issuing invitations ever since it issued its 
report in the International Nickle Company case about its power 
over a joint through rate from an adjacent foreign country, has 
been started. (See Traffic World, January 29, p. 267.) E. W. 
Hollingsworth, of Oakland, Calif., has pending in the superior 
court of California, in and for San Francisco county, a case, 
Lewis-Simas-Jones Company vs. Southern Pacific. The suit was 
begun to force compliance with an award of reparation made by 
the Commission based on a finding that a joint through rate on 
cow. peas, from Navajoa, Mex., to San Francisco, was unrea- 
sonable. It is understood that the Southern Pacific is willing 
to and intends to make this a test case. If it is made such, it 
seems obvious that the thing the Southern Pacific will do will 
be to challenge the power of the Commission to deal with such 
a joint through rate from Mexico to the United States, with a 
view to having the foundation for the award cut from under it. 
—A. E. H. 


RAIL EARNINGS IN 1926 


Class I railroads in 1926 had a net railway operating income 
of $1,231,494,000 which was a return of 5.13 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics and made public Feb. 
11,. Their net railway operating income in 1925 was $1,138,- 
696,000 or 4.85 per cent on their property investment, according 
to the bureau’s statement, which continued as follows: 


‘Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, supplies and 
cash, :The net railway operating income is what is left after the 
payment of operating expenses, taxes and equipment rentals but be- 
fore interest and other fixed charges are paid. 

' This compilation as to earnings in 1926 is based on reports from 
186 Class I railroads representing a total mileage of 237,471 miles. 

. Gross operating revenues of the Class I railroads in 1926 amounted 
to $6,451,148,000 compared with $6,189,268,000 in 1925 or an increase of 
4.2°"per cent. Operating expenses in 1926 totaled $4,717,590,000 com- 
pared with $4,584,600,000 in 1925 or an increase of 2.9 per cent. 

- Total maintenance expenditures of the Class I railroads in 1926 
amounted to $2,167,679,000, an increase of $73,385,000 or 3.5 per cent 
above those for 1925. Of the total maintenance bill of the railroads 
during the past year, $875,216,000 went for maintenance of way ex- 
penses. This was an increase of $50,184,000 or six per cent above 
similar expenditures in 1925. Expenditures for maintenance of equip- 
ment in 1926 amounted to $1,292,463,000, an increase of $23,201,000 or 
nearly two per cent above the Lee year. 

Class I railroads in 1926 paid $394,370,000 in taxes, an increase 
of $30,780,000 or 8.5 per cent above the total tax bill of the Class I 
railroads in 1925. 

Sixteen Class I railroads operated at a loss in 1926, of which six 
pad » the Eastern, one in the Southern and nine in the \Weatern 

strict. Bets 

Net railway operating income by districts in 1926 with the per- 
centage of return based on property investment follows: 
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Per cent 
ete: OT $ 45,397,000 5.06 
ee eS er co ee 222,785,000 5.49 
Comtral Mastern Haesion. ... 0.055 cede ceede odes 256,567,000 5.24 
PO MEIN uobic «o's 3 Sie as ew cosine cesee ve 90,453,000 9.21 
ee Te > ee rere 615,202,000 5.68 
i ee ey er 162,659,000 5.48 
ee eee ee errr 131,002,000 3.83 


COMEPRTIIONCOET,, TRRBION oon ccc ccccevesccedoes 221,547,000 4.86 


SOULOUEENTE TROON 6 oie cescicccwsccscesese 101,084,000 4.54 
eo ES ree 453,633,000 4.45 
CIEE WEED oro cccsscecccecusccceses $1,231,494,000 5.13 


Owing to the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of return 
on property investment for the five years ending with 1926 has aver- 
aged 4.50 per cent per year. 

For the month of December, the net railway operating income 
of the Class I railroads amounted to $81,017,000 which was at the 
annual rate of return of 4.03 per cent on their property investment. 
In December, 1925, their net railway operating income was $94,686,000 
or 4.82 per cent on their property investment. 

Gross operating revenues for the month of December amounted 
to $526,725,000 compared with $524,394,000 in December, 1925, or an 
increase of four-tenths of one per cent. Ne expenses in De- 
cember totaled $407,413,000 compared with $389,763,000 in the same 
month the year before or an increase of 4.5 per cent. 


Eastern District 


The net railway operating income for the Class I railroads in the 
Eastern district in 1926 totaled $615.202,000 which was at the rate of 
return of 5.68 per cent on their property investment. In 1925, their 
net railway operating income was $555,960,000 or 5.24 per cent on their 
property investment. Gross operating revenues of the Class I rail- 
roads in 1926 totaled $3,234,341,000, an increase of 5.7 per cent over 
1925, while operating expenses totaled $2,384,522,000, an increase of 
four per cent over 1925. 

Class I railroads in the Eastern district for the month of December 
had a net railway operating income of $37,213,000 compared with 
$41,988,000 in December, 1925. 


Southern District 


Class I railroads in the Southern district in 1926 had a net rail- 
way operating income of $162,659,000 which was at the rate of return 
of 5.48 per cent on their property investment. In 1925, the net railway 
operating income amounted to $168,184,000 which was a return of 
5.93 per cent. Gross operating revenues of the Class I railroads in 
the Southern district -in 1926 amounted to $876,162,000, an increase of 
2.9 per cent over 1925, while operating expenses totaled $647,737,000, 
an increase of 4.5 per cent. 

The net railway operating income of the Class I roads in the 
Southern district in December amounted to $12,779,000, while in the 
same month in 1925 it was $15,698,000. 


Western District 


Class I railroads in the Western district in 1926 had a net railway 
operating income of $453,633,000 which was a return of 4.45 per cent 
on their property investment. In 1925, the railroads in that district 
had a net railway operating income of. $414,552,000 or a return of 
4.13 per cent on their property investment. Gross operating revenues 
of the Class I railroads in the Western district in 1926 amounted to 
$2,340,645,000, an increase of 2.7 per cent over the year before, while 
operating expenses totaled $1,685,331,000, an increase of nine-tenths 
of one per cent compared with 1925. 

For the month of December, the net-railway operating income of 
the Class I railroads in the Western district amounted to $31,025,000. 
The net railway operating income of the same roads in December, 
1925, totaled $37,000,000. 


CLASS I RAILROADS—UNITED STATES 
Month of December 


1925 
Total operating revenues............. $ 526,725,000 $ 524,394,000 
Total operating expenses............. 407,413,000 389,763,000 
REMOEN ..s. cena vicki Amuse nceeee é Het +o00 30,103,000 32,070,000 
Net railway operating income........ 81,017,000 94,686,000 
Operating ratio—Per cent............ 77.35 74.33 
Rate of return on property investment 4.03% 4.82% 

Twelve Months Ended December 31 

Total operating revenues............. $6,451,148,000 $6,189,268,000 
Total operating expenseS............. 4,717,590,000 4,584,600,000 
RR ae <a ae 394,370, 363,590,000 
Net railway operating income........ 1,231,494,000 1,138,696,000 
Operating ratio—Per cent............ 73.13 74.07 


Rate of return on property investment 5.13% 4.85% 


NEFF TO SUCCEED WILLIAMS 


President Coolidge, February 7, nominated Pat Morris Neff, 
formerly governor of Texas, to be a member of the Board of 
Mediation created by the railway labor act. The vacancy on 
the board was created by the resignation of Carl Williams, 
farm paper editor, of Oklahoma City, Okla. Mr. Williams re- 
signed on account of ill health. The resignation and appoint- 
ment were announced simultaneously at the White House. 


WAGE INCREASE AWARDED 


The Board of Mediation announced February 8 that a settle- 
ment by mediation of wage and working rule differences be- 
tween the Order of Railway Conductors and the Brotherhood 
of Railroad Trainmen and the railroads in the southeast had 
been effected, effective as of February 1. The conductors and 
trainmen will receive an increase of 7% per cent in existing 
basic wage rates. The same percentage increase was awarded 
recently to conductors and trainmen in the eastern district by 
a board of arbitration. The Board of Mediation said it was 
estimated that approximately $3,300,000 annually in additional 
pay would accrue to approximately 22,000 employes of twenty 
southeastern roads as the result of the settlement. Chairman 
Winslow, of the board, acted as mediator. 
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February 12, 1927 


REPARATION ON COPPER WIRE 


An award of reparation has been made by the Commission 
in No. 18083, Midwest Refining Company vs. Great Northern 
et al., mimeographed, by division 4, on a finding that charges 
assessed on 9 carloads of copper wire, in coils, and copper wire 
strand, on reels, from Black Eagle, Mont., to Salt Creek, Wyo., 
in the period August 20 to November 21, 1924, were unreason- 
able. The Commission said the rate of $1.065 charged was un- 
reasonable to the extent that it exceeded 91.5 cents, made up 
of 70.5 cents from Black Eagle to Illco and 21 cents beyond, 
and that complainant was entitled to reparation from the North 
& South Railway. The shipments moved over the Great North- 
ern to Laurel, Mont., over the Burlington to Illco, and thence 
over the North & South to Salt Creek. The rate of $1.065 
charged was made up of a commodity rate of 70.5 cents from 
Black Eagle to Illco, and a fourth class rate of 36 cents from 
Illco to Salt Creek. The reasonableness of the factor up to 
Illco was not assailed, the complaint having been directed 
against the rate of 36 cents beyond that point. The Commis- 
sion said that, when the shipments moved, there was in effect 
from Illeo to Salt Creek a commodity rate of 21 cents on a num- 
ber of commodities, including oil well outfits, which the applic- 
able tariffs described as including such articles as boilers, steel 
cable, iron or steel cable wire, etc. The present commodity 
rate of 21 cents was made applicable on copper wire July 15, 
1925, and reparation to that basis was sought. 

Defendants urged that the North & South depended almost 
entirely on oil field shipments; that cost of maintenance was 
heavy; and that, in considering the earnings under the rate 
complained of, consideration should also be given to the fact 
that the North & South was a short-line railroad, and that there 
was a large percentage of empty hauls. The Commission said 
notwithstanding that the North & South was a short line de- 
pending almost entirely upon the Salt Creek oil field for its 
traffic, and that cost of maintenance was stated to be heavy, 
the rate of 36 cents charged for the movement from Illco to 
Salt Creek was unduly high. As to the liability for reparation, 
the Commission said: 


It is well settled that where an unreasonable joint rate has 
been charged the liability of the carriers is joint and several. But 
in the case of a combination rate an entirely different situation is 
presented. In the present case neither the Great Northern nor the 
Chicago, Burlington & Quincy had control over any factor of the 
combination rate except that maintained by it, nor did either of these 
carriers contribute in any way to the injury resulting from any un- 
reasonableness existing in the rate maintained by the North & South. 
To find in such a case that carriers are jointly and severally liable 
would be to require two carriers to bear in part the injury done by 
the third carrier, where the former had no control over the action 
- fone latter. See Midland Coal Co. vs. M. V. R. R. Co., 


GLASS RATES PREJUDICIAL 


Adjustment of rates on window glass and on rough rolled 
glass, from Oklahoma and Arkansas points to Gainesville, Sweet- 
water and San Antonio, Tex., so as to remove undue prejudice, 
has been ordered, not later than May 2, in No. 15296, Harding 
Glass Co. vs. Atchison, Topeka & Santa Fe et al., mimeographed. 
The Commission, by division 3, in a report written by Commis- 
sioner Campbell, found the rates, from Fort Smith, Ark., and 
Okmulgee, Okla., not unreasonable, unjustly discriminatory or 
unduly prejudicial, except that to Gainesville, Sweetwater and 
San Antonio they were, are and for the future will be unduly 
prejudicial to Fort Smith and Okmulgee to the extent they ex- 
ceed the following bases: To Gainesville 6 cents less than the 
rate from Shreveport, La., to the same point and to Sweetwater 
and San Antonio 4 and 5 cents, respectively, higher than the 
contemporaneous rates from Shreveport to the same points. 

Complainant, a window glass manufacturer at Fort Smith, 
alleged the rates on window glass from Fort Smith to destina- 
tions in Texas were unjust, unreasonable, and unduly prejudicial 
to Fort Smith and unduly preferential of Shreveport. The Inter- 
State Window Glass Co. and the Southwestern Sheet Glass Co., 
manufacturing window glass and rough rolled glass at Okmul- 
gee, intervened in support of the complaint. They pointed out 
that the rates on window glass from Okmulgee and Fort Smith 
to Texas points were the same and that the rates on rough 
rolled glass were the same as on window glass. They asked 
that that relationship be continued. The carriers objected to 
& broadening of the issues but the Commission said they had 
had ample notice of the desire of the complainant and inter- 
veners to continue the relationship. The Commission said the 
issues would be deemed to embrace the rates on window glass 
from both Fort Smith and Okmulgee and on rough rolled glass 
from Okmulgee. 


Commissioner Campbell said the desire of the complainants 


Decisions of Interstate Commerce Commission 
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was to obtain rates from the Okmulgee-Arkansas group to Texas 
common points no higher than the contemporaneous rates from 
Shreveport. They proposed, he said, that the origin points be 
grouped at a reasonable rate to be prescribed in this case. They 
suggested a scale based on a present rate of 38.5 cents from 
Okmulgee to Waco, Tex., found reasonable in Cemeron & Co. 
vs. Santa Fe, 51 I. C. C. 18, while the rate was only 25 cents. 
In that case the Commission found the rate to Waco unreason- 
able to the extent it exceeded 25 cents. Under the scale pro- 
posed by them the rate for the controlling distance would be 
37 cents but the report said the complainants would be satisfied 
with a rate of 38.5 cents. 

In giving reasons for the decision the Commission pointed 
out that the average distance from Fort Smith and Okmulgee 
to seven Texas points to which Shreveport had made shipments 
was 872 miles and from Shreveport 288 miles, or a difference 
of 84 miles. It said it was admitted that the transportation 
conditions from the three origin points to Texas were substan- 
tially the same. In such circumstances, the report said, a sub- 
stantial difference in distance could not be disregarded without 
trespassing upon the rights of Shreveport competitors, under 
section 3. It said that rough rolled glass was not manufactured 
at Shreveport but that window glass from that point competed 
in the Texas markets with rough rolled glass from Okmulgee. 


COAL REPARATION REASONING 


The Commission, on furiher hearing, on No. 13158, Nelson 
Fuel Co. et al. vs. Chesapeake & Ohio et al., mimeographed, a 
case that has attracted much attention among both coal opera- 
tors and railroads in the coal mining industry, has found rates 
on coal from mines on the Greenbrier & Eastern, unreasonable 
and unduly prejudicial in the period from March 2, 1922, to April 
18, 1925, both dates inclusive, and awarded reparation. Former 
reports in this case were made in 83 I. C. C. 737 and 96 I. C. C. 
124. 

The Greenbrier & Eastern was built to open the mines that 
filed the complaint. Formal proceedings were begun in 1922, 
soon after the mines were opened, with a view to their obtain- 
ing the district rates, negotiations to that end having failed. 
Owing to delays in getting the district rates after the first report 
which was made in November, 1923, the complainants filed an 
amendment to their complaint asking reparation, the prayer for 
reparation having been made on March 2, 1924. The prayer was 
for restitution of the money the complainants had paid to the 
Greenbrier & Eastern, the complainants having been compelled 
to pay the short line rates, 16 and 24 cents per ton, for two 
periods, and 20 cents per ton since October 2, 1924, in addition to 
the district rates, the latter from the junction point. The com- 
plainants had to “absorb” the district rates. 

On April 6, 1925, the case was heard on defendants’ motion, 
only on the question of reparation. The finding hereinbefore 
mentioned was made possible through the concurrence of Com- 
missioner Eastman. He concurred in the award of reparation 
because, as he said, it now appeared that damage resulting from 
undue prejudice had been shown. Five Commissioners agreed 
upon a finding of unreasonableness and undue prejudice. Com- 
missioner Eastman in a prior report on further hearing dissented 
from the finding of unreasonableness. 

Commissioner Hall wrote dissenting views in which he was 
joined by Commissioner Woodlock. Commissioners Lewis and 
Taylor dissented without setting forth their views. . .-- 

The Commission, in defending its prior reports and ziving 
reasons for the conclusion that the complainants were entitled 
to reparation, in part, said: ice" : 


Defendants do not deny the payment and bearing.of these charges. 
Their principal contentions may be summarized as follows: (1) That 
there was no finding in the report awarding reparation that. the 
rates were unreasonable in the past; (2) that the finding, if ap- 
plied to past rates, was not one of unreasonableness per se, but of 
relative unreasonableness; (3) that proof of actual damages or pecu- 
niary loss is an essential foundation for an award of reparation 
under a finding of relative unreasonableness, as with findings of. 
undue prejudice under section 8 of the act; (4) that even treating 
the finding as one of unreasonableness per se and as applying. for 
the past, it will not support an award of reparation, as a matter 
of law, upon mere proof that complainants paid and bore only the 
separate charges of the Greenbrier & Eastern as they are without 
assignments from the consignees who paid and bore the remainder of 
the through charges; (5) that complainants have not proved actual 
damage such as would sustain an award of reparation under a finding 
of undue prejudice; and (6) that the spirit, if not the letter, of 
rule 3(s) of our Rules of Practice is violated by an award of repara- 
tion under the circumstances of this case. 

1. It is true that the word ‘‘were’’ was omitted from the find- 
ing of unreasonableness in our second report, and defendants insist 
that under the rules of law governing awards of damage by the courts, 
or by us, the ye must be applied strictly as it reads. As 
shown, the question of past unreasonableness did not enter this pro- 
ceeding until March 1, 1924, when complainants filed their applica- 
tion for leave to file an “amended and supplemental complaint.” 
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There had been a finding on November 2, 1923, that the rates for 
the future would be unreasonable and that finding was based on evi- 
dence presented at the first hearing on December 21, 1921. The 
second finding on February 9, 1925, that the assailed rates “are, 
and for the future will be’ unreasonable, was based on evidence ad- 
duced at the second hearing beginning on May 12, 1924, and was in 
effect an affirmation of the original finding. It will thus be seen 
that the evidence upon which the original finding, later affirmed, 
was made was presented on a date some months prior to the begin- 
ning of the reparation period. Defendants would have us find here 
that if there was error or oversight in phraseology it was not 
the omission of the word “were,” but rather the inclusion of the 
many words which went to make up the findings as to reparation. We 
can not bring ourselves to that conclusion. In our second finding 
of February 9, 1925, we made provisions for proof by affidavit as 
to shipments moved subsequent to May 12, 1924. That fact further 
shows the inconsistency of any attempt to construe the finding as 
operative only on and after February 9, 1925. 

2and3. The finding made by us was, in effect, that the rates on 
coal, in carloads, from complainants’ mines to interstate destinations 
were, and are, unreasonable, and unduly prejudicial. The order re- 
opening the case solely upon the question of reparation leaves that 
finding still in effect. The act condemns the exaction of unrea- 
sonable rates and makes no distinction as between relative unrea- 
sonableness and unreasonableness per se. In the absence of such 
distinction defendants’ contentions as to “relative’’ unreasonable- 
ness are without merit. 

4 and 5. In respect of the fourth contention the finding is 
that the through rates from the mines to interstate destinations 
were unreasonable. This finding contemplates both the district 
rates and the arbitraries added to them. The district rates were 
not paid by complainants and are not complained of by them as being 
unreasonable in and of themselves. The consignee who paid the 
district rates are not before us. They paid the district rates 
during the reparation period and will continue to pay them in the 
future. It follows, therefore, that it was the excess over the 
district rates and that alone which caused the unreasonableness in 
the through rates. That excess was paid and borne by complainants. 
To put it differently, the purchasers of the coal, who paid, and 
will continue to pay the reasonable district rate had, and have, no 
interest in the arbitrary, but complainants who were compelled to 
absorb the arbitrary over the district rates out of the price ob- 
tained for their coal were the ones to be damaged through the main- 
tenance and exaction of the arbitrary. In a situation where, as 
here, the portion of the through rate which was unreasonable is so 
easily and certainly ascertainable it is no defense to an award of 
reparation that the parties who paid and bore the reasonable por- 
tion of the through rate are not before us and that complainants 
are without assignments from them. Under our findings the exaction 
of through rates in excess of the district rates and the combined 
failure of the defendants to establish district rates from complain- 
ants’ mines resulted in an unreasonable and unlawful situation for 
which all of the defendants who participated in the traffic are 
answerable in damage. 

On the question of damage, and in respect of the findings of un- 
due prejudice, complainants have further shown that they were in 
active competition with other mines enjoying the district rates; that 
they a and bore the separate charges of the Greenbrier & Eastern 
on all shipments from their mines during the period from March 2, 
1922, to but not including April 19, 1925, when the district rates 
became effective, with the exception of a few shipments made during 
the coal strike of 1922, as to which the excess over the district 
rate was paid by the consignees and on which reparation is not 
sought; that during this period they were forced to, and did, meet 
the prices made by competitors in the New River district by absorb- 
ing all transportation charges in excess of the district rates; that 
those excess charges were carried in their books either as an added 
cost of production, or as a shrinkage of profits; that it has been, 
and is, the practice in quoting prices for New River coal to name 
a price made in competition with mines enjoying the district rate, 
on the basis that the district rate will be paid by the purchaser; 
and that it was impracticable for them to quote prices on a dif- 
ferent basis or to pass on to their customers in any other manner 
the excess over the district rates. They show that the amount of 
their damage was the excess so paid in respect of all cars shipped, 
with the exceptions heretofore noted. 

_. As against this array of proof defendants, on the second hear- 
ing, introduced evidence tending to show that production at com- 
aw nants’ mines during the entire period since their development 
ad shown a marked increase, much more so than at other mines in 
the New River district; that by reason of low operating costs and 
efficient management, complainants were able to outstrip other mines 
in the New River district in spite of the handicap imposed by the 
higher rates; and that complainants have not shown that any business 
was diverted to their competitors by reason of the rate situation. 
They urge, therefore, that we can not find that the exaction of a 
rate higher than the district rate was the proximate cause of damage 
to complainants. 


These facts, considered singly or collectively, are not suffi- 
cient to overcome the showing made by complainants. There is 
uncontroverted evidence that all of the mines in the district lost 
money in 1924. A mine must bear a certain amount of fixed charges, 
and it is often cheaper to continue to operate at a loss than to shut 
down the plant with the resulting break-up of organization, damage 
from the added depreciation caused by disuse of working parts, or 
flooding. It is unimportant in our consideration of this case 
whether complainants increased their production in order to lower 
unit costs and thus retain their customers, or whether they elected 
to abandon operations and lose their business to competitors. In 
the issue here before us we can not concern ourselves with the item 
of cost production. It may well be, as defendants contend, that 
complainants’ mines are better than the average in this respect, or, 
as complainants answer, that there are other mines enjoying district 
rates which show as low or lower costs. We are here concerned only 
with the question as to whether complainants have shown damage 
by reason of the exaction from them of rates higher than those 
exacted from their competitors under substantially similar trans- 
portation conditions. 

6. In our second report on rehearing we found that rule 3(s) 
of our Rules of Practice, providing that “‘except under unusual cir- 
cumstance, and for good cause shown, reparation will not be awarded 
upon a complaint in which it is not specifically prayed for, or 
upon a new complaint by, or for, the same complainant which is 
based upon any finding in the original proceeding.” had no ap- 
plication to this case for the reason that complainants’ prayer for 
reparation was not in a new complaint, but in an amendment to 
one already filed. No reason appears for any change in that con- 
clusion, but it may be appropriate to comment somewhat upon our 
reasons for sustaining it. The obvious purpose of the rule is the 
prevention of piecemeal litigation. In this case we have quite a 
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different situation. Complainants opened their mines in 1921, and 
immediately took steps to have the district rates established. Being 
unsuccessful in direct negotiations they came to us by _ formal 
complaint. filed September 16, 1921, in which they requested estab- 
lishment of the district rates for the future and made no claim for 
reparation on ae shipments or on shipments to be made during the 
pendency of the proceeding. On November 2, 1923, more than two 
years later, we required the establishment of district rates from 
complainants’ mines to become effective on or before February 29, 
1924. But, as stated, the case was reopened for further hearing on 
defendants’ petition. Complainants had already shouldered the bur- 
den of an excess over the district rates for more than two years 
and, facing further delay, sought to recoup by pursuing the only 
course left open to them. Under the circumstances their amended and 
supplemental complaint can not be said to have been ‘“‘based upon 
any finding in the original proceeding.”’ 

Upon consideration of all the evidence we find that the rates 
on coal, in carloads, from complainants’ mines on the Greenbrier & 
Eastern Railroad to interstate destinations were unreasonable and 
unduly prejudicial to complainants and unduly preferential of their 
competitors in the New River district during the period from March 
2, 1922, to April 18, 1925, both dates inclusive, because, and to 
the extent that, they exceeded amounts equal to the district rates 
contemporaneously maintained from branch-line points on the Chesa- 
peake & Ohio Railway in the said district, to the same destinations. 

We further find that complainants made shipments to interstate 
destinations during the period from March 2, 1922, to April 18, 1925, 
both dates inclusive, on which they paid and bore the charges of 
the Greenbrier & Eastern Railroad for the haul to G. & E. Junction, 
W. Va., the addition of which to the through rates has been 
found to have been unreasonable and unduly prejudicial; that they 
have been damaged thereby in the amount of such charges; and that 
they are entitled to reparation, with interest. Complainants should 
comply with Rule V of the Rules of Practice. 


Commissioner Hall, dissenting, said: 


Mine operators on the Greenbrier, a twig grafted on a twig, a 
“second cousin twice removed’? from the Chesapeake & Ohio in the 
family of carriers, deem it a hardship that they should have paid 
for movement of their coal over the Greenbrier, which they built to 
move it. They here seek to recover all that they have paid their 
own line, and to do so under the guise of reparation for unreason- 
able and unduly prejudicial rates. 

The district rate applied from the junction of their line with 
the Sewell Valley, a ‘‘cousin once removed.’’ That district rate was 
paid by the purchasers of the coal. The excess over the district 
rate is what complainants paid to their own line and none of it 
went to the other defendants. The majority find that the rates were 
unreasonable and unduly prejudicial, and award the reparation, 
apparently against all defendants, although the report is not specific 
in that regard. From the finding I dissent, and therefore from the 
award. Further exposition of views will be found in my dissent 
from the former report, 96 I. C. C. 124, 131. I am authorized to 
state that Commissioner Woodlock joins in this dissent. 


SIOUX CITY PREJUDICED 


The Commission, by division 3, in a report written by Com- 
missioner Campbell, on No. 15728, Sioux City Live Stock Ex- 
change vs. Chicago & North Western et al., mimeographed, has 
found that the rules governing live stock from points north and 
west of Sioux City, Ia., stopped at Omaha, Neb., or Sioux City, 
unloaded and reforwarded to points beyond, are not unreason- 
able or unduly prejudicial, except: (a) The collection of a re- 
consignment charge in addition to the rates to and from Sioux 
City or Omaha, and the refusal to apply the through rate be- 
cause of a change of ownership; that collection and refusal to 
apply the through rates are found unreasonable; (b) The grant- 
ing by the Chicago, Burlington & Quincy, at Omaha, of certain 
transit arrangements on live stock from points north and west 
of Sioux City while contemporaneously denying similar arrange- 
ments at Sioux City, is found unduly prejudicial. 

Readjustment of the arrangements is to be made not later 
thn April 25. 

The complaint alleged that the rules and regulations govern- 
ing the diversion and reconsignment, at Sioux City and other 
Missouri River markets, of live stock originating north and west 
of Sioux City and billed to those markets or to markets beyond, 
were discriminatory against live stock traffic and the Missouri 
river markets in that they prohibited the reconsignment there- 
from, at the through rates applicable from points of origin, of 
shipments billed to points beyond on which a change of owner- 
ship occurred at the Missouri River markets, and of shipments 
consigned to such markets after delivery thereat whether there 
was a change of ownership or not, in violation of the first three 
and thirteenth sections of the interstate commerce law. 

Rules applicable to the traffic in question were contrasted 
with those applicable on many other commodities which it was 
asserted might be reconsigned after arrival at original destina- 
tion at the through rates plus a reconsignment charge. The 
complainants said there was no tariff prohibition against a 
change of ownership, in transit, of commodities given the privi- 
lege of reconsignment, other than live stock. The complain- 
ants said the rules on live stock were not as favorable as on 
other commodities but the Commission observed that there was 
no competition between live. stock and the other commodities 
that had been mentioned, such as hay, straw, coke and petro- 
leum and its products. The carriers claimed their rules were in 
accordance with the Commission’s decisions in regard to re- 
consignment. 

Transit and reconsignment on live stock permit shippers to 
try” the market with little additional expense; that is, if the 
shipper does not like the prices at the first market they enable 
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him to send his stock to another. In disposing of the case, the 


Commission said: 





In Investigation of Alleged Unreasonable Rates on Meats, 22 
1. Cc. C. 160, we said: 

“The privilege of trying the market is of great benefit to the 
producer of live stock and ought, in our opinion, to be continued 
under reasonable terms and conditions.” 

Under the present rules, if the purchaser wishes to try two 
markets, he can obtain the benefit of the through rate by billing 
his shipment to the more distant market and stopping it at the 
intermediate market. This does not seem to be an unreasonable 
requirement. We have frequently found that it is not unreasonable 
to apply the combination of locals on a shipment which has been 
placed for unloading at the original destination and is subsequently 
reforwarded to a different destination. This is doubly true where 
the shipment has been unloaded by the shipper and is subsequently 
reforwarded by him or another to a different destination. There 
appears upon this record no warrant for according to live stock any 
different treatment in this respect from that accorded to other 
commodities. However, in Chesnutt Lumber Co. vs. Director Gen- 
eral, 89 I. C. C. 236, and other cases, we found that the assessment, 
in addition to the rates to and from the original destination, of any 
reconsignment charge was unreasonable. We have never found that 
a change in ownership alone would justify application of the com- 
bination of locals instead of the through rate. In Atwood & Co. vs. 
c. B. & Q. R. R. Co., 42 I. C. C. 385, we specifically found that the 
carrier’s refusal to permit the substitution at the through rate of 
the name of a new consignor at the point of reconsignment was un- 
reasonable, and awarded reparation. Reconsignment rules for gen- 
eral application providing for a change in the name of the con- 
signor were approved by us in Reconsignment Case, 47 I. C. C. 590. 
Defendants herein now publish a similar rule in their general re- 
consignment tariffs, and live stock is not excepted from its ap- 
plication. We see no reason in granting the privilege of a change 
in ownership under the reconsignment rules and withholding it under 
the transit arrangements assailed. 

The responsibility for transit arrangements and reconsignment 
rules rests solely with the carrier on whose lines they apply. The 
assailed rules apply on the Milwaukee, North Western, and Burling- 
ton. The Milwaukee and North Western apply the same rules at 
Omaha and Sioux City on all live stock whether originating on their 
lines or elsewhere. They can not be found guilty of undue prejudice. 
The record does not show whether the Burlington accords different 
treatment to live stock from the southwest stopped to test markets 
competitive with Sioux City or Omaha, from that which it accords 
at Sioux City and Omaha to live stock from the origin territory here 
considered. It does show that this defendant accords more advan- 
tageous treatment to live stock originating at points on its line 
west of Sioux City when stopped in transit at Omaha than when 
stopped in transit at Sioux City. 

We find that the rules and regulations assailed applicable on 
shipments of live stock originating north and west of Sioux City, 
under which the published rates to and from Sioux City or Omaha, 
as the case may be, are applicable (a) on live stock billed to Sioux 
City or Omaha, there unloaded, and subsequently reforwarded to 
a destination beyond either by the original shipper or by a different 
owner, and (b) on live stock billed to a point beyond, unloaded at 
Sioux City or Omaha, there sold, and reforwarded to a destination 
beyond, are not unreasonable or unduly prejudicial, except (1) that 
in providing for the collection of a reconsignment charge in addi- 
tion to the rates to and from Sioux City or Omaha, as the case 
may be, and in prohibiting the application of the through rate be- 
cause of change in ownership, they are unreasonable, and (2) that 
the maintenance by the Chicago, Burlington & Quincy of transit 
arrangements as hereinbefore described at Omaha, while contem- 
poraneously denying like transit arrangements at Sioux City, sub- 
jects Sioux City to undue prejudice and unduly prefers Omaha. 





LUBRICATING OIL RATE 


In a mimeographed report by division 2 in No. 17929, White 
Eagle Oil and Refining Company vs. Atchison, Topeka & Santa 
Fe et al., the Commission has found that a rate of 42 cents 
charged on lubricating oil, in tank-carloads, from Galena, Port 
Arthur and West Port Arthur, Tex., to Topeka, Kan., since 
September 15, 1925, was, is and for the future will be unreason- 
able and unduly prejudicial to the extent that it exceeded, ex- 
ceeds or may exceed a rate of 32 cents, and that complainant 
is entitled to reparation. The new rate is to be established on 
or before March 30. The Commission said that, at the time of 
movement, a rate of 32 cents applied on lubricating oil from 
Galena, Port Arthur and West Port Arthur to Topeka over prac- 
tically all routes, except those in which the Santa Fe was the 
delivering carrier. Over such routes a specific rate of 42 cents 
applied and was still in effect, the Commission said. From 
points on the Santa Fe such as Beaumont, Houston and Galves- 
ton, which are a greater distance from Topeka than the points 
involved in the instant case, a rate of 32 cents has been in effect 
since September 15, 1925, according to the report. The Com- 
mission said that since September 15, 1925, a combination rate 
made over the Texas & New Orleans via Houston, thence over 
the Santa Fe to Topeka, resulted in a lower charge per car 
than a charge at the specific rate published. It said such viola- 
tion of the fourth section of the act would be removed under 
the finding in the case. No violation of section 2 of the act 
was found. 


CEMENT INCREASES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2790, cement 
rates from southern producing points to points on the Tallulah 
Falls and the Elkin & Allegheny, mimeographed, has found not 
justified proposed increased rates on cement, carloads, from 
Birmingham, Ala., and other southern cement producing points, 
to destinations on the two short lines mentioned. It has ordered 
the suspended schedules canceled and discontinued the pro- 
ceedings. 
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The Tallulah Falls is a short line extending northward from 
its junction at Cornelia, Ga., with the main line to the Southern, 
to Franklin, N. C., 57 miles. Prior to June 25, 1923, on which 
it went into the hands of a receiver, it was operated by the 
Southern through stock ownership. The Elkin & Allegheny, 
also an independent short line, extends northward, from its 
junction, at Elkin, N. C., with a branch line of the Southern, to 
Veneer, N. C. The proposals were to increase rates from pro- 
ducing points in Alabama, Tennessee and Georgia to destinations 
on the Tallulah Falls. The Chesapeake & Ohio proposed to 
increase rates on cement from Fordwick, Va., to points on the 
Elkin & Allegheny. Upon protest of the Lehigh Portland Cement 
Company, operating plants at Boyle’s, Ala., in the Birmingham 
district and Fordwick, Va., the Commission suspended the 
schedules. 

Inspection of an exhibit filed by the protestant, the Com- 
mission said, showed that the rates proposed to Tallulah Falls 
stations were within 1 cent or 1.5 cents per 100 pounds of the 
Scale IV rates in western territory in eastern Colorado and 
Wyoming and the western parts of the Dakotas, Nebraska, 
Kansas and Oklahoma and that the present rates to points on 
the Elkin & Allegheny were higher than the Scale IV rates and 
the proposed rates still higher; and higher than the rates pro- 
posed by the carriers in the Southeastern Cement case, tech- 
nically, No. 15806, Lehigh Portland Cement Co. vs. Aberdeen 
& Rockfish, now pending, in which one of the specific questions 
is as to the propriety of an addition of a reasonable arbitrary 
to the line-haul rate for hauls to destinations on short lines. 


RATE ON WIRE ROPE 


A finding that the complainant is entitled to reparation in 
the sum of $576.09, with interest, has been made by the Com- 
mission in a report by division 4, in No. 17692, Zimmerman- 
Wells-Brown Company vs. Director-General, as agent, mimeo- 
graphed. The Commission found that a rate of $1.78 charged 
on a carload of second-hand wire rope from Globe, Ariz., to 
Portland, Ore., shipped May 29, 1918, was inapplicable, and that 
the applicable rate was 80 cents. 


SAND COMPLAINT DISMISSED 


The Commission, by division 2, in a report written by Com- 
missioner Campbell, in No. 16908, Manufacturers’ Traffic Bureau 
(St. Joseph and Benton Harbor, Mich.) vs. Belt Railway Com- 
pany of Chicago et al., mimeographed, has found rates on silica 
sand, from the Ottawa district in northern Illinois to St. Joseph 
and Benton Harbor, Mich., not unreasonable nor otherwise un- 
lawful. The complainant, an organization of shippers at Benton 
Harbor and St. Joseph, alleged the rates were unjust and un- 
reasonable, and, as compared with rates from the same points 
to other destinations in Central Freight Association territory, 
unjustly discriminatory and unduly prejudicial. 

Commissioner Campbell pointed out that in Silica Sand 
Producers’ Association vs. C. B. & Q., 73 I. C. C. 588, the Com- 
mission found the rates here assailed, together with others to 
points in central territory east of the Illinois-Indiana state line, 
not unreasonable, except to the extent that they exceeded the 
aggregate of intermediates. 


PRINTING PAPER RATE 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate not later than March 25, have 
been made in No. 17149, Holden Paper Co. vs. Erie, mimeo- 
graphed, as to a rate of 19 cents on printing paper, carloads, 
from Newburgh and Salisbury Mills, N. Y., to Montclair, N. J. 
The rate was found unreasonable to the extent it exceeded 13.5 
cents, to which basis reparation is to be made. 


PORCELAIN INSULATOR RATE 


The Commission, by division 3, has dismissed No. 17321, 
Illinois Electric Porcelain Co. vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, finding the rate of 118 cents, on porcelain 
insulators, from Macomb, Ill., to Galveston and Houston, Tex., 
and points grouped therewith, not unreasonable. It said no 
damage had been shown to have resulted from any undue preju- 
dice which might have existed. The rate was alleged to be 
unreasonable, unduly prejudicial and in disregard of the long- 
and-short-haul part of the fourth section. 

An East Liverpool manufacturer of insulators intervened 
in opposition to any change in the rates, East Liverpool having 
a rate of 88.5 cents. The defendants and the intervener pointed 
out that not only on insulators but on many other commodities 
rates from the more distant eastern points were lower than 
rates from intermediate points. They said that that situation 
was due to the actual water competition via Atlantic ports to 
the Texas destinations. The Commission said no movement 
under the lower all-rail rates had been shown. 

The rates involved in this case, it was pointed out, were 
under consideration in No. 13535 and the cases consolidated 
therewith and the carriers therefore asked that no action be 
taken upon the fourth section situation. The Commission said 
that no finding could be made as to undue prejudice until it 
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had been determined whether water competition warranted the 
maintenance of lower rates from Pittsburgh and other eastern 
points to the Galveston-Houston group than to or from inter- 
mediate points. It said that that question would be given con- 
sideration in connection with the cases pending. 


OVERCHARGES ON SCRAP IRON . 


The Commission, by division 3, in No. 17377, Hyman- 
Michaels Co. vs. Director-General, Chicago & North Western 
et al., mimeographed, found charges on six carloads of scrap 
iron were illegally assessed “and awarded reparation. Eleven 
carloads were covered by the complaint. The shipments, the 
report said, were described in eleven paragraphs. No shipment, 
it said, had any characteristics in common with any other ship- 
ment and that therefore the complaint amounted to eleven com- 
plaints, with points of origin, destination, charges, etc., different 
in each complaint. Four cars were eliminated at the hearing. 
Six were found to have been overcharged and one was set aside 
as being impossible of decision, because no weight was given. 
Rule V statements are to be prepared as to the others. 


REPARATION ON GASOLINE 


Using the Utah State Automobile Association case, 92 I. C. C. 
376, as the yardstick, the Commission, by division 4, in No. 
17783, Texas Co. vs. Chicago, Burlington & Quincy et al., mimeo- 
graphed, has found rates on gasoline, from Casper, Wyo., to 
Price, Provo and Salt Lake City, unreasonable and awarded 
reparation on shipments made between November 20, 1923, and 
December 21, 1924. It said the rates were unreasonable to the 
extent they exceeded 66 cents to Salt Lake City and Provo; and 
78 cents to Price. The Commission found the assailed rate to 
Ogden, as applied to shipments via the Denver & Rio Grande, 
not unreasonable. 

Commissioner Woodlock concurred only because constrained 
thereto by the action of the Commission in the Utah case cited 
and others in which the Utah case was followed. His views, 
he said, were sufficiently indicated in Commissioner Lewis’ dis- 
sent in the Jewell case, 104 I. C. C. 380, in which he said he had 
concurred. 


REPARATION ON GRANITE 


The Commission, by division 4, in No. 17828, F. W. Kasse- 
baum & Son vs. New York, New Haven & Hartford et al., 
mimeographed, has found the rate of 50.5 cents, fifth class, 
charged on a carload of granite monuments and parts thereof, 
shipped from Quincy Adams, Mass., to Aurora, Ind., in March, 
1924, was applicable but unreasonable to the extent it exceeded 
a rate of 33 cents on polished granite used for building pur- 
poses. It awarded reparation to that basis. Commissioner 
Woodlock dissented, pointing out that the voluntarily established 
commodity rate of 33 cents, specifically excluding monuments, 
was made the measure of a maximum reasonable rate on monu- 
ments, which, he pointed out, were specifically excluded from 
the benefit of that rate. He said that to whatever extent the 
action of the carriers in making that rate on polished granite 
was entitled to consideration on one side, their specific exclusion 
of monuments was entitled to consideration on the other. He 
said that in his opinion the unreasonableness of the fifth class 
rate had not been demonstrated. 


DEMURRAGE CHARGE APPLICABLE 


The Commission, by division 4, has dimissed No. 18155, 
Milne Lumber Co. vs. Southern Railway et al., mimeographed, 
finding the demurrage charges assessed, at Evansville, Ind., on 
a carload of lumber shipped from West Green, Ga., in June, 
1922, was applicable. The charge was alleged to be illegal, un- 
der the unclaimed freight rule. The carrier contended that 
placement on an industry track constituted delivery and the 
Commission so held. The complainant contended that, inas- 
much as the car was not unloaded, it was unclaimed and that 
therefore no demurrage accrued. The Commission said the local 
agent was not required to inquire, from day to day, whether the 
consignee intended to refuse the shipment. The consignee had 
paid the charges, but after the car had stood on the track long 
enough to accrue $83 of demurrage the car was refused. 


BASKET TOP REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 18181, Liberty Cooperage Co. vs. Southern 
Railway et al., mimeographed, as to a rate of 78.5 cents on two 
carloads of basket tops, shipped from Ellisville, Miss., to Cleve- 
land, O., reconsigned to North East, Pa., in August, 1924. The 
Commission, by division 3, found the rate unreasonable to the 
extent it exceeded 45 cents, on a minimum of 34,000 pounds, and 
awarded reparation to that basis. 


GRAIN CASE DISMISSED 
The Commission, by division 3, has dismissed No. 17290, 
Indianapolis Board of Trade vs. Chicago, Indianapolis & Louis- 
ville, mimeographed, on a finding that the rates on grain from 
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points in Indiana on the rails of the defendant, to Chicago, 
when reshipped over lake or lake-and-rail lines, are not unre- 
sonable. The complaint alleged them to be unjust, unreasonable, 
unjustly discriminatory and unduly prejudicial to its members 
and the Indianapolis market and unduly preferential of com- 
peting shippers and markets. The complainant contended that 
rates of 9 cents from points, Limedale and north to Lafayette, 
inclusive, and 8 cents from points north of Lafayette to Michigan 
City, South Hammond and Dinwiddie, were unduly low and in- 
duced grain to move via Chicago instead of by Indianapolis. 
The Commission’s attention was called to the fact that other 
carriers maintained local rates to Chicago on a higher level. 
Shippers using the low rates said that Chicago was a desirable 
market for off-grade grain and that they shipped greater quan- 
tities of grain to Indianapolis than to Chicago. The Commission 
said there was no evidence of unjust discrimination. 


FORMER FINDING AFFIRMED 


The Commission, by division 3, in No. 12635, Cooperative 
Oil & Paint Co. et al. vs. Director-General, Baltimore & Ohio 
et al., mimeographed, has affirmed the finding in the former 
report, 88 I. C. C. 747, and dismissed the complaint. This re- 
port is on further hearing had, upon petition of the complainants, 
dealers in the commodities mentioned in the report, at Little 
Rock, Ark. The former finding was that the rates charged on 
roofing and paving material, carloads, from St. Louis and Kansas 
City, Mo., Cleveland and Lockland, O., and from Chicago, Aurora, 
Madison, Marseilles and East St. Louis, Ill., to Iittle Rock were 
not unreasonable or otherwise unlawful. 


RATES ON COW PEAS 


In a mimeographed report, by division 3, in No. 17826, Gay, 
Sullivan & Company, Inc., vs. Alabama Great Southern et al., 
the Commission has found unreasonable rates on cow peas, in 
carloads and less than carloads, from certain points in South 
Carolina to New Orleans, La., has prescribed maximum reason- 
able rates for the future and has awarded reparation. The 
report also embraces a sub number, Chris Reuter vs. A. G. S. 
et al. 

Complainants alleged that the rates on shipments made 
between December 11, 1923, and December 8, 1925, were and 
are unreasonable, unjustly discriminatory, unduly prejudicial, 
and in violation of section 4 of the act. The Commission said 
that shipments covered by the sub number that were delivered 
or were tendered for delivery more than two years prior to 
December 21, 1925, were barred by the statute. 

The Commission said the applicable any-quantity com- 
modity rate was 56.5 cents from the several points of origin 
except Lexington and Gilbert, from which the rate was 53.5 
cents, and Lake City, Kingstree, Eastover, Heineman, Greeley- 
ville, Manning, Wedgefield, and Bishopville, from which the 
rate was 52 cents. Complainants contended that the commodity 
rates charged were and are unreasonable to the extent they 
exceeded and exceed the contemporaneous class D rates, except 
from Gilbert, Lexington, Pelion, Swansea, St. Matthews, Wag- 
ener and Woodford. These are points south of Columbia, S. C., 
and intermediate between Columbia and New Orleans, but are 
not provided with class D rates. The rate sought from these 
points was the class D rate from Columbia. The Commission 
said the tariff naming the class D rate from Columbia made 
reference to rule 77 of tariff circular 18-A, and that cow peas 
were rated class D, any quantity, in the southern classification. 

The Commission said the record disclosed several instances 
of rates maintained in contravention of the long-and-short-haul 
clause but that these contraventions and any undue prejudice 
that might exist would be removed by the rates prescribed for 
the future. It said there was no proof of unjust discrimination. 
The part of the Commission’s order prescribing rates for the 
future follows: 


H is further ordered, That said defendants, according as they 
participated in the transportation be, and they are hereby, notified 
and required to establish on or before March 25, 1927, upon notice 
to this Commission and to the general public by not less than 5 
days’ filing and posting in the manner prescribed in section 6 of the 
interstate commerce act, and thereafter to maintain and apply to 
the transportation of cow peas, in carloads and less than carloads, 
from _ Gilbert, Lexington, Pelion, Swansea, St. Matthews, Wagener, 
and Woodford, S. C., to New Orleans, La., rates in cents per 100 
pounds which shall not exceed the rate contemporaneously main- 
tained by them on like shipments from Columbia, S. C., to New Or- 
leans, La.; and from Anderson, Belton, Bethune, Bishopville, Blaney, 
Blythewood, Camden, Cassatt, Chester, Eastover, Greeleyville, Heath 
Springs, Heineman, Kershaw, Kingstree, Lake City, Manning, Marion, 
Maysville, McBee, Newberry, Pontiac, Prosperity, Ridgeway, St. 
Charles, Venters, Wedgefield, Westville, Winnsboro, Woodward, Copes, 
and Sumter, S. C., to New Orleans, La., rates in cents per 100 pounds 
which shall not exceed the class-D rates contemporaneously main- 
tained by them from and to the same points, respectively. 


RELIEF FOR DIFFERENTIAL LINES 


The Commission, by division 2, in fourth section order No. 
9454, Class and Commodity rates in Connection with Rail-water- 
and-rail Rates, mimeographed, on application No. 13001, has 
given fourth section relief, pending definite orders in No. 15879, 
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Eastern Class Rate Investigation, to the steamships and rail- 
roads parties to Sedgman’s I. C. C. No. 172, to establish and 
maintain rates via the differential routes from the opening to 
the closing of the navigation season on the great lakes and 
when it is closed, to restore the usual rates. The order is to 
extend to the season of navigation of 1927 and succeeding sea- 
sons until there has: been a disposition of the class rate investi- 
gation. Heretofore, relief has been given each season. The 
issuance of this order will make it unnecessary for the carriers 
to do anything more until they receive the definite order in the 
case mentioned. 


RATES ON HIDES AND PELTS, ETC. 


The Commission, by division 3, in a mimeographed report 
in No. 15644, Bissinger & Company vs. Great Northern et al., has 
found unreasonable rates on green and green-salted hides and 
pelts, and tallow, in straight and mixed carloads, from Wenat- 
chee, Wash., to Portland, Ore., and has awarded reparation. As 
to rates assailed from Billings, Butte and Missoula, Mont., to 
Portland the Commission said that while the record did not 
prove absolutely that the rates were unreasonable for the trans- 
portation services performed, it showed that the rates were not 
properly related and should be immediately readjusted. It said 
the record did not afford a proper basis for suggesting definite 
rates for the future but that it expected the carriers within a 
reasonable time to propose rates from Billings, Butte and Mis- 
soula that would be properly related to the rate found reason- 
able from Wenatchee to Portland. 


The Commission found that the rate assailed from Wenat- 
chee to Portland was unreasonable to the extent that it exceeded 
a rate of 62.5 cents from September 13, 1921, to June 30, 1922, 
and thereafter to the extent that it exceeded, exceeds or may 
exceed a rate of 56.5 cents, and that reparation should be 
awarded to the basis of the rates found reasonable. The rate 
for the future is to be established on or before March 25. 


Complainants alleged that the rates on the commodities 
involved from Billings, Butte, and Missoula, Mont., and We- 
natchee, Wash., to Portland, Ore., for delivery at complainant’s 
warehouse on the tracks of the Northern Pacific Terminal 
Company, had been and were unreasonable and excessive, and 
that an additional charge of 29.5 cents per ton, minimum $5.85 
per car, for switching Wenatchee shipments to that warehouse, 
which was not served by the defendant Great Northern, had 
been and was unreasonable and excessive in that no charge 
was made for switching Seattle, Wash., shipments to com- 
plainants’ warewhouse, although the sum of the local rates, 
Wenatchee to Seattle, and Seattle to Portland, was less than 
the specific rate from Wenatchee by 2.5 cents per hundred 
pounds, plus the switching charge. The rate assailed from 
Wenatchee to Portland was the fifth class rate of 72 cents. 
After setting forth a comparison of rates from various points 
in Washington and Idaho to Portland, the Commission said it 
would be observed that Wenatchee was the only point among 
those named that was not accorded a commodity rate on the 
traffic involved, and that from Yakima, Spokane, Lewiston, 
Sunnyside and Pleasantview, five points with comparable or 
greater distances to Portland, the commodity rates were 56.5 
cents or less, while Wenatchee paid the full fifth class rate of 
72 cents. The distance from Wenatchee to Portland is 346 
miles, and the Commission said the complainant showed that 
the Great Northern maintained a rate of 56.5 cents from Spo- 
kane to Seattle, 339 miles; to Tacoma, Wash, 377 miles; to 
Bellingham, Wash., 369 miles; and to Centralia, Wash, 428 miles. 
Complainant also: showed that the specific rate from Wenatchee 
to Portland exceeded the aggregate of the intermediate rates 
to and from Seattle. After discussing the aspects of the case 


relating to the switching charges and aggregate of intermediates, | 


the Commission said it was clear that the total charges on the 
through shipments from Wenatchee to complainant’s warehouse 
at Portland had been and were in violation of the aggregate- 
of-intermediates provision of the fourth section, without au- 
thority to the extent that such total charges, made up of the 
rate and switching charges, exceeded or exceed the aggregate 
of the intermediate rates or total charges on shipments of like 
property to and from Seattle or any other intermediate point. 
Continuing, the Commission said: 


We have many times found that where a through rate exceeds 
the aggregate of the intermediate rates it is prima facie unreason- 
able to that extent. Complainants here contend that the through 
charges are unreasonable to a greater extent. Defendants admit 
that the through rates are unreasonable to the extent that they exceed 
the aggregate of the intermediate rates but do not admit that they 
are unreasonable to any greater extent, or that the switching charges 
should be considered in determining the departure from the agegre- 
gate-of-the-intermediates provision of the fourth section. 

__ We find the rate assailed from Wenatchee to Portland unrea- 
sonable to the extent that it exceeded a rate of 62.5 cents from 
September 13, 1921, to June 30, 1922, and thereafter to the extent 
pcan it exceeded, exceeds or may exceed a rate of 56.5 cents. We 
further find that complainant made shipments from Wenatchee to 
Portland as alleged and paid and bore the charges thereon; that 
‘t was damaged in the amount of the difference between the charges 
paid and those that would have accrued at the rates herein found 
reasonable; and that it is entitled to an award of reparation, with 
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interest. Complainant should comply with rule V of the rules of 
practice and details of shipments from Wenatchee to Portland 
made subsequent to the hearing may be included in the reparation 
statement filed thereunder if accompanied by appropriate proof in 
the form of affidavit that the shipments were made and the freight 
charges thereon were —_ or borne by complainant. If defendants 
object to proof in the form of an affidavit, complainant may request 
a further hearing with respect to the subject matter thereof. 


ABANDONMENT AUTHORIZED 


The Commission, by division 4, in finance docket No. 5520, 
abandonment of line by Alabama Central, mimeographed, has 
authorized the applicant to abandon the operation of its rail- 
road, from Jasper to Manchester, a distance of 6.7 miles, of the 
line owned by the Manchester Saw Mills, extending from Man- 
chester to Sunlight, a distance of 6.3 miles, and of the line 
owned by the Manchester Coal Company, extending from Man- 
chester to the mine of the proprietary interest, a distance of 
about 2.25 miles, all in Walker county, Alabama. 

Major lumbering operations, for which the lines other than 
the one to the coal mine were built, have been completed. The 
coal mine needs the line to its mine. The applicant said that 
even if the production of the mine were doubled, as contem- 
plated by its operators, the resulting revenue would not be 
enough to keep the road alive. 

Hearing on the subject was had by the Alabama commis- 
sion. The testimony showed dickering between the applicant 
and the coal mining company looking toward a continuance of 
operation of the coal branch, but that the parties could not 
agree. 

The Commission’s certificate contains the proviso that the 
operation may be abandoned if within the time allowed no one 
offers to buy, for continued operation, at not less than its net 
fair salvage value. 


ABANDONMENT OF C. B. & Q. LINE 


The Commission, by division 4, in a mimeographed report 
in Finance Docket No. 5514, Abandonment of Chalco-Yutan 
Cut-Off by Chicago, Burlington & Quincy, has authorized the 
Burlington to abandon that part of the cutoff extending from 
Chalco Junction to a point 7 miles west thereof, in Sarpy and 
Douglas counties, Neb. The Nebraska State Railway Com- 
mission, which held a hearing in the proceeding for the Com- 
mission, advised that, in its opinion, no public convenience or 
necessity required the further maintenance of the line. Three 
companies engaged in the sand and gravel business opposed 
the granting of the application. Counsel for one of these com- 
panies also represented some protesting farmers. The protest- 
ants, it appeared, were concerned because of a change in rates 
that might result from abandonment of the cut-off. The Com- 
mission said that the applicant agreed that, so far as it could 
control the matter, there would be no change of rates because 
of the abandonment. It said it was conceded that the final 
determination of this question rested with governmental au- 
thorities. 


STOCK DIVIDEND DECISION 


In its formal report on finance docket No. 5937, stock of 
Glasgow Railway, mimeographed, the Commission, by division 
4, said it found that the issuance of $100,000 stock as a dividend 
was for a lawful object within the railroad’s corporate purposes, 
and compatible with the public interest. The issue is intended 
to cover capital expenditures made between 1907 and August 
31, 1926, consisting of the payment of $46,300 on matured bonds 
and $54,469.19 for additions and betterments from current assets. 
The outstanding stock of the company amounts to $300,000, of 
which $200,000 is preferred and the rest common. The stock 
dividend is to be distributed among the holders of common 
stock. 

The formal report afforded Commissioner Woodlock, in con- 
curring views, and Commissioner Eastman, in dissenting views, 
to argue the question of stock dividends. Mr. Woodlock said: 


A stock dividend is (in the case of stock bearing a defined par 
value) only another way of expressing a principle to which this 
Commission has given its unqualified approval—viz., the principle 
of using stock rather than bonded debt as a method of raising new 
capital. The only difference is one of chronology in expression. In 
the one case the stockholders’ money is first withheld by the directors 
from stockholders and then expended for property, after which stock 
is issued to represent these expenditures. In the other case, stock is 
sold first to stockholders and the proceeds are expended = later. 
Therefore, no valid objection can be raised in principle to stock 
dividends, in the case of stocks with defined par value, seeing that 
their only effect is to make capital issues more accurately reflect 
capital expenditures. 

The case is of course different where non-par stock is concerned. 


Commissioner Eastman said: 


It has not been shown that this stock dividend is ‘reasonably 
necessary’’ for any corporate purpose or that it is ‘‘compatible with 
the public interest.’’ Applicant has used some of its income to pay 
matured bonds and for additions and betterments to its property. 
This has strengthened the position of its outstanding stock and made 
it more valuable. Any return to which it is lawfully entitled and 
which it is able to earn hereafter can be paid in dividends, if so 
desired, on that stock. Not a penny more can be paid by reason 
of the proposed stock dividend. The effect of that dividend will be 
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to reduce the value of the stock per share and to make it more 
difficult to market new stock at par if the need should ever arise. 
To that extent the financial situation of the applicant will be im- 
paired to the detriment of the public interest. For a more complete 
discussion of the matter of stock dividends covering, among others, 
all of the points made in the concurring opinions in this case, I 
refer to my expression of dissent in Stock of Delaware, Lackawanna 
& Western R. R., 67 I. C. C. 426, 437. 


CENTRAL OF NEW JERSEY BOND 


In its formal report in Finance Docket No. 6031, authoriz- 
ing the Central Railroad of New Jersey to issue, as co-maker 
with the Edroyal Corporation, a bond in the principal amount 
of $1,250,000, in connection with the acquisition of land for 
terminal purposes adjacent to the carrier’s Bronx terminal in 
New York City, Commissioner Eastman dissented, saying: 


The Central of New Jersey is here proposing to acquire land 
for railroad use in New York City. It could acquire this land directly. 
Instead it proposes to acquire it through a subsidiary corporation to 
be known as the Edroyal Company. All of the stock of this sub- 
sidiary will be owned by the Central of New Jersey. The Edroyal 
Company will be completely the creature of the railroad company. 
There will be no reality in its independent existence, apart from 
technical legal form. The reason for resort to this device, as it is 
stated to us, is to avoid certain taxation in New York state. 

It should be understood that it is not sought in any way to 
avoid taxes on the land. All that is sought, apparently, is to avoid 
subjecting the Central of New Jersey in New York to franchise taxa- 
tion on its stock when similar taxes have already been paid in New 
Jersey. There is no concealment; everything is being done quite 
openly and, it is stated, in accordance with the laws of New York 
state. The device is a common one, and the Central of New Jersey 
is doing nothing that conflicts in any way with generally prevailing 
business and legal standards. 

Nevertheless, I think that the proposed transaction raises a 
question of public policy which is of some considerable importance. 
In my judgment devices of this sort are essentially a perversion of 
the theory upon which corporate law rests, and the fact that they 
are possible under loose and imperfect state laws is not sufficient 
reason why we should countenance them. They permit, by a mere 
change in form without change in substance, things to be done law- 
fully which would otherwise be unlawful, and they are continually 
employed for that very purpose, sometimes with worthy motives, 
as is apparently the case here, and sometimes with less worthy 
motives. They camouflage realities by a maze of fictions. They 
enfeeble the law and tend ultimately to bring it into contempt and 
disrepute. As I see it, they run counter to sound public policy, and 
we ought to set ourselves against them. Where, as here, they are 
employed to avoid possible injustice through duplication of taxation, 
such wrongs ought to be attacked directly rather than avoided 
through indirection. 

There is a further aspect to this matter. I do not know what 
corporate powers the Edroyal Company possesses. It may be that 
it is organized only for the purpose of acquiring and owning land. 
But as a rule, I think, dummy corporations of this sort are given 
broad powers to engage in very nearly any known business. The 
practical effect in such cases, where they are the subsidiaries of a 
railroad company, is a corresponding enlargement of the powers of 
the railroad company. Anything that the railroad company is unable 
to do under its own charter, it can then do through the subsidiary. 
- I have no reason to believe that the Central of New Jersey proposes 

abuse in this instance, but such subsidiaries are not subject to the 
public supervision to which railroad companies are subject. For 
example, we have no power over their accounts nor power to examine 
in any way into their affairs. Through them it is possible to carry 
on operations alien to common carrier operations and inconsistent 
with their proper performance. A reference to our reports several 
years ago upon the financial affairs of the New York, New Haven 
& Hartford Railroad Company and what was: done through such 
dummies as the Millbrook Company, the Providence Securities Cor- 
poration, and the Billard Company will sufficiently illustrate the 
point. The opportunity for abuse is clearly present, and in my judg- 
ment action on our part which permits that opportunity to exist is 
not consistent with the public interest. 


COMMISSION ORDERS 


The Polk County Traffic Bureau, Inc., has been substituted 
as complainant in No. 18875, Lakeland Chamber of Commerce 
vs. Atlantic Coast Line et al., in lieu of Lakeland Chamber of 
Commerce. 

The National Association of Waste Material Dealers, Inc., 
has been permitted to intervene in No. 19041, the Mid-Continent 
Waste Material Dealers’ Assn. et al. vs. Alton & Eastern et al. 

The orders entered in I. and S. 2414, salt, between western 
and southwestern points; No. 16834, John Morrell & Co. vs. 
Union Pacific et al.; No. 17011, American Salt Co. et al. vs. 
Abilene & Southern et al.; No. 17070, Armour & Company et 
al. vs. Santa Fe et al.; No. 17218, Wilson & Co., Inc., of Okla- 
homa vs. Chicago, Rock Island & Pacific et al., and fourth sec- 
tion order No. 9430, salt between western and southwestern 
points, on December 16, 1926, which were by their terms made 
effective March 10, 1927, have been modified so that they will 
become effective on July 10, 1927, instead of on March 10, 1927. 

The Castner, Curran & Bullitt, Inc., has been permitted to 
intervene in No. 18924, the New River Coal Operators’ Assn. 
vs. Chesapeake & Ohio et al. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 930, Atlantic Coast Line Railroad. 

The motions requesting information regarding Valuation 
No. 900, Delaware, Lackawanna and Western et al., Valuation 
No. 890, Harlem Transfer Co., Valuation No. 891, Lackawanna 
and Montrose, and Valuation No. 899, Sussex Railroad, have 
been denied. 

The order entered in No. 15850, Colgate & Co. vs. Pennsyl- 
vania et al., on October 19, 1926, which was by its terms made 
effective January 10, 1927, and subsequently modified so as to 
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become effective on March 10, 1927, has been further modified 
so that it will become effective on June 10, 1927, instead of on 
said March 10, 1927. 

The Commission has reopened for further hearing solely, 
on the question of the reasonableness of the rates involved on 
shipments from points in Canada, for that portion of the move- 
ment within the United States, No. 16286, B. Lissberger & Co. 
vs. Pennsylvania et al. 

The Texas Industrial Traffic League has been permitted to 
intervene in No. 18914, Thompson Drug Co. vs. Beaumont, Sour 
Lake & Western et al. 

The order entered in No. 16741, Kosmos Portland Cement 
Co. vs. Illinois Central et al., on September 28, 1926, as subse- 
quently modified, has been further modified so as to permit 
defendants to establish rates in compliance therewith upon not 
less than 10 days’ notice, instead of the 30 days’ notice pre- 
scribed therein. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, solely with respect 
to the allegation of undue prejudice and undue preference against 
complainants in favor of producers of slag at Joliet, Ill., No. 
17817, Chicago Gravel Co. et al. vs. Santa Fe et al.; the peti- 
tioner, Illinois Slag & Ballast Company, has been permitted to 
intervene in No. 17817, Chicago Gravel Co. et al. vs. Santa Fe 
et al.; and petition, in all other respects, including the prayer 
for postponement of effective date of that portion of the out- 
standing orders prescribing rates for the interstate transporta- 
tion of slag, in carloads, from Joliet, Ill., to the Chicago, IIl.-Gary, 
Ind., district has been denied. 

The petitions of certain defendants for modification of orders 
and/or reargument and reconsideration and petition of com- 
plainant, Chicago Gravel Company, for reopening, rehearing, 
reargument, and setting aside of order, in No. 17817 (and Sub. 
2), Chicago Gravel Co. et al. vs. Santa Fe et al., and I. and S. 
No. 2649, Crushed Stone, Sand and Gravel within Chicago Switch- 
ing District, have been denied. 

The order of July 17, 1926, in No. 15428, Iola Cement Mills 
Traffic Association et al. vs. Arkansas Valley Interurban et al., 
No. 15744, Nebraska Cement Co. vs. Arkansas Valley Interurban 
et al., and No. 15727, Oklahoma Portland Cement Co. vs. Same, 
has been amended by striking therefrom the name of and all 
reference or direction to the Wyoming Railway, with like effect 
as if its name and all reference and direction to that carrier 
had not been contained in the order when originally entered. 

The Commission has reopened for, further hearing, at such 
time and place as it may hereafter direct, No. 15270, A. Spates 
Brady vs. Baltimore & Ohio et al., on the question of damages 
sustained by complainant during the period from October 14, 
1922, to April 1, 1923, by reason of the unlawful acts and prac- 
tices of defendants found. 

The Commission has dismissed Andrews Vineyard Corpora- 
tion as a party complainant to No. 18942, T. N. Sample and 
B. B. Sample, doing business as T. N. & B. B. Sample, et al. vs. 
Santa Fe et al. 

Armour & Co., the North American Provision Company, op- 
erating under the trade name of William F. Mosser Company, 
J. K. Mosser Leather Corp. and Parsons Tanning Company have 
been permitted to intervene in No. 18740, Central Leather Co. 
et al. vs. Akron, Canton & Youngstown et al. 

The California Cattlemen’s Association has been permitted 
to intervene in No. 18764, C. Swanston & Son vs. Western Pa- 
cific et al. 


The Dixie Oil Co., Inc., Webb Oil & Gas Co., Gas and Oil 
Delivery Co., E. R. Russell Oil Co., Dewitt Cooperative Buyers’ 
Association and Stuttgart Cooperative Buyers’ Association have 
been permitted to intervene in No. 18581, Barnsdall Refineries, 
Inc., et al. vs. Santa Fe et al. 

The Tuscumbia Cotton Oil Co. has been permitted to inter- 
vene in No. 18841, Alabama Cotton Seed Crushers’ Association 
vs. Louisville & Nashville. 


The Commission has permitted the New England Lime Co. 
to intervene in No. 19061, Wm. J. Towey, Inc., vs. New Haven 
et al. 

The Trenton Chamber of Commerce, for and on behalf of 
Trenton Spring Products Co., has been permitted to intervene 
in No. 19116, Kay Manufacturing Co. et al. vs. Ann Arbor et al. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been decided 
to withdraw No. 19146, Knoxville Freight Bureau et al. vs. 
Southern et al., from the modified procedure docket. The pro- 
ceeding will be set down for hearing in the regular course. 


AUTOMATIC TRAIN CONTROL , ; 


The Southern Railway has advised the Commission tha 
it has provided in its 1927 budget for installation of automatic 
train control on 1,187 miles of its lines. With installations com- 
pleted and under way and the proposed installations for 1927, 
the Southern will have equipped 2,555 miles of its lines with 
automatic train control. Under orders of the Commission it is 
required to equip 638 miles of line. 





et al., on 
carloads, 
points it 
and that 
date. © 
of cedal 
1922, fre 
Fawn, ‘ 
Illinois, 
in violat 
4 of the 
The ex 
were @| 
On and 
those f 
to Oliv 
throug] 
violatic 
21, 192 
Defend 
in exce 
pasis ° 
Rock ¢ 


Di 
Inc., V 
by Ex 
gasoli 
consig 
not w 
that 1 
in the 
to Ba 
undul 
petite 
that © 
Repa 
6, 19 
shipr 
comt 


} 
Reli: 
et a 
carl 
Okle 
and 
on 1 
to t] 
ton 
wer 
moc 
adn 
rate 
bas 





February 12, 1927 


THE TRAFFIC WORLD 405 


Proposed Reports in I. C. C. Cases 





RATES ON POSTS AND POLES . 


An award of reparation has been recommended by Examiner 
Ww. R. Brennan in a proposed report in No. 18106, Nebraska 
Bridge Supply & Lumber Company vs. Alabama Great Southern 
et al., on a finding that rates assessed on cedar posts and poles, 
carloads, from points in Alabama, Georgia and Tennessee to 
points in Illinois were inapplicable prior to January 21, 1924, 
and that rates from certain points were unreasonable since that 
date. Complainant alleged that the rates charged on 9 carloads 
of cedar posts and poles, moving on and after November 28, 
1922, from Hollywood, Larkinsville, and Lim Rock, Ala., Rising 
Fawn, Ga., and Morristown and Talbott, Tenn. to points in 
Illinois, were, are and for the future would be unreasonable and 
in violation of the aggregate-of-the-intermediate clause of section 
4 of the act. Rates ranging from 29 to 40 cents were charged. 
The examiner said that rates ranging from 27.5 to 39 cents 
were applicable from November 15, 1922, to January 20, 1924. 
On and after January 21, 1924, he said, the rates assessed, except 
those from Lim Rock to Mason City, Ill., and from Rising Fawn 
to Olive Branch, Ill., were the applicable rates. He said the 
through rates from and to the points mentioned had been in 
violation of the aggregate-of-intermediate clause since January 
21, 1924, as the through rate exceeded the full combination rate. 
Defendants expressed willingness to establish through rates not 
in excess of the combination rates, and to pay reparation on the 
basis of the full combination, as to the shipments from Lim 
Rock and Rising Fawn to Mason City and Olive Branch. 


RATES ON GASOLINE 


Dismissal of the complaint in No. 18398, Elliott Jones & Co., 
Inc., vs. Atlanta and West Point et al., has been recommended 
by Examiner F. D. Binkley on a proposed finding that rates on 
gasoline, carloads, from San Antonio, Tex., to Baton Rouge, La., 
consigned to destinations east of the Mississippi River were 
not unreasonable or otherwise unlawful. Complainant alleged 
that rates of 33 and 29.5 cents collected on gasoline shipped 
in the period April 6, 1921, to July 22, 1921, from San Antonio 
to Baton Rouge, were unreasonable, unjustly discriminatory, and 
unduly prejudicial to it and unduly preferential of its com- 
petitors at Fort Worth, Tex., and other points to the extent 
that they exceeded a subsequently established rate of 19 cents. 
Reparation was sought on 145 shipments delivered after May 
6, 1921. Only the rates charged for the transportation of its 
shipments from San Antonio to Baton Rouge were attacked by 
complainant. 


RATES ON BUILDING TILE 

Examiner Edgar Snider, in a proposed report in No. 16635, 
Reliance Brick Company of Texas vs. Kansas, Oklahoma & Gulf 
et al., has recommended a finding that rates charged on two 
carloads of hollow building tile from El Reno and Wagoner, 
Okla., to Spur and Wellington, Tex., respectively, shipped in May 
and June, 1924, were unreasonable to the extent that the rate 
on the shipment from El Reno to Spur exceeded 17 cents, and 
to the extent the rate on the shipment from Wagoner to Welling- 
ton exceeded 21 cents. Charges on the shipment from El Reno 
were collected at a rate of 36 cents. The examiner said a com- 
modity rate of 34.5 cents was applicable and that defendants 
admitted the overcharge. On the shipment from Wagoner a 
rate of 33 cents was applicable. An award of reparation to the 
basis of the rates found reasonable was recommended. 


RATES ON SLACK COAL 


An award of reparation has been recommended by Examiner 
F. D. Binkley in a proposed report in No. 18540, State of Ne- 
braska (Nebraska State Normal School) vs. C. B. & Q. et al., 
and a sub-number, City of Wilber vs. Same, on a finding that 
rates on slack coal from points in the Pittsburg, Kan., district 
to Peru and Wilber, Neb., were unreasonable and in violation 
of the long-and-short-haul clause. A rate of $2.55 was charged 
on shipments to Peru and a rate of $3.04 was charged on ship- 
ments to Wilber. The examiner said the Commission should 
find that the rate to Peru was unreasonable to the extent that 
it exceeded $2.31, and that the rate to Wilber was unreasonable 
to the extent that it exceeded $2.55. The examiner said that, at 
the time of shipment, the rates to Peru and Wilber were higher 
than the rates to more distant points; namely, rates of $2.31 
to Nebraska City and of $2.55 to Crete. Fourth section viola- 
tions have been removed. 


RATES ON CYPRESS PILING 
Attorney-Examiner John McChord, in a proposed report in 
No. 18577, Nebraska Bridge Supply & Lumber Company vs. 
Cincinnati, New Orleans & Texas Pacific et al., has recommended 


that rates on a carload of cypress piling from Lake City, Ark., 
to Hinton, Ia., and on a carload of red cedar lumber from Sevier- 
ville, Tenn., to Columbus, Ind., be found not unreasonable, but 
that the shipments be found to have been overcharged. He 
said overcharges should be refunded and the complaint dis- 
missed. He said the charges collected were overcharges to the 
extent that they exceeded those that would have accrued under 
rates found applicable by application of the Kelly combination 
rule. On the shipment from Lake City a rate of 46.5 cents was 
charged. The rate paid on the shipment from Sevierville was 
39.5 cents. The examiner said the applicable rate on the ship- 
ment from Lake City was 39.5 cents and on the shipment from 
Sevierville, 38 cents, by application of the Kelly rule. 


RATE ON APPLES 

An award of reparation and prescription of a rate for the 
future have been recommended by Examiner P. F. Mackey in 
a proposed report in No. 18492, Flory and Albers et al. vs. 
Santa Fe et al., on a finding that a combination rate of 82 cents 
on apples from Roswell, N. M., and points grouped therewith 
not farther south than Artesia, over Farwell, to Teaxs common 
points, was and is unreasonable to the extent that it exceeded 
and exceeds 77 cents. 


REFUND PROPOSED 

In a proposed report in No. 18321, Charles S. Ash vs. C. R. 
I. & P. et al., Examiner E. L. Glenn has recommended that 
demurrage charges on one car of lumber from Grant, La., held 
at Hope, Ark., be found inapplicable to the extent of $30. He 
said an order should be entered requiring the Louisiana & 
Arkansas to refund the overcharge. The carrier expressed 
willingness to do that. 


DISMISSAL RECOMMENDED 


Dismissal of the complaint in No. 18543, Dyer Bros. vs. 
Missouri Pacific et al., has been recommended by Examiner E. L. 
Glenn on a finding that rates charged on a mixed carload of 
oil well boring machinery, a steam boiler and power pump, from 
Norphlet, Ark., to Mexia, Tex., were not unreasonable or other- 
wise unlawful. 


RATES ON FUEL OIL 


Dismissal of the complaint in No. 18620, Walsh Fire Clay 
Products Company vs. Chicago & Alton et al., has been proposed 
by Attorney-Examiner John J. McChord on a finding that rates 
on fuel oil, carloads, from Wood River and Roxana, Ill., to Van- 
dalia, Mo., were not shown to be unreasonable. 


DENIAL OF REPARATION 

On further hearing, Examiner Paul A. Colvin, in a proposed 
report in No. 16888, Chattanooga Wheelbarrow Company vs. 
Nashville, Chattanooga & St. Louis et al., has recommended that 
denial of reparation on two carloads of wheelbarrows shipped 
from Chattanooga, Tenn., to Los Angeles, Cal., upon which the 
charges collected were found unduly prejudicial, be affirmed. 
The original report was 112 I. C. C. 549. Reparation was denied 
because no proof of damage was made. The examiner said there 
was not proof of damage sufficient to justify an award of repara- 
tion. 


REPARATION ON STEEL © 


An award of reparation has been recommended by Examiner 
Lawrence Satterfield in a proposed report in No. 18706, Illinois 
Steel Bridge Company vs. Santa Fe et al., on a finding that a 
rate of $1.45 assessed on one carload of structural steel shipped 
January 10, 1925, from Indiana Harbor, Ind., to Blythe, Cal., was 
unreasonable to the extent that it exceeded $1. A rate of $1 
was subsequently established. 


RATES ON LIVE STOCK 


Examiner R. J. Olentine has recommended dismissal of the 
complaint in No. 18277, Clayton-Murnan Live Stock Company vs. 
Cc. B. & Q. et al., on a proposed finding that rates charged on 
cattle and hogs, carloads, from Carpenter, Wyo., and certain 
points in Colorado, to Los Angeles, Cal., were not unreasonable 
or inapplicable. The issue, the examiner said, was one of tariff 
interpretation. 


STOCK CATTLE COMPLAINT 
Dismissal of the complaint in No. 18565, Live Stock Freight 
Bureau vs. Santa Fe et al., has been recommended by Examiner 
W. K. Berryman on a proposed finding that carload shipments 
of stock cattle from New Castle, Tex., to Grand Summit, Kan., 
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were not overcharged. As to an allegation of misrouting, the 
examiner said that that was barred by the statute of limitations. 


RATES ON WRAPPING PAPER, ETC. 


BExaminer William J. Koebel has recommended dismissal 
of the complaint in No. 18232, Crown Willamette Paper Com- 
pany vs. Northern Pacific et al., on a finding that rates on 
wrapping paper and paper bags, in carloads, from Camas, Wash., 
to Pendleton, Ore., and Lewiston, Idaho, are not unreasonable 
or unjustly discriminatory. 


REPARATION ON AUTO PARTS 


In a proposed report on further hearing in No. 15595, Chev- 
rolet Motor Company of St. Louis et al. vs. B. & O. et al., 
Examiner E. L. Glenn has recommended a finding that the 
Chevrolet Motor Company of St. Louis, the Chevrolet Motor 
Ohio Company, General Motors Corporation (Chevrolet division), 
General Motors Corporation (Buick division), and General 
Motors Corporation (Olds Motor Works division), are entitled 
to reparation on carload shipments of automobile bow sockets 
moved on and after June 10, 1923, from and to the points named 
in the original report, 109 I. C. C. 184. The Commission, in the 
original report, found the rates unreasonable to the extent they 
exceeded or exceed fifth class rating and rates, minimum 36,000 
pounds. The proceeding was reopened for the purpose of de- 
termining to whom reparation should be paid. The report also 
embraces a sub number, Chevrolet Motor Company of St. Louis 
et al. vs. B. & O. et al. 


RATES ON PULP WOOD 


An award of reparation has been proposed by Examiner 
Martin J. Walsh in No. 18589, Tomahawk Pulp & Paper Com- 
pany et al vs. Canadian National Railways et al., on a finding 
that rates on pulp wood from points in Ontario and Manitoba, 
Canada, to Wisconsin Dam and Kings, Wis., were unreasonable 
to the extent that the factor from Duluth to final destinations 
exceeded 9 cents, that rates on pulp wood from Harlis, Belden 
and Kingsdale, Minn., to Wisconsin Dam and Kings were unrea- 
sonable to the extent that the factor of the rate from Bradley, 
Wis., to final destinations exceeded 2.5 cents; and that rates 
on pulp wood from points in Minnesota to Wisconsin Dam and 
Kings were unreasonable to the extent that the factor from 
Superior, Wis., to final destinations exceeded 8.3 cents. The 
report also embraces a sub number, Tomahawk Kraft Paper Co. 
vs. Marinette, Tomahawk & Western et al. 


RATES ON COTTON FABRICS 


Rates on cotton fabrics, any quantity, from North Carolina 
and South Carolina mill points to Knoxville, Tenn., should be 
found unreasonable to the extent that they exceeded, exceed or 
may exceed 61 cents, and reparation should be awarded to that 
basis, Examiner W. R. Brennan says in a proposed report in 
No. 18419, Knoxville Glove Company et al. vs. Southern. He 
recommended that fourth section relief be denied. The com- 
plainant attacked a rate of 67.5 cents on the ground that it was 
in violation of sections 1, 3 and 4 of the act. 


RATES ON BUILDING MATERIAL 


In a proposed report in No. 18305, Jackson Traffic Bureau 
(Miss.) for Enochs Lumber & Manufacturing Company vs. A. & 
V. et al., Examiner C. J. Peterson has recommended that rates 
on building material from Jackson, Miss., to Forsythe, Tenn., 
be found unreasonable, that a rate for the future be prescribed 
and that reparation be awarded. The shipments involved moved 
over the Illinois Central to Memphis, Tenn., and the Frisco to 
Forsythe, a local prepay station on the Frisco about 9 miles 
east of Memphis. A fifth class rate of 63.5 cents was applicable. 
The examiner said the Commission should find that the rate on 
building material listed in item No. 5135 of Agent Speiden’s 
tariff I. C. C. No. 969, from Jackson to Memphis over the route 
of movement was, is and for the future will be unreasonable to 
the extent that it exceeded, exceeds or may exceed a rate of 
29 cents, subject to a minimum of 30,000 pounds. 


HELL GATE ROUTE CASE 


Attorney-examiner E. L. Beach, in No. 16923, Port of New 
York Authority vs. Atchison, Topeka & Santa Fe et al., a com- 
plaint asking, in substance, he says, for all-rail through routes 
and rates by way of the Hell Gate bridge between Long Island 
points and points on the lines of the defendants in the territory 
west of New York and Pennsylvania, the Commission should 
find: 


1. That to require such through routes on outbound traffic 
from Long Island would short-haul the Long Island Railroad and 
the Pennsylvania, carriers operated in conjunction and under common 
management and control, contrary to section 15(4). 

2. Through routes and joint rates on inbound traffic would be in 
the public interest. ‘ 


3. Ta should be left in carriers’ control under the provisions 
of section 15 (8). 
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4. That the exercise of the Commission’s power under para- 
graph 4 of section 3 had not been shown on this record to be in the 
public interest. 

5. That the motion to dismiss an amendment to the complaint 
alleging undue preference of interstate commerce and undue prejudice 
of intrastate commerce in violation of section 13(4) should be granted. 


In federal control, as a war measure, the route was used, 
as requested in the complaint. 

Mr. Beach begins his report with a reference to a sketch 
map carried in an appendix showing the western part of Long 
Island and its location in relation to Manhattan Island and the 
mainland so as to show that at Fresh Pond, L. I. the rails of 
the Long Island railroad join those of the New York Connecting 
railroad, about eight miles long, extending from that point 
across Hell Gate bridge to connections with the New Haven 
and New York Central, at or near Port Morris, N. Y. The New 
York Connecting is operated by the New Haven, as agent, the 
New Haven having trackage rights over the Long Island rail- 
road to Bay Ridge, L. I. 

In detail he tells about the Hell Gate bridge and the fact 
that that bridge is the only all-rail connection the Long Island 
railroad has with the mainland; that the New York Connecting 
is used only as a “bridge” by the Pennsylvania and the New 
Haven, its proprietary interests for the interchange of traffic 
between them and as an alternative route for freight traffic 
between the Pennsylvania’s freight terminal at Greenville, N. J., 
and the New Haven via Bay Ridge. These details he gives 
before setting forth the fact that the complaint was brought by 
the Port Authority because the carriers failed to comply with 
its findings that that route should be opened to the traffic to 
and from the territory west of New York and Pennsylvania. A 
like complaint was filed with the New York commission and 
joint hearings were held by the federal and state tribunals. 


The object, Beach said, was to procure for shippers and 
consignees of freight on Long Island an all-rail route to and 
from the territory at rates no higher than those over Car-float 
routes. In practical effect, he said, the request was for addi- 
tional through routes and joint rates over the Hell Gate bridge 
route over all railroads serving the territory west of New York 
and Pennsylvania. 


A traffic man would sum up the complaint by saying the 
proposal was to have a route opened which would enable the 
New York Central to take westbound traffic originating at Long 
Island railroad stations at junctions in the immediate vicinity 
of New York, and thereby deprive the Pennsylvania of the long 
haul it now obtains on Long Island railroad freight by main- 
taining, over the routes via the Hell Gate bridge that are com- 
binations of locals too high to be used in competition with 
joint through rates. The Port Authority asked for that on the 
theory that it would help it to carry out the mandate of its 
creation to effectuate a comprehensive plan for the development 
of the metropolitan area. 


The route, it was pointed out in the report, would embrace 
parts of the most densely used passenger train routes in the 
country and provide for sending freight over tracks on which 
there were trains every 2.4 minutes. In the course of his re- 
port Beach reviewed every short-hauling case from Through 
Routes and Joint Rates, 12 I. C. C. 163, to the recent Virginian 
case in the Supreme Court of the United States. In disposing 
of the case, Beach said: 4 


Earlier in this report the question of whether the opening of 
the Hell Gate route would be a step in the effectuation of the compre- 
hensive plan was reserved for later discussion. From Sedgwick 
Yard (near Mott Haven Junction) to some point south of Oak Point 
Yard the plan provides for new construction to form a part of belt 
line No. 1 previusly described. This new construction would, of 
course, be very different from the route now proposed to be used. 
The latter crosses at grade, against the current of traffic, the main 
passenger lines of both the New York Central and New Haven, 
while the proposed new construction would eliminate such crossing 
and would not interfere in any way with other traffic. The ideal 
belt line, it would seem, should tie together the facilities of the 
various railroads within a given terminal area, and should be 
separate and distinct from them, except to the extent that existing 
facilities could be used with efficiency. It is not seriously advanced 
by anyone that the facilities between Sedgwick Yard and Oak Point 
Yard now proposed to be used would form a part of the completed 
belt line No, 1. The claimed conformity to certain principles of the 
Comprehensive Plan is apparantly merely put forward as an added 
reason for opening the route requested. It contravenes other prin- 
ciples of the Plan, notably the movements against existing currents 
of traffic and the avoiding of centers of congestion. The extensive 
use now being made of these facilities, and some of the operating 
and other difficulties encountered, has been shown and, in the final 
analysis, the question to be determined is whether these facilities 
are adequate to handle the additional traffic which would move over 
the proposed route. 

One of the most vital considerations in that connection is the 
probable interference with, or danger to, passenger traffic on the 
New Haven and the New York Central. The passenger tracks of 
these lines used or crossed by the proposed route are among the 
busiest passenger lines in the world. In 1925, during the winter there 
were about 550 movements per day to and from the Grand Central 
Station, and in the summer about 600 per day, or an awerage of 
one movement every 2.4 minutes. The heaviest periods are the 
morning and afternoon commuting hours and in the evening. The 
only letup is from midnight to 6 a. m., at which time complainants 
witnesses suggest the New York Central interchange for the Hell 
Gate route should be handled. But even during that period there 
are numerous passenger movements. The New Haven alone has 


Febru 


13 reg 
and 6. 

Co 
other 
be ust 
would 
missio 
defens 
the Pp 
adequ 
howev\ 
propo: 
much 
Morri 


In 
joint 
policy 
Have 
reliev 
expen 
York 
did s 
facili 
of th 
Have 
of in 
more 
that 
by r 
are ! 
ing 1 
have 
maki 
not | 
migh 
is a 
sider 
Islan 
viset 
in p 
affili: 
in t 
ince! 
On - 
the 
but 
to k 
alles 
upo! 


~~ wr HO wide SS 





para- 
n the 


aint 
udice 
nted, 


ised, 


etch 
4ong 
the 
Is of 
ting 
Oint 
uven 
New 

the 
rail- 


fact 
land 
ting 
New 
affic 
affic 


ives 
t by 
vith 
> to 


and 


and 
and 
loat 
ddi- 
dge 
ork 


the 
the 
ong 
lity 
ong 
Ain- 
om- 
rith 
the 

its 
ent 





February 12, 1927 


13 Py gy! trains that pass Mott Haven Junction between midnight 
and 6, a. m. 

Complainant endeavors to show that the handling of certain 
other traffic could be diverted from the facilities here sought to 
be used, thus making room for the New York Central traffic that 
would move over the Hell Gate route. It also points to the Com- 
mission’s decisions which hold that inadequacy of facilities is no 
defense if through routes are shown to be necessary or desirable in 
the public interest and that if inadequate they must be made 
adequate to perform the service which the law requires. Manifestly, 
however, nothing short of constructing a new line similar to the 
proposed $16,000,000 link would obviate the difficulties with respect to 
— + — portion of the route frém Spuyten Duyvil to the Port 
Morris Yard. 


In connection with the question of whether through routes and 
joint rates are in the public interest, there are considerations of 
policy that must not be overlooked. The Pennsylvania and the New 
Haven, in order to improve their interchange arrangements, and 
relieve their terminal situations in the New York District, have 
expended large sums of money in acquiring and developing the New 
York Connecting. In making these large expenditures they, of course, 
did so in anticipation of a reasonable profit. While the use of the 
facilities as here requested would, no doubt, increase the earnings 
of the New York Connecting, the value of that carrier to the New 
Haven and the Pennsylvania can not be measured solely in terms 
of income earned by it. From their point of view they receive a 
more important return in the increased volume of interchange traffic 
that they are able to handle and the greater efficiency of their routes 
by reason of the operation of the New York Connecting. If they 
are now acquired to share the facilities of the New York Connect- 
ing with competitors without restrictions of any kind it may well 
have the effect of deterring them, as well as other carriers, from 
making other improvements to meet the growing demands of traffic, 
not only in the New York District, but elsewhere. The net result 
might therefore be a retardation in terminal development. There 
is another factor that as a matter of equity is deserving of con- 
sideration, viz., the relationship of the Pennsylvania to the Long 
Island. As has been shown, the Pennsylvania has carefully super- 
vised and, in various ways, has exercised a paternalistic attitude 
in promoting the interests of the Long Island Railroad. If now its 
affiliation is wholly djsregarded by permitting competitors to share 
in the material advantages that result from its initiative, little 
incentive will remain for strong lines to consolidate with weak lines. 
On the other hand, the Commission must consider the interests of 
the partons and shippers of those lines not only at Long Island, 
but elsewhere, and must take such action as in its wisdom seems 
to be the best for all concerned. The record does not support the 
allegation that defendants fail and refuse to furnish transportation 
upon reasonable request therefor. Through routes and joint rates 
are now in effect over the carfloat routes by way of all carriers to 
the entire destination territory here involved. However, considering 
the volume of traffic, the continued industrial growth of Long Island 
and the natural deficiencies of the float routes as well as the other 
matters herein set forth it would undoubtedly be to the interest 
of Long Island shippers to have an alternate route for use in con- 
nection with traffic from the west. The difficulties, hazards and inter- 
ferences surrounding the proposed route have been set forth in some 
detail. While these are not insuperable, it is doubtful whether the 
route is sufficiently elastic to accommodate a large and undetermined 
number of additional cars daily without resulting in delays and con- 
gestion. Moreover, it is primarily as an emergency or “‘safety-valve’’ 
route that the Hell Gate’ route is desired. For the present the Com- 
mission should conclude that the interests of all concerned would be 
best served by the opening of this route, on inbound traffic only, 
for alternate use with the float route and at rates no higher than 
those applicable via the float routes and to this extent should find 
the establishment of through routes in the public interest. The 
same provision of the act which authorizes the Commission to estab- 
lish through routes also authorizes it to determine the terms and 
conditions under which such through routes shall be operated. 
During the period when the route was formerly used shippers had no 
control over the routing. Because of the operating difficulties and 
the present intensive use of the facilities involved and because it 
would enable the carriers to handle the situation in a more 
expeditious and satisfactory manner it would seem desirable that 
regulations should be prescribed surrounding the use of the route 
in such a way as to leave in the carriers’ control the question of 
whether inbound New York Central cars shall go over the float 
route or over the Hell Gate route. If this is done carriers will be 
able to plan their operations taking into account the conditions on 
each route, and greater flexibility will result than if each day an 
undetermined number of cars are sent over the all-rail route ir- 
respective of prevailing conditions thereover. This, it would seem, 
could be accomplished by the inclusion in the governing tariffs of 
an appropriate alternate routing clause. It may be argued that 
this would contravene the right of shippers under section 15(8) of 
the act to designate routing. That provision is ‘‘subject to such 
reasonable exceptions and regulations as the Interstate Commerce 
Commission shall from time to time prescribe,’’ except that the 
shipper shall in all instances have the right to determine, where 
competing lines of railroad constitute portions of a through line or 
route, over which of said competing lines his freight shall be 
transported. The route here in question does not come within this 


exception. Moreover, it would seem that ordinarily the shipper is 


not interested in routes; what he desires is service. In thus leaving 
the matter in the hands of the carriers the Commission should do 
SO with the expectation that the two routes will be used by the New 
York Central, in cooperation with the other carriers, in such a way 
as to afford maximum service, taking into consideration prevailing 
conditions over the water and rail routes. 


Motion to Dismiss 


There remains for consideration a motion by defendants to dis- 
miss an amendment to the complaint which alleges that the intra- 
State class rates between points on Long Island and points in New 
York state are unduly prejudicial to, and discriminatory against, 
New York state and its shippers in that lower interstate rates are 
accorded by certain of the defendants on interstate traffic between 
Long Island points and New England via the Hell Gate bridge. In 
other words, the contention is that there is a discrimination against 
ntrastate commerce and a preference of interstate commerce, a 
Situation that is just the reverse of that with which the Com- 
mission is usually called upon to deal. The portion of the act 
relied upon appears in Section 13(4), which says: 


h “Whenever in any such investigation the Commission, after full 
Herne, finds that any such rate, fare, charge, classification, regula- 
On, or practice causes any undue or unreasonable advantage, pref- 
erence, or prejudice as between persons or localities in intrastate 
ommerce, on the one hand, and interstate or foreign commerce, on 
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the other hand, or any undue, unreasonable, or unjust discrimination 
against interstate or foreign commerce, which is hereby forbidden 
and declared to be unlawful, it shall prescribe the rate, fare, or 
charge, or the maximum or minimum, or maximum and minimum, 
thereafter to be charged, and the classification, regulation, or 
practice thereafter to be observed, in such manner as, in its judg- 
ment, will remove such advantage, preference, prejudice, or discrimi- 
nation. Such rates, fares, charges, classifications, regulations, and 
practices shall be observed while in effect by the carriers parties to 
such proceeding affected thereby, the law of any state or the decision 
or order of any state authority to the contrary notwithstanding.”’ 

While a portion of this language, taken by itself, seems broad 
enough to cover the discrimination alleged, the words “such investi- 
gation” in the first line of the foregoing quotation apparently refer 
back to the preceding paragraph which directs the procedure to be 
followed in any investigation where “there shall be brought in 
issue any rate . . . made or imposed by authority of any state.” 
The intrastate rates here involved are not ‘‘made or imposed” by 
state authority. The motion to dismiss should, therefore, be granted. 
However, section 13(3) of the act specifically authorizes conferences 
and cooperation between the federal and state authorities with 
respect to the relationship between rate structure and practices of 
carriers subject to the jurisdiction of such state bodies and of the 
Commission, and empowers the Commission to hold joint hearings 
with a state tribunal ‘where the rate-making authority of a state 
is, or may be, affected by the action taken by the Commission.” 
Such joint hearings have been held in this case. Probably, in the 
first instance, the state tribunal could not establish through routes 
and joint rates in a case such as this if the Commission has not 
acted as to interstate traffic. See Alabama & Vicksburg Railway Co. 
vs. Jackson Eastern Ry., decided May 24, 1926, where the Supreme 
Court said: 

“Moreover, the establishment of junctions between the main 
lines of independent carriers is commonly connected with the estab- 
lishment of through routes . . . and the interchange of car 
services, and is often but a step toward the joint use of tracks. Over 
all these matters the Commission (the I C. has exclusive 
jurisdiction.”’ 

However, once this Commission has decided that, in the public 
interest, through routes should be established, it seems clear that 
proceeding cooperatively, and on a joint record with us, the state 
authority may act within its own sphere if it surrounds the through 
routes which it requires to be established with the same rules and 
regulations as are prescribed by this Commission as to interstate 


traffic. 
RATES ON FIBRE BOARD 


In a proposed report in No. 17544, Celotex Company vs. 
Akron, Canton & Youngstown et al., Examiner Harris Fleming 
has recommended dismissal of the complaint on a finding that 
rates on fibre board from Marrero, La., within the switching 
district of New Orleans, La., to destination in eastern trunk 
line and New England territories were not and are not unrea- 
sonable or unduly prejudicial. Complainant alleged that the 
rates on its product, celotex, from New Orleans to points in 
the destination territory indicated, were and are unreasonable 
and, compared with rates contemporaneously maintained on 
insulating and construction materials and fibre and wall boards 
from points in Louisiana, Wisconsin and New York to the same 
destinations, unduly preferential of complainant’s competitors 
and unduly prejudicial to complainant. The examiner said com- 
plainant offered but little testimony in support of the allegation 
of undue prjudice. He said complainant stated that it did not 
seek any change in the adjustment that would result in an 
increase in rates of any of its competitors, and that, in the 
main, its grievance might be considered as wholly based on the 
level of the rates. He said the rate assailed to Rochester was 
a joint commodity rate of 56.5 cents, the equivalent of the low- 
est combination that based on Cincinnati, constructed by using 
a proportional rate of 29 cents to that point, plus the local rate 
of 27.5 cents beyond. This combination rate is lower than the 
joint Class A rate from and to the same points, according to 
the report. The examiner said that, subject apparently to one 
other exception unnecessary to be discussed, the other rates 
assailed were the joint class A rates, applicable under the 
analogy rule of the southern classification, and lower than the 
lowest combination of rates. 

The examiner said the class A rates from Marrero were 
65.5 cents to Boston; 60.5 cents to Baltimore; 57 cents to Rich- 
mond; and 63.5 cents to other representative destinations men- 
tioned, namely, Albany, Utica, Syracuse, and Rochester, N. Y., 
and Philadelphia, Pa. Complainant asked rates of 55 cents to 
Boston, 50 cents to Baltimore, 47 cents to Richmond and 53 
cents to the other points just named. The examiner said there 
was pending before the Central Freight Association and the 
Eastern Trunk Line Association a proposal contemplating the 
establishment of rates on the basis asked by the complainant 
in this proceeding. 


RATES ON INEDIBLE TALLOW, ETC. 


In a proposed report in No. 18237, Darling &- Company vs. 
New York Central et al., Examiner Harris Fleming has recom- 
mended that rates on inedible tallow, inedible grease and vari- 
ous vegetable oil “foots” in tank cars, from Chicago, IIl., to 
destinations in eastern trunk line and New England territories, 
be found not unreasonable, unjustly discriminatory or in viola- 
tion of the fourth section of the act, but unduly prejudicial. He 
said reparation should be denied and removal of undue prejudice 
required. The report also embraces two sub numbers, Same 
vs. B. & O. et al., and Same vs. Chicago & Erie et al. 

The examiner said the record was not clear as to the basis 
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of rates asked but that it appeared that there was a competitive 
industry situated at Neville Island, Pa., and that the complaint 
was in reality based on a more favorable adjustment alleged 
to be accorded that point. Neville Island is about 6 miles from 
Pittsburgh, Pa., and on this traffic from Chicago takes the same 
rates as Pittsburgh. The examiner’s conclusions follow: 7 


The Commission should find that the rates assailed were not and 
are not unreasonable, unjustly discriminatory or in violation of section 
4 of the act, but that they are and for the future will be unduly 
prejudicial to complainant and unduly preferential of industries com- 
petitive with complainant at Neville Island, to the extent that they 
are higher than the rates on like commodities contemporaneously 
maintained from 4 to Neville Island, plus the rates on the 
same commodities, crude or refined, from that point to the same 
destinations. The record affords no basis for an award of reparation 
but an order should be entered requiring the defendants, according 
as aie participate in the transportation, to remove such undue 
prejudice. 


CHARGES ON AUTOMOBILE 


Examiner R. W. Marshall in a proposed report in No. 18629, 
Chevrolet Motor Company of St. Louis vs. Santa Fe et al., has 
recommended dismissal of the complaint on a finding that, ex- 
cept as noted, shipments of passenger automobiles, in carloads, 
and passenger and freight automobiles, in mixed carloads, from 
St. Louis to various destinations in Utah, were not shown to 
have been overcharged. The examiner said there were over- 
charges on two shipments which should be promptly refunded. 


SUSPENDED TARIFFS 


In I. and S. No. 2844, the Commission has suspended from 
February 5 until June 5 schedules as published in supplements 
Nos. 67 and 68 to Nashville, Chattanooga & St. Louis I. C. C. 
No. 2970-A. The suspended schedules propose to cancel the 
present rates on gravel from Camden, Tenn., to points in Mis- 
sissippi on the Mobile & Ohio, now applicable only when ship- 
ments are the property of federal, state, county or municipal 
governments, and to establish higher rates in lieu thereof, open 


to all shippers. The following table is illustrative of the pro- 
posed increases: 


Gravel, carloads, rates in cents per ton of 2,000 pounds, from 
Camden, Tenn., to M. & O. R. R. stations: Tupelo, Miss., present 
*102, proposed 158; Houston, Miss., present *113, proposed 167; West 
Point, Miss., present *113, proposed 176; Meridian, Miss., present *113, 
proposed 185. 





*Applies only when shipments are the property of federal, state, 
county or municipal governments, when consigned to such govern- 
ments or an officer thereof. 


In I. and S. No. 2845, the Commission has suspended from 


February 5 until June 5 schedules as published in eighth and’ 


ninth revised pages 292 to Louisville & Nashville I. C. C. No. 
A-15262. The suspended schedules propose to change the transit 
rule governing the manufacture of mixed feed at Nashville, 
Tenn., by providing that on shipments of blackstrap molasses 
drawn into Nashville from or through New Orleans, La., Mobile, 
Ala., or Pensacola to be used in the manufacture of mixed feed, 
the through rates applicable on mixed feed will not apply on 
the molasses content used in such mixture from point of origin 
to final destination, when the mixed feed is destined to points 
in Florida. 

In I. and S. No. 2846, the Commission has suspended from 
February 6 until June 6 schedules as published in supplement 
No. 17 to Georgia, Florida & Alabama I. C. C. No. 357 and Sea- 
board Air Line I. C. C. No. A-7238. The suspended schedules 
propose to readjust the rates on fullers earth, in carloads, from 
Georgia and Florida origins to Eastern Trunk Line and other 
interstate destinations, resulting in increases and reductions in 
rates. The following is illustrative of the increased rates, in 
cents per net ton: 


From Attapulgus, Ga., via all rail routes, to Clarendon, Pa., 
present 900, proposed 996; Marcus Hook, Pa., present 733, proposed 745. 
From Attapulgus, Ga., via rail-water and rail routes, to Clarendon, 


Pa., present 900, proposed 1116; Bradfoard, Pa., present 900, pro- 
posed 1136. 


In I. and S. No. 2847, the Commission has suspended from 
February 10 until June 10, the operation of certain schedules as 
published in the Cleveland, Cincinnati, Chicago and St. Louis 
Railway Company’s tariff, I. C. C. No. 8346, and Supplement 
No. 1 thereto. The suspended schedules propose to revise the 
carload rates on coke and related articles from stations on the 
Cleveland, Cincinnati, Chicago and St. Louis Ry. Co., and the 
Cincinnati Northern R. R. Co., in Indiana and Illinois to destina- 
tions in Central Freight Association and Western Trunk Line 
territories, which would result generally in increases. The fol- 
lowing statement of rates from Terre Haute, Ind., is illustrative: 


Rates in cents per ton 2,000 


pounds 
To Present Proposed 
pg a) a rea 151 189 
Pe PU, TRS 5 cc casccscev ecco 200 214 
EES | 6000-660 4:04 s0cvepacwoa 345 360 


In I. and S. No. 2848, the Commission has suspended from 
February 10 until June 10, the operation of certain schedules 
as published in Supplements Nos. 21 and 24 to Agent J. H. 
Glenn’s tariff. I. C. C. No. A-554. The suspended schedules pro- 
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pose to cancel the commodity rates on dry mineral paint, car- 
loads, from Chattanooga, Tenn., to Ohio and Mississippi River 
crossings, and to apply higher class rates in lieu thereof. The 
following is illustrative: 


Rates in Cents Per Ton of 2,000 Pounds 
From Chattanooga, Tenn. 


Present Proposed 
To A B 
Cimeiett CS: Kohediiecticcboeede 349 1130 
0 a eee 349 1130 
BC, EAU, Tie 05:6 sic ccseseceaseese 673 1560 


A—Commodity rate, carload minimum weight 30,000 pounds. 
B—5th class rate converted into cents per ton, carload mini- 
mum 36,000 pounds. 


In I. and S. No. 2849, the Commission has suspended from 
February 10 until June 10, the operation of certain schedules 
as published in Supplements Nos. 21 and 24 to Agent J. H. 
Glenn’s tariff I. C. C. No. A-554. The suspended schedules pro- 
pose to cancel the carload and less-than-carload commodity rates 
on canned goods from South Atlantic Ports to certain western 
destinations located in the states of Iowa, Kansas, Missouri and 
Nebraska, and to apply combination rates in lieu thereof, re- 
sulting in increases and some few reductions. The following 
is illustrative: 


Rates in cents per 100 pounds on canned goods, carloads. 
From Charleston, S. C., Savannah, Ga., and Jacksonville, Fla. 


To Present Proposed 
Pe ON DEO 6c.ds5t sce Kens veaes 72 821% 
Chillicothe, Mo. ....... acs elneaaealee 86 82% 
Se rr ero 75 85% 
Council Bluffs, Ia..... Siaia's alarewie are 75 85% 


FINANCE APPLICATIONS 


The Baltimore & Ohio has applied for authority to abandon the 
Maynard coal spur of its Wellston sub-division beginning at a junc- 
tion with the applicant’s Buckeye branch east of Wellston, Ohio, and 
extending to Wainright mine, a distance of a trifle over a mile. The 
applicant said the spur was constructed in 1890, to serve a coal min- 
ing operation that had been abandoned and that there had been no 
business of any kind handled over it since 1922. 

The Mountain States Telephone and Telegraph Company and 
the Gallup Telephone Company have applied to the Commission for 
approval of acquisition by the Mountain States — of all the 
property of the Gallup Company, which consists principally of an ex- 
change in the town of Gallup, N. M. : : 

The Chicago & North Western has applied to the Commission 
for authority to build a 13-mile extension in Butte county, S. D., to 
serve a large tract of irrigated land in what is known as the Belle 
Fourche irrigation district. The line will extend from a point near 
Nisland to a point near Vale. The area to be reached by the exten- 
sion is particularly adapted to the growing of sugar beets, and con- 
struction of a large, modern beet sugar refinery at Belle Fourche, 
S. D., is contingent on the construction of the extension, according 
to the application. 

The Southern Pacific Railroad Company and the Southern Pacific 
Company have applied for authority to abandon about three miles of 
line between Crump and Alcalde, in Fresno county, Cal., because there 
is no public necessity for the line. 

The Atlantic Coast Line has applied for authority to issue and sell 
$8,809,000 of general unified mortgage 4% per cent gold bonds for the 
purpose of reimbursing its treasury for expenditures made in retiring 
bonds and notes. It said it intended to sell the bonds to J. P. Morgan 
& Company at a price to be determined. 

The Erie Railroad Company has applied for authority to issue 
392,542 shares of its common capital stock, of the total par value of 
$39,254,200, for the conversion of series D bonds secured by its general 
mortgage dated April 1, 1903. 

The Carolina, Clinchfield & Ohio Railway has applied for authority 
to issue $1,500,000 of first and consolidated mortgage gold bonds. 
The bonds are to be exchanged for other securities. 

The Western Maryland has applied for authority to reissue 100,000 
shares of common stock of the par value of $100 a share in exchange, 
share for share, for second preferred stock surrendered for that 

The Gulf, Mobile & Northern has applied for authority to retire 

ae a tt of first mortgage 5% per cent gold bonds in exchange for 
2,500,000 of first mortgage 5 per cent gold bonds, to issue $500,000 
of 5 per cent first mortgage gold bonds, and to dispose of $3,000,000 
of 5 per cent first mortgage gold bonds to Kuhn, Loeb & Co., at 
97%, per cent and accrued interest. The proceeds from the sale of the 
securities will be used to reimburse the company’s treasury for funds 
heretofore advanced to the Jackson & Eastern and to finance fur- 
ther the rehabilitation of the Jackson & Eastern from Union to 
Lena, Miss., and the construction of the Jackson & Eastern Railway 
from Lena to Jackson, Miss., a distance of about 40 miles. The 
applicant is the sole owner of the stock of the Jackson & Eastern. 
: The Atlantic Coast Line and the Louisville & Nashville, as joint 
lessees of the property of the Carolina, Clinchfield & Ohio have asked 
for authority to assume obligation in respect of $1,500,000 of bonds 
of the Carolina, Clinchfield & Ohio. 

The Baltimore & Ohio has asked for authority to abandon the 
end of its Rock Run branch of its Newark division, a distance of 
about 4,807 feet, in Cold township, Perry county, Ohio. 


UNCONTESTED FINANCE CASE 


The Commission has authorized the Southern Railway to issue 
$3,368,000 of 5 per cent gold bonds under its first consolidated mortgage 
and to sell them at not less than par and accrued interest, 


FINAL VALUATION REPORTS 


Valuation docket No. 770, Denver and Salt Lake Railroad Com- 
pany, opinion No. B-450, 119 I. C. C. 483-518, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be 315,035,500, and of property used but not owned, 
$800,575, as of June 30, 1919. The tentative valuation was made final 
with a modification adding $4,899.39 to the cost of lands stated in 
the accounting reports. On date of valuation the carrier had out- 
standing a total par value of $13,603,657.87 in stock and long-term 
dept, of which $583,515 represented common stock, $12,160,674.43 
funded debt, and $859,468.44 receiver’s certificates. Investment in 
road and equipment, including land, on date of valuation, was stated 
in the carrier’s books as $12,852,780.91. With readjustments required 
by the Commission’s accounting examination, that amount would be 
reduced to $11,998,296.96. Cost of reproduction new of total owned 
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property was fixed at $15,847,572, and of total used property, at $16,- 
089,125. Cost of reproduction ‘less depreciation of total owned property 
was fixed at $13,712,068, and of total used property, at $13,904,387. 

Valuation docket No. 707, Strasburg Railroad Company, opinion 
No. B-462, 119 I. C. C. 723- q, final value for rate-making purposes 
of property owned and used ‘for common carrier purposes found to 
be $60,000, as of June 30, 1917. 

Valuation docket No. 823, ‘Stockton Terminal and Eastern Rail- 
road Co., opinion No. B-460, 119 I. C. C. 685- 98, final value, for rate- 
making purposes of the property owned and used for common carrier 
purposes, found to be $222,297, as of June 30, 1916. 

Valuation docket No. 334, East Tennessee and Western North 
Carolina Railroad Company, opinion No. B-453, 119 I. C. C. 552-80, 
final value for rate-making purposes of property owned and used for 
common carrier purposes found to be $1,613,600; of property owned 
pe gen a $65,000, and of property used but’ not owned, $687, as 
of June 

Valuation” “docket No. 755, Galveston Wharf Company, opinion 
No. B-458, 119 I. C. C. 641-69, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
be $13,635,000, as of June 30, 1917. On date of valuation the carrier 
had outstanding $4,910,600 in stock and long-term debt. Its invest- 
ment in road and equipment, including land, was stated in the car- 
rier’s books as_ $7,795,870.92. This amount would be reduced to 
$7,203,925.11 if readjustments were —— the report said. The value 
of the land was found to be $8,083,509.35. 

Valuation Docket No. 696, cbietling Mountain Railway Company, 
opinion No. B-465, 119 1. C. C. 766-77, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $130,000, as of June 30, 1918. 

Valuation Docket No. 873, Ursina & North Fork Railway Company, 
opinion No. B-471, 119 I. Cc. C. 864- 75, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $102,143, .- of June 30, 1918. 

Valuation Docket No. 888, Maryland and Delaware Telephone and 
Telegraph Company, opinion No. B- 475, 121 I. C. C. 51-60, final value 
for rate-making purposes of property owned and used for common 
carrier purposes found to be $17,000, as of June 30, 1915. 

Valuation Docket No. 727, Morgan & Fentress Railway Company, 
opinion No. B-467, 119 I. C. C. 798-812, final value for rate-making 
purposes of property owned and — for common carrier purposes 
found to be $304,550, as of June 30, 

Valuation Docket No. 732, Kelly's Creek Railroad Company, 
opinion No. B-469, 119 I. C. Cc. 831- 42, final value for rate-making 
purposes of property owned and used ‘for common carrier purposes 
found to be = and of property used but not owned, $110,000, as 
of June 30, 1919 

Valuation Docket No. 775, Reckinahem Railroad Company, opin- 
ion No. B-478, 121 I. C. C. 88-100, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to be $290,500, as of June 30, 1917. 


WESTERN CLASS RATE HEARING 


(Special Correspondence from Omaha) 


The Omaha hearing in the western class rate matter before 
the Commission came to an end at noon Feb. 4. The hearing 
was adjourned until April 7 at Kansas City, Mo. In order to 
get through with the Omaha witnesses a session was held Thurs- 
day night. 

Friday morning was practically taken up by the testimony 
given by L. E. Wettling of Chicago, chief statistician for the 
carriers. He testified that before the 11 principal western lines 
could be enabled to pay a return of 5% per cent on their invest- 
ments, $61,571,487 additional net railway operating money would 
have to be forthcoming annually. 

He said this figure would represent an increase of 13.10 per 
cent in all freight rates in this territory. Mr. Wettling pointed 
out that the tax burden of the railroads in this territory had 
increased from $35,343,180 in 1911, to $124,065,133 in 1926, add- 
ing that, “for every dollar in taxes the carriers paid in 1911, they 
are paying $3.51 today.” 

Officials of the Milwaukee, Northern Pacific, and “Soo” lines 
testified concerning intrastate rates in the upper peninsula of 
Michigan-and Wisconsin. E. W. Soergel, assistant to the freight 
traffic manager of the Northwestern, said that, especially in 
Wisconsin, the state rates were discriminatory against inter- 
state rates. He said the proposals of the carriers would bring 
them to a level so that Wisconsin shippers would have no undue 
advantages over the interstate shippers. 

E. B. Boyd again took the stand Thursday and tried to 
explain how the western trunk lines proposed to apply the new 
schedule of class rates between points now served by a combina- 
tion of roads and a single line mileage. 

A. F. Cleveland, of the Northwestern, testified Thursday 
night as to the inadequacy of rates within the states of Minne- 
sota and Iowa, with resulting heavy business inside those states 
in less than carload shipments. He pointed out cases where 
long hauls within Iowa enjoyed a lower rate than shorter hauls 
on interstate traffic. 


SOUTHERN CLASS RATES 
The Trafic World Washington Bureau 


According to reports from the Southern Freight Committee, 
that body is making good progress with its work of building 
a rate structure in accordance with the criteria laid down by the 
Commission in its supplemental report in No. 13494, Southern 
Class rates Investigation. The committeemen think that the 
suggestions they will have to make to the Commission for modi- 
fications will be relatively easy of disposition, and fewer in 
number than first thought. 

However, the members of the committee have no way of 
knowing “et reactions will be shown by the Commission or 
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the shippers. They think, however, that the proposals they 
will have to make, will be relatively frictionless. That state- 
ment does not have reference to the proposals made by the 
carriers in respect of Florida and those of the Louisville, Hen- 
derson & St. Louis. Those proposals are aside from those to 
be made by Chairman Barham’s committee. 

None of these things, however, mean that the new class 
rates will go into effect next month or the month after that. 
More months of work, probably, will have to be done. It would 
be surprising if the case could be disposed of before late 
summer or early fall; also gratifying to the Commission, which 
has been at work on the subject just about five years, hearings 
having been begun in May, 1922. The carriers made proposals, 
before that time, for disposing of the fourth section departures 
in their territory, some of which were accepted by the Com- 
mission. Practically speaking, however, the Commission put 
those proposals aside and told the carriers to make a complete 
revision of the class rate structure. Their suggestions as to 
the revision were countered by suggestions for a complete suit 
of rates from shipper sources and then came the Commission’s 
plan in the first report on the formal inquiry. As a result of 
carrier and shipper criticism of that, the Commission issued a 
supplemental report and on that the southern committee is 
working now, with the hope, as hereinbefore indicated, of rel- 
atively early disposition. 


W. T. L. GRAIN RATES 
The Trafic World Washington Bureau 


Western Trunk Line carriers have moved to exclude their 
territory from No. 17000 (Part 7), grain and grain products, 
because, they say, grain rates in that territory have been in- 
vestigated and are, almost in their entirety, those prescribed 
by regulatory bodies after repeated hearings. They said they 
were so busy assembling data for the Commission in other in- 
vestigations and in checking in rates ordered by the Commission 
that they had neither time nor resources to prepare properly 
for such an investigation as is being made in Part 7. This mo- 
tion is a duplication of one made orally at the conference at 
Kansas City, January 20. 

In support of their motion, the carriers point out that the 
grain rate structure in that territory is in ‘strict conformity with 
the letter and spirit of the so-called Hoch-Smith resolution, the 
Commission having found that in said territory rates on grain 
were not unreasonable per se or relatively, and that grain was 
not and is not bearing more than its fair share of the trans- 
portation cost. Rates and Charges on Grain and Grain Products, 
31 1. C. ©. B00.” 

The carriers further point out that since federal control 
there have been three general investigations of rates on grain 
and grain products in Western Trunk Line territory. In addi- 
tion they said the Commission had reviewed and readjusted 
rates on those commodities from the entire state of South 
Dakota to all primary markets and intermediate territory and 
had found reasonable, per se, the rates from the entire state of 
Iowa to Chicago, but required a readjustment of the relationship 
in rates to St. Louis. 

“These investigations of the rate structure on grain,” says 
the motion, “have been extremely costly to carriers and ship- 
pers alike. In every one of.the said investigations, including 
the formal complaint reported in 85 I. C. C. 217, the most com- 
plete testimony of the character offered under the so-called 
Hoch-Smith resolution was introduced into the records, as a 
result of which it must be apparent that the elements of the 
Hoch-Smith resolution have been fully considered and developed, 
and are adequately reflected in the present adjustment. An 
additional investigation of this rate structure at this time could 
develop nothing new in the way of facts and could prove only 
costly and burdensome, especially since the time of the carriers, 
state commissions, shippers and even the Commission itself is 
so fully employed in other broad and momentous investigations 
heretofore set in motion. 


‘Further, there must be an end of litigation, and, in view 
of the many most complete and elaborate investigations of this 
grain rate structure, your petitioners respectfully insist that in 
respect of this traffic the time for ending litigation of this char- 
acter has come. Especially is this true when it is remembered 
that the rates on grain throughout Western Trunk Line terri- 
tory are almost in their entirety though set by regulatory bodies 
after repeated hearings in relation thereto. 


In addition to the things herein set forth the carriers said 
the time of themselves and their employes was occupied in 
gathering data called for by the Commission and in establishing 
rates ordered by it. They also called attention to what they 
said was the fact, namely, that at the conference on January 
20, it was admitted that a petition of Southwestern interests for 
an inquiry into rates on grain in W. T. L. territory was not filed 
in good faith but merely as a defensive measure. They said it 
was most unfortunate that the carriers in W. T. L. and others 
interested should be subjected to a costly and burdensome inves- 
tigation which apparently was the result of a mere maneuver 
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for advantage by interests located in Southwestern territory, 
“where it was admitted that present conditions required a re- 
adjustment of rates.” 


STRIKE HOCH-SMITH TESTIMONY 
The Trafic World Washington Bureau 


A motion to strike Hoch-Smith testimony, submitted in No. 
18458, the general petroleum inquiry, and No. 17000 (Part “4) 
the petroleum part of the rate structure inquiry, has been filed 
in that case by Frank M. Swacker, attorney for the Gulf Re- 
fining Co., complainant in No. 18253, sub-No. 2, Gulf Refining 
Co. vs. A. & R. et al. That case is one of the large number 
joined in the two general inquiries. 

Data submitted by mid-continent refiners are specified as 
the materials which the mover thinks were improperly placed 
in the record and should come out. The facts that are obnoxious 
to the rules of evidence, as read by the Gulf company, pertain 
to all-rail rates from the mid-continent field to various destina- 
tions in the east and southeast, on the one hand, and the as- 
sumed cost, to refineries located at the seaboard, for the trans- 
portation of their crude oil by pipe line to refineries, or refined 
products by tank steamers from the refineries at the ports at 
which are located distributing terminals to the same interior 
destinations on the other; data comparing the relative produc- 
tion, refining capacity, crude run to stills, consumption, per- 
centage of refining capacity operated in the mid-continent field, 
with like data respecting the United States as a whole, and 
the groups thereof. 

The Gulf contends that by no reasonable construction of the 
Hoch-Smith resolution- could this so-called evidence have any 
application to a case thereunder and that it had been held 
repeatedly, both by the Supreme Court and the Commission, 
that it was not the function of the Commission, nor within its 
province, to attempt to equalize commercial, or economic ad- 
vantages by the adjustment of freight rates. It made the point 
that there was no claim that the oil industry was not in a 
prosperous condition or that petroleum products were not mov- 
ing freely. On that point the argument in support of the motion 
says: 


The showing that numerous incomplete refineries, known as 
skimming plants, are not operating might indicate that plants of that 
character are not in a prosperous condition; but it is yet to be 
claimed by the most ardent supporter of the Hoch-Smith resolution 
that it empowers the Commission to split, as it were, an industry 
on the basis of methods of operation; to equalize, by means of prefer- 
ential freight rate adjustments, the disadvantages of inefficient 
methods of operation as compared to efficient methods. Such a con- 
tention would be bolshevism run riot. 


All these data tend to prove but one ultimate fact—and it is, as 
before pointed out, irrelevant and immaterial—namely, that a refinery 
location at seaboard is more advantageous, economically more logical, 
than one in the interior. This ultimate fact, if deemed relevant, 
would be readily conceded. But, if the supposed probative facts are 
allowed to stand uncontroverted, they moy result in erroneous find- 
ings, which experience has demonstrated are likely to arise on some 
other occasion unexpectedly to plague; and consequently they cannot 
afford to be ignored. 


PIPE LINE DEPRECIATION 


The Commission, in No. 19200, depreciation charges of 
carriers by pipe lines, has instituted a proceeding with a view 
to prescribing accounts, rules and classifications in respect of 
depreciation charges made or to be made by common carrier 
pipe lines. The depreciation section of the Commission’s bureau 
of accounts, has recommended the entry of an order in respect 
of depreciation charges upon which, according to the notice 
instituting the proceeding, Examiner Bunten will hold a hearing 
on the proposal of the section, at Washington, on March 21. 
The mimeographed notice, to all concerned, respecting the pro- 
posals of the depreciation section and the hearing thereon, is 
as follows: 


By paragraph (5) of section 20 of the interstate commerce act, 
as amended by the transportation act, 1920, the Interstate Commerce 
Commission is directed, as soon as practicable, to ‘“‘prescribe for 
carriers subject to this act, the classes of property for which de- 
preciation charges may properly be included under operating ex- 
penses, and the percentages of depreciation which shall be charged 
with respect to each of such classes of property, classifying the 
carriers as it may deem proper for this purpose.”’ 

In carrying out this provision of the act, the Commission upon 
its own motion instituted a general investigation of depreciation 
charges of all classes of common carriers subject thereto, and has 
held hearings and heard argument concerning depreciation charges of 
steam railroad companies and of telephone companies. Following this 
the Commission’s report, Telephone and Railroad Depreciation 
Charges, 118 I. C. C. 295, in which a general discussion of the subject 
separ, together with appropriate orders in the matter, was made 
public. 

As the fundamental principles which are ooeiing in the ap- 
plication of depreciation accounting for the property of steam rail- 
road companies and telephone companies appear to be controlling 
also with respect to the application of depreciation accounting for 
other classes of common carriers, the depreciation section of the 
Bureau of Accounts which conducted the various preliminary in- 
vestigations now proposes: 

1. That the Commission enter an order concerning depreciation 
charges of carriers by pipe lines substantially the same as that 
—— with respect to depreciation charges of steam railroad com- 
panies. 
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2. That the classes of property of carriers by pipe lines, for 
which depreciation charges may properly be included under operating 
expenses, are the classes of property includible in the various pri- 
mary gathering line and trunk line accounts in the Classification of 
a in Pipe Lines, with the exception of accounts 1 and 51 
oe n — 

Provided, that in case a pipe line company can show that the 
service life of its property or an important section thereof is de- 
pendent upon a particular source of traffic, upon exhaustion of which 
the operation of the property for common carrier purposes muct 
be abandoned, and that the time of such exhaustion can be predicted 
with a reasonable degree of accuracy, then the entire property or 
the whole of the important section thereof, may be classed as de- 
preciable in which case, however, the depreciation due to this par- 
ticular factor shall be provided for through a special amortization 
account, instructions as to which will hereafter be given. 

That in the place of finding (8) in No. 15100 regarding the 
assignment of specific amounts to the primary accounts under road 
and equipment, the fololwing finding shall be made: 

“That each pipe line company which has not yet assigned ap- 
propriate amounts to the primary investment accounts covering 
property for which depreciation accounting is herein prescribed shall 
do so not later than January 1, 1928; that such companies as have 
already made an assignment of investment to the primary accounts, 
shall redistribute the same; that such distribution or redistribution 
shall be made as indicated below; and that the remainder of the 
amount in the books representing the carrier’s investment in gather- 
ing lines and trunk lines shall be carried in sub-accounts which will 
be provided for later in the Commission’s classifications, for inclusion 
of the carrier’s unassigned investment in gathering line and trunk 
line property. 

“‘(a) Where the property has been constructed by or for the 
accounting company, the amount to be assigned to the primary ac- 
counts covering depreciable property shall be based upon the actual 
cost of construction if such information is available, and if the actual 
cost is not available the amount to bé assigned: to the primary ac- 
counts covering depreciable property shall be upon basis of the 
estimated cost of construction as of the date the property became 
available for operation. 

““(b) Where the investment account of the carrier includes the 
cost of property not constructed by or for the accounting company 
which was purchased at a cost in excess of its depreciated struc- 
tural value as of the date purchased—that is to say, at the esti- 
mated cost of replacement or reproduction less deterioration to the 
then existing conditions through wear and tear, obsolescence, and in- 
adequacy—such structural value, less an allowance for that portion 
of the purchase price includible in accounts not classed as covering 
depreciable property, shall be apportioned to the primary accounts 
covering the depreciable property. 

“(c) Where the investment account of a carrier includes the 
cost of property not constructed by or for the accounting company 
which was purchased at a price equal to or below its depreciated 
structural value as of the date purchased, the apportionment of the 
cost to the accounting company to the primary accounts covering 
the depreciable property shall be upon a basis which will permit 
the assignment fo other primary investment accounts of an ap- 
propriate proportion of the same.”’ 

Before consideration is given by the Commission to the propriety 
of the action proposed by the depreciation section, a public hearing 
upon the matters involved will be held at the offices of the Com-’ 
mission in Washington, D. C., beginning at 10:00 A. M., March 21, 
1927, before Examiner Bunten, at which hearing opportunity will be 
offered for the presentation of evidence. The data accumulated in 
connection with the preliminary investigation of the depreciation sec- 
tion with reference to depreciation charges of carriers by pipe lines 
will be made a part of the record in this proceeding. 

As a matter of informatien a copy of the report and order con- 
— telephone and railroad depreciation charges accompanies this 
notice. 





PETITIONS FOR REHEARING, ETC. 


The National Stone Company, Lincoln Crushed Stone Com- 
pany and Markgraf Stone Company have asked the Commission 
to set aside the orders in No. 17817, Chicago Gravel Company 
et al. vs. Santa Fe et al., and I. and S. No. 2649, crushed stone, 
sand and gravel within the Chicago switching district, and for 
reopening, rehearing and reargument. 

Certain of the complainants and interveners in’ No. 17817 
(and Sub. No. 2), Chicago Gravel Co. et al. vs. Santa Fe et al., 
and I. and S. No. 2649, crushed stone, sand and gravel within 
the Chicago switching district, have asked the Commission for 
rehearing in certain particulars, reargument and reconsidera- 
ae of the entire record and for a new or modified decision and 
order. 

The complainants in No. 18490, Allied Packers, Inc., and 
Klinck Packing Co. vs. Santa Fe et al., have asked the Com- 
mission for further hearing. 

The defendants in No. 16496, National Car Coupler Co. vs. 
Santa Fe et al., have asked the Commission for reconsideration 
and modification of its report and order of December 8, 1926. 

The Norfolk & Western, defendant in No. 16170, Eastern 
Lime Manufacturers Traffic Bureau et al. vs. Akron & Barberton 
a et al., has asked the Commission for a modification of its 
order. 

Hyman-Michaels Co., Inland Steel Co. and Calumet Steel 
Co., interveners in No. 18356, Ship Supply Co. vs. Louisville & 
Nashville et al., have asked the Commission for reconsidera- 
tion and vacation of an order entered by it on January 21, 1927, 
denying to them oral argument in this proceeding. 

The defendants in No. 15823, Duluth Chamber of Commerce 
vs. Chicago & North Western et al., and No. 15824, Grand Forks 
Commercial Club vs. Chicago & Northwestern et al., have asked 
the Commission for reargument before the entire Commission. 

The complainant in No. 16641, Gwin, White & Prince, Inc., 
vs. Northern Pacific Railway and American Railway Express Co., 
has asked the Commission to grant a rehearing. 

Swift & Company, complainant in No. 14771, Sub. No. 1, 
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February 12, 1927 


Swift & Co. et al. vs. New York Central et al:, has asked the 
Commission for modification of its decision entered in No. 
14771, John Morrell & Co. vs. New York Central, and cases 
grouped therewith, so as to include Plankinton Packing Co., 
Omaha Packing Co., Inc., and G. H. Hammond Co. amongst those 
entitled to reparation. 

The defendants in No. 15848, Mississippi Railroad Commis- 
sion et al. vs. Alabama & Vicksburg et al., have asked the 
Commission to modify its order of October 10, 1925, and its 
supplemental orders of January 10, 1927, and January 25, 1925. 


The defendants in No. 17385, Albert Silk Coal Co. et al. vs. 
Santa Fe et al., have asekd the Commission to review the record 
herein, to set aside and annul the report and order entered on 
December 14, 1926, by division 2, and dismiss the complaint; 
and, to postpone indefinitely the order requiring schedules to 
become effective March 21, 1927, upon 30 days’ notice; or to 
postpone the order for such reasonable time as the Commission 
may determine, pending consideration and action upon this 
petition. 

The complainant in No. 15292, Traffic Bureau of Nashville 
vs. Louisville & Nashville et al., has asked the Commission to 
reconsider its report and order in this proceeding. 

The complainant in No. 16054, the Teaxs Co. vs. Kansas City 
Southern et al.; has asked the Commission to set aside its 
decision in this case, which was rendered on December 7, 1926 
(mimeographed), and reopen and rehear this proceeding. 

The defendants in No. 16986, Lone Star Gas Co. vs. Chicago, 
Rock Island & Pacific et al., have asked the Commission to 
reopen this case for further consideration, and to grant a re- 
hearing therein, including, if necessary, a further hearing for 
the purpose of receiving additional testimony; and to vacate and 
set aside the order entered herein as of December 8, 1926; to 
consolidate this cause upon one docket for the purpose of this 
petition with No. 15807 (Sub. No. 1), Lone Star Gas Co. case.| 

The defendants participating in water-rail and rail-water- 
rail rates from Atlantic seaboard territory, in No. 14323, the 
Cities of Marshall and Jefferson, Tex., vs. Texas & Pacific et al., 
have asked the Commission to reopen this case, in so far as it 
concerns these defendants, for reconsideration and that upon 
reconsideration the Commission enter an order herein denying 
reparation on any shipments which have moved during the rep- 
aration period via these defendants. 

The complainant in No. 11926, Cannon Manufacturing Co. 
vs. Director-General, as agént, and Southern Railway, has asked 
the Commission to set aside its order of December 15, 1926, 
dismissing this proceeding for want of prosecution. 


DENVER AND FREIGHT RATES 


The Manufacturers’ Bureau of the Denver Chamber of Com- 
merce has instituted a department of service, with Charles J. 
Hotchkiss, who was assistant commissioner of the transporta- 
tion department of the chamber and acting secretary of the 
Manufacturers’ Bureau, in charge as secretary. The duties as- 
signed to the service department are as follows: 


To make a survey and list the different articles manufactured 
in Denver and Colorado; to inform the purchasing departments of the 
articles manufactured in Denver and Colorado; to assist in bringing 
the manufacturer and jobber more closely together in encouraging 
the use of Denver and Colorado manufactured articles; to call on 
architects and contractors for the purpose of inducing them to specify 
Denver and Colora@o products; to co-operate with the transportation 
department of the Denver Chamber of Commerce in securing rate 
adjustments where needed; to be under the jurisdiction of the board 
of directors and perform such other duties as it may assign. 


In a statement with respect to the new department and its 
functions Mr. Hotchkiss refers to freight rates. He says: 


Much ado has been made regarding the discrimination of freight 
rates toward the present and future possibilities of manufacturing 
in Denver. It is the general opinion that all rates to and from 
Denver are wrong. It is true that many adjustments are needed. 
An adjustment, when needed and if presented to the railroads in 
the proper manner, has always been made. Many of these problems 
are individual grievances and apply only to certain manufacturers. 
It is the practice of the Manufacturers’ Bureau to have its secretary 
go into these problems and make recommendations as to their relief. 
The railroads are very pleased to have such cases called to their at- 
tention and are always willing to make the needed adjustments if 
within their power to do so. * * * 

The local market is very limited and we must seek a market 
other than our own. On the other hand, we do not manufacture all 
the articles which are consumed in this Rocky Mountain territory. 
We must co-operate with other communities, but at the same time 
encourage the people of this vast region to make it a practice to 

Buy at Home,” and if our products are in demand at other mar- 
kets, obtain the proper rate adjustment to secure at least a share 
of the business on a fair competitiye basis. A low freight rate will 
not always do the trick. Sometimes this feature becomes the source 
of great evil. Denver must depend upon the transportation facilities 
it enjoys to prosper. The carriers must operate for a reasonable 
amount of profit. Service is the paramount feature. Service costs 
money and must be compensated. We want the best service ob- 
tainadle and are willing to pay the price but not at the expense of 
avoritism to other communities. When we find other large centers 
rat being permitted to put merchandise in a territory which right- 
a ly belongs to us and we can not get into that territory it is 
me to revolt and ask for our just rights. 
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LAKE CARGO COAL ARGUMENTS 


The Trafic World Washington Bureau 


Arguments of probably as carefully prepared a character 
as have ever been placed before the Commission were made to 
the entire bench of that body on February 9 and the following 
day in No. 15007, the lake cargo coal case, brought by the 
Pittsburgh coal producers, and related cases. Time was as- 
signed to August G. Gutheim, Ernest S. Ballard and Walker D. 
Hines, for the complainants in the Pittsburgh district; to E. J. 
McVann for the complainants in No. 15423; James Francis 
Burke, former representative in Congress from one of the 
Pittsburgh districts for the Pittsburgh Chamber of Commerce; 
Harold Evans for the Pennsylvania commission; George N. 
Brown for the southern Ohio operators; R. J. Baker for W. J. 
Rainey, Inc., et al.; A. C. Lewis, for the United Mine Workers; 
R. W. Ropiequet for the Illinois Coal Bureau; A. B. Pratt for 
the Northern States Power Company; W. S. Bronson, W. A. 
Northcutt and D. Lynch Younger for the southern lines; W. N. 
King for the New York Central; F. M. Livezey for the West 
Virginia commission; C. E. Elmquist for the Minnesota com- 
mission; J. V. Norman, R. E. Quirk and E. L. Greever for the 
southern operators. 

Complainants, in the discussions by Messrs. Gutheim and 
Ballard, made it distinct, if there was any question on that 
score, that they were insisting that their rates were unreason- 
able by the tests applicable to the determination of the reason- 
ableness of the rates in question and suggesting that, instead 
of a rate of $1.66, Pittsburgh be given a rate somewhere be- 
tween $1.06 as a minimum and $1.26 as the maximum. They 
made a point that seemed to attract more than an ordinary 
amount of attention, in the course of Mr. Ballard’s discussion, 
namely, that the Commission in disposing of this case in 1925, 
under the first section, did so by comparing the proportional 
rates on lake cargo coal and the commercial rates on coal to 
the ports, a thing that constituted, Mr. Ballard said, an error 
of law and of fact, declared many times in the Commission’s 
decision. Mr. Ballard pointed out, interrogatively, that such a 
comparison involved disregard of the fourth section and made 
it a nullity, so to speak. 

Mr. Gutheim outlined the history of the lake cargo coal 
rates and described the significant facts, from his point of 
view, such as that Pittsburgh coal uses the ports between 
Huron, O., on the west and Erie, Pa., on the east, while the coal 
from the alleged preferred districts used the ports of Sandusky 
and Toledo; that in the Boileau, or foundation case, the Com- 
mission cut ten cents off the Pittsburgh rate and found that 
the Norfolk & Western, in the suspension case following the 
Boileau case, had justified higher rates from the southern dis- 
tricts but that the other carriers serving the southern districts 
had made that effort to get rates as high, from the southern 
districts as the Commission had found justified, of no effect 
because they had made little, if any, effort to justify the tariffs 
in which they had proposed higher rates; that by reason of the 
increases due to war conditions and the determination of the 
Commission to preserve the revenues of the carriers it had 
preserved differentials the net effect of which upon the rates in 
question was an increase in the rates on coal from Pittsburgh 
of 112.8 per cent and 117.3 per cent from No. 8 district in Ohio, 
while the rates on other heavy-loading commodities concur- 
rently went up only 80.4 per cent. 

Mr. Gutheim insisted that comparison with the iron ore 
movement from the lake ports was the best guide the Commis- 
sion could have for lake cargo coal rates. The rate on iron 
ore to Pittsburgh, he pointed out, was $1.027, although he said 
ore received eight services which were not accorded to coal 
and ore was moved south in the cars made empty at the ports 
when coal was dumped into the holds of ships at the ports. He 
pointed out that the carriers, in Ex-Lake Iron Ore to Trunk 
Line points, proposed to reduce the ore rate to 91 cents. He 
said that certainly the complainants could not be criticized 
for using iron ore for comparison purposes and for suggesting 
that a reasonable rate on lake cargo coal, from Pittsburgh, 
would be $1.06. 

While Mr. Gutheim used many statistics Mr. Ballard made 
the principal argament based on statistics for the complain- 
ants. He pointed out that the evidence in the Boileau and 
Pittsburgh Vein cases was largely cost of service evidence. 
From that he argued that the fact that the Commission re- 
duced the rates in those cases indicated great weight had been 
attached to that sort of testimony. Since that time, he said, 
the science of cost accounting had been greatly improved. That 
sort of evidence, he said, justified the request for a rate of $1.06. 

In dismissing this case, as to the first section, he said the 
Commission ignored costs and other data, founding the dis- 
missal on the comparison of the local and lake cargo coal rates, 
thereby erring on the law and the facts. 

Walker D. Hines, for the complainants, discussed the law 
relating to the ascertainment of unreasonable and unduly preju- 
dicial rates, contending that it was ridiculous to say that the 
Commission, which, by its orders and permissions had caused 
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the greater increase in rates from the Pittsburgh district than 
from the more southern districts had not the power to undo 
what it had done. He said there was no question about the 
power of the Commission to do what the complainants desired 
done to put them back relatively to where they had been before 
the unequal increases gave the southern fields the advantages 
under which they had increased their lake cargo coal tonnage 
so greatly. He contended that under the decision of the Com- 
mission and the Supreme Court in what is known as the Swift 
Lumber Co. case the Commission could deal with the unduly 
prejudicial situation. 

E. J. MceVann for the Fairmont district said that if the 
Ohio fields were to be treated as one district then the Penn- 
sylvania districts, Connellsville, Fairmont and Pittsburgh, by 
the same reasoning should also be made one district. He advo- 
cated that. 

James Francis Burke said the Commission was responsible 
for the situation and the people of western Pennsylvania ex- 
pected the Commission to change the rate structure that had 
worked disaster to it and restore the Commission to the good 
graces of the people of western Pennsylvania. 

Harold Evans, for the Pennsylvania commission, pointed 
out the economic interest western Pennsylvania had in the 
matter. He cited banking statistics to show the decline of the 
coal industry in western Pennsylvania ending with the declara- 
tion that this case afforded the Commission the opportunity to 
start discouraging over-production in the coal industry and the 
long-hauling of coal. -He suggested that if the rate adjustment 
could do what it had done to the coal industry, Pennsylvania 
was apprehensive about its textile industry; that by the making 
of rates the mills could be forced to go to the southern fields 
near the sources of raw materials and lose the advantage of 
their proximity to the markets. Commissioner Eastman ‘sug- 
gested that the rates on textiles had already been put on that 
basis and mills had been moved to the south. Mr. Evans said 
that he did not know that and was glad to know that he was 
more of a prophet than he thought himself. 

George N. Brown, for southern Ohio operators, said W. S. 
Bronson had told him that he was the red-headed step child 
in this case because the Commission has said that the issues 
presented or sought to be presented by the southern Ohio inter- 
veners were not in the case Mr. Brown contended they were 
because the complainants alleged that the southern Ohio dis- 
trict was one of the preferred districts. 

“We say, as the complainants say,” said he, “that our rates 
are too high. The railroads earn 42 cents per car-mile on our 
traffic and about half that on the traffic from the more distant 
fields. But they say the southern carriers are so prosperous 
that they cannot raise their rates. But they can’t plead pros- 
perity as an excuse for injustice any more than they can plead 
adversity as an excuse for injustice.” 

A. M. Calland, for the Ohio commission, said that Ohio had 
lost its lake cargo coal trade to the more southern fields and 
that unless it was regained there would be no successful coal 
industry in the state. He read a statement prepared by Gov- 
ernor Donahey, of that state, to show the great interest Ohio 
had in the matter on account of the injustice, Ohio claimed, 
that had been done by the unjust freight rates. Answering a 
question by W. S. Bronson, Mr. Calland said he was for all of 
Ohio, the more northern as well as the more southern districts 
in that state. He wanted them all left on the basis of one dis- 
trict. He, too, said that the case afforded an opportunity for 
correcting a bad situation. 


R. J. Baker, for W. J. Rainey, Inc., and others, said that 
Connellsville district, the one for which he was speaking, was 
alleged to be a preferred district, but he said there was no 
showing that Connellsville had got anything Pittsburgh had lost. 
He said Connellsville should be blanketed with Pittsburgh. He 
said the cost figures submitted by the southern roads showed 
that they were hauling the coal from the southern mines for 
less than cost, notwithstanding their claim that the rates were 
yielding them a big return. Their cost of hauling coal, he said, 
was shown as 5.06 mills per ton, while their earnings from the 
lake cargo coal, in 1925, were only 5.04 mills. When asked if 
the profit was not in hauling the coal in trainloads, he observed 
that there as just as much coal hauled in trainloads out of the 
Pittsburgh field as out of the southern fields and that the figures 
were made in the same way. 


Organized labor’s view was presented by A. C. Lewis, for 
the Pennsylvania mines, and by Joseph A. Londrigan, for the 
Illinois mines. They object to having the Pittsburgh rates low- 
ered, because, they claim that would create a bad competitive 
situation, in the northwest, as between Pittsburgh coal on the 
one hand and Illinois coal on the other. They advocate the 
raising of the rates from the southern fields. Mr. Lewis painted 
a picture of distress in the Pennsylvania field, but not as har- 
rowing as the one painted by some of the witnesses in the case 
not speaking for the miners. Both claimed that wage scales 
should be considered in a freight rate case. 

R. W. Ropiequet, for the Illinois Coal Bureau, said that the 
Illinois coal industry regarded this case as merely a scrap be- 
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tween Pittsburgh and the more distant southern fields as to 
which should sit at the head of the table in the matter of the 
lake cargo coal trade. He said the rates from the southern 
fields were abnormally low and that the southern lines, in their 
prosperity, were merely getting the benefit of their own wrong. 
doing and reaping a harvest from their own illegal rates. 

Defense of the things as they are and summing up of the 
arguments for changing them took up the time of the second 
day allotted to the arguments. In the course of the discussion 
the southern lines made it fairly clear that, unless restrained 
by a minimum rate order, they would meet any reduction the 
Commission might order in the rates from the Pittsburgh dis- 
trict or any of the northern districts. 

A. B. Pratt for the Northern States Power Company, when 
asked by Commissioner Meyer what he would do if he had the 
power, said that he would reduce the rate from Pittsburgh at 
least the 21 cents recommended by the examiner who made 
the proposed report which the Commission disregarded when it 
dismissed the complaint. He said the consumers in the north- 
west had to fight to keep open every source of supply and ex- 
pressed the opinion that giving Pittsburgh a reduction would 
inure to the benefit of consumers in the northwest. 

W. N. King, for the New York Central, Pennsylvania, Bal- 
timore & Ohio and the connections of each said that the rea- 
sonableness of their rates from Pittsburgh must be apparent 
inasmuch as only thirty-five minutes had been given to their 
defenders while four hours had been given to their assailants. 
He said the Wheeling & Lake Erie, which was out of line with 
northern roads at the original hearing, had decided “before the 
recent acquisition” to take no part in this reopened proceeding. 

“Is your information about the acquisition personal or press 
information,” asked Mr. Woodlock. 

“Newspaper entirely,” said Mr. King. 

“The Wheeling & Lake Erie certainly cannot reduce rates 
if it hopes to make earnings on the prices recently paid for 
its stock,” observed J. V. Norman. 

Mr. King made comparisons between rates on iron ore and 
lake cargo coal to show that the car-mile earnings on each 
were practically the same because the ore rates quoted were 
for the bare line-haul and provided no terminal services at 
either end of the haul. 

“As defendants we have been forced to guess under which 
shell the little ball may be found,” said Mr. King, referring to 
the uncertainty as to what the relief sought really was. 

W. S. Bronson, for the southern lines, said that the com- 
plainants were asking to be given a greater advantage than 
they already had by reason of the spread of 25 cents a ton 
between Pittsburgh rates and the rates from northern West 
Virginia and eastern Kentucky, which, in the case of the Ohio 
complainants, was 28 cents per ton. 

Speculating as to how Mr. Gutheim had arrived at the con- 
clusion that Pittsburgh should have a reduction from $1.66 to 
$1.06 per ton, Mr. Bronson said that the difference in the cost 
of production under the Jacksonville agreement scale in use in 
the Pittsburgh field and the 1917 scale in use in the non-union 
or southern field was calculated to be 60 cents. Therefore, he 
said, Mr. Gutheim had asked the Commission to equalize the 
commercial condition produced by the difference in the wage 
rates by means of a change in freight rates. 

He said that if the result of negotiations now going on as 
to the mine wage scale should be the adoption of the 1917 
scale by the northern operators and miners or the adoption of 
it by the operators without agreement with the miners, the 
southern operators would be at the mercy of the northern dis- 
tricts. He said the Pittsburgh Coal Company had thousands of 
miners at work on the 1917 scale. 

“If the 1917 scale is adopted in the northern mines,” said 
Mr. Bronson, “I predict you will have these southern operators 
here asking you to abolish the differential now in favor of 
Pittsburgh, and the putting of these competing fields on the 
same rate level.” 


Going back into the history of the adjustment Mr. Bronson 
made use of figures used in Ex Parte 74 to show that if the 
Commission, in that’ proceeding had adjusted rates on in ac- 
cordance with the needs of the southern lines there would not 
now be any difference in rates at all, as between the northern 
and southern lines. He denied that what the Commission has 
done in that case resulted in the situation about which Mr. 
Hines said that it was ridiculous to contend that the Commis- 
sion could not undo the things it had done. 


“There’s nothing to Mr. Hines’ argument,” said Mr. Bron- 
son explosively, thereby raising a laugh at the expense of the 
former Director-General of Railroads. 

It was time to make an end of some of the litigation trips 
that had been going on for a long time, said W. A. Northcutt, 
speaking for the Louisville & Nashville. He said that he had 
thought that the end of the 17-year-old litigation had come when 
the Commission dismissed this case in 1925, but instead of an 
end he had found that the fireworks had only been begun. He 
said the case broke out in Congress and on the hustings and 
elsewhere. It should never have been considered anywhere 
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other than in the Commission, he said, and now that it was 
back before the Commission he hoped it would affirm its dis- 
missal of 1925. 

Commissioner Eastman, taking note of the fact that Mr. 
Northcutt was advocating rates for the southern lines, on this 
coal, as low or lower than for the northern lines; wanted to 
know whether Mr. Northcutt was in favor of rates on the Louis- 
ville & Nashville used in the coal traffic on all commodities as 
low as north of the Ohio. He also referred to the contention 
of the southern lines that they should have rates made by com- 
binations on the Ohio river. Mr. Northcutt said that he had 
opposed the combination basis before Mr. Eastman had, but he 
said he was not prepared to say yes or no to the other sugges- 
tions. He said he knew that if coal rates were made on the 
combination basis the Louisville & Nashville would disappear 
in rust. 

“But I do know that we do not want to be invited or com- 
pelled to take more for hauling this coal than we are taking,” 
said Mr. Northcutt. 

Another reference to the discussion of the case outside of 
the Commission was made by Charles E. Elmquist, who spoke 
for the Minnesota and other northwestern commissions and 
for the attorney general of Michigan. He said that immediately 
after the decision in 1925 there came an era of gubernatorial 
pronounciamentos with the governors of one set of states ask- 
ing the governors of another set to do something about the 
matter. He said that happily the era of outside efforts to settle 
the matter had gone and that the case could now be disposed 
of by the tribunal having power and before which it belonged. 
He referred to what the Senate did as that body taking time 
off to saw and chop wood. 

Mr. Elmquist said the northwest could not depend upon all- 
rail coal from Indiana and Illinois or lake cargo coal from 
Pittsburgh alone. He opposed a reduction from Pittsburgh 
alone, but said that a reduction from all the lake cargo districts 
would help the northwest. To him the talk about the spread 
between the districts not being great enough was not impres- 
sive. He called attention to the big blankets maintained on 
lumber and suggested that the coal territory whence lake cargo 
coal was brought to the northwest was not much larger than 
St. Louis county, Minnesota. 

“Do you think the districts should be one group?” asked 
Mr. Woodlock. Mr. Elmquist thought the low cost railroads, 
such as the southern lines, would force such a situation that 
would bring about disappearance of the spread of the rates be- 
tween the northern and southern districts. 

“If you cannot reduce the rates from all the districts or 
narrow the spread, leave the situation as it is,” said Mr. 
Elmquist. 

F. M. Livezey, for the West Virginia commission, supported 
the operators from that state in their opposition to the fight 
by the Pittsburgh operators. 


Lake Cargo Reply Briefs 


In a reply brief in No. 15007, Pittsburgh Coal Producers’ 
Association et al. vs. Ashland Coal & Iron Railway et al., and 
cases joined with it, commonly known as Lake Cargo Coal 
Rates, 1925, E. L. Greever, J. V. Norman and R. E. Quirk, for 
the southern interveners, accuse the complainants of having 
shifted their ground, of concealing artificial disadvantages under 
which they labor in the production, preparation and marketing 
of lake cargo coal and innate selfishness. Reluctantly, they say, 
they burden the Commission with another brief in which so 
many have already been filed. They point out the alleged change 
of position under four divisions. 

The first is that throughout the hearings, briefs and argu- 
ments the complainants, until they filed their last brief, insisted 
that what they were interested in was “a widening of the dif- 
ferential which will enable us to do that” (sell coal). Now, the 
interveners insist, the complainants have shifted their ground to 
insist that their rates are unreasonable per se and should be 
reduced, leaving the question of the use of the minimum rate 
power, in the event the roads serving the southern mines meet 
a cut, for the future, and not before such action might be taken 
or threatened. 

The second point is that “complainants have heretofore 
undertaken to conceal from the Commission the artificial disad- 
vantages * * * under which they suffer, and have sought to per- 
suade the Commission that their loss in tonnage was due 
entirely to freight rates. They now not only admit those dis- 
advantages but emphasize them, counsel for the Ohio com- 
plainants stating ‘We do not deny the existence of other diffi- 
culties—on the contrary we point to and emphasize them’—and 
again counsel for the Pittsburgh complainants state (page 62) 
‘these facts as to higher cost, the Pittsburgh operators not only 
do not deny, but concede them and concede them with 
emphasis.’ ” 

The third point is that now for the first time the com- 
plainants invoke the exercise of the Commission’s power under 
section 15a, although interveners point out that the power there- 
in grented is given to enable the Commission to assure carriers 
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an adequate revenue and not to decide formal complaint and 
answer cases, such as these. 

The fourth is that the request for an exercise of the mini- 
mum rate power has been abandoned and it is insisted that the 
exercise of that power be left to some future proceeding. 

The interveners insist that the disadvantages under which 
the Pittsburgh operators labor are wholly artificial, which, if 
not of their creation, are under their control, as for instance, 
wages and investment, because as a matter of fact the com- 
plainants have rate advantages ranging from 25 to 43 cents per 
ton. The interveners, commenting upon the fact that the Pitts- 
burgh operators ask for a rate of $1.06, assert that what the 
complainants want is a rate advantage ranging from 85 to $1 
per ton, which they assert would shut the southern mines out 
of the lake cargo market. They said that a rate of $1.06 was 
substantially lower than the complainants had heretofore sought. 
In conclusion the inteveners said: 


In closing we cannot refrain from calling the attention of the 
Commission to the innate selfishness exemplified by the complainants 
in this whole proceeding. They do not hesitate to ask the Commis- 
sion to establish such rates and rate relationships as will destroy the 
business of the West Virginia-Kentucky districts, disastrously af- 
fect the, social and economic life of four states, take away from 
thé southern railroads the very business which they were built to 
do, to inflict upon the consumers of coal higher prices than they 
would otherwise be obliged to pay, and, at the same time, force them 
to depend upon an unreliable source for their fuel and to be de- 
prived of certain kinds of fuel which they desire, must have and 
can only obtain from the West Virginia-Kentucky districts, and 
to submit to an monopolistic control over their fuel needs—all for 
the benefit of complaints who now admit with emphasis that the 
causes upon which they have based their demands are largely tem- 
porary and shifting, but shown to be subject to their own control. 


“The opponents of Pittsburgh in this proceeding have had 
little to say about freight rates, but they have had much to say 
with respect to practically every other subject which touches 
the bituminous coal industry,” assert August G. Gutheim, Walker 
D. Hines and C. J. Goodyear in their reply brief in the lake cargo 
coal cases. “This is particularly exemplified in the brief of the 
southern operators. They discuss mine wages at great length. 
They also discuss at length acreage and land costs, investments, 
old mines and equipment, and the screening, sizing and prep: 
aration otherwise of coal. All these subjects have been treated 
in our brief. We add that to the extent that it is within the 
possibilities for the Pittsburgh district operators to govern 
these conditions within the industry, they have done everything 
humanly possible, and are just as well equipped as are the 
southern operators to meet the requirements of the market. 
On the other hand, the Pittsburgh operators, while admitting 
the disadvantages due to higher wages, land values, taxes, etc., 
which are naturally inherent in their geographical proximity to 
market, insist that they are entitled under the act to reasonable 
and non-prejudicial rates determined according to tests perti- 
nent under the act.” 


Commenting on the defense made by the carriers in the 
course of which they pointed out difficulties other than rates 
which they said the Pittsburgh district suffered, the attorneys 
for the Pittsburgh operators asserted: 


Their theory seems to be that if they can make a sufficiently im- 
pressive showing of difficulties suffered by the Pittsburgh district 
which are entirely outside of the scope of the act and the power of 
the Commission, they can thereby prevail on the Commission to 
refrain from exercising its power to correct difficulties in the Pitts- 
burgh district arising from unreasonable and unduly preferential 
rates. <A correct statement of the theory of these defendants is all 
that is necessary to show that it is untenable. * * * 

These carriers draw the conclusion from Ekin exhibit 344 that 
“the freight rates have not been the controlling factor in the shifting 
of lake cargo tonnage from the northern to the southern fields.”” We 
submit that this exhibit proves the exact contrary and this has been 
already amply demonstrated in our brief, pp. 32-33. We repeat that 
witness Ekin’s showing that the shipments of the northern mines, 
1923 to 1925, declined 20.92 per cent in the aggregate, but that their 
shipments simultaneously declined 74 per cent in the lake cargo 
market, demonstrates beyond any doubt that the prime difficulty is 
with the rates on which lake cargo coal is shipped. This is inevitably 
so as coal, up to the moment of shipment, is subject to the same 
conditions of production and cost, regardless of the market to 
which finally destined. 


This reply brief of the complainants, as set forth by the 
attorneys, is not an attempt to answer in detail all the many 
briefs which have been filed in the case. They took up the 
brief on behalf of the Butler Board of Commerce and the Butler- 
Mercer Coal Operators’ Association to point out that they offered 
no evidence whatever and that much of what was said in the 
brief was entirely outside the record. Commenting on the re- 
quest of the organizations mentioned for a maintenance of the 
present differential, 32 cents under Pittsburgh for a haul of 79.5 
miles less than from Pittsburgh, the Pittsburgh attorneys said 
they had no objection to such a differential provided that the 
differentials of the districts farther removed from the lakes than 
Pittsburgh were fixed upon the same relative basis; that is, on 
the basis of 32 cents of additional rate for 79.5 miles additional 
distance. 

Attention was devoted in the brief to points made in behalf 
of W. J. Rainey, Inc., and Fayette-Greene Coal Producers’ Asso- 
ciation (Connellsville district); southern carriers; interveners 
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in West Virginia, Kentucky, Tennessee and Virginia; and indi- 
vidual members of original complainant, Northern West Virginia 
Coal Operators’ Association. 

The By-products Coke Corporation, an intervener said that 
any change in the rates from the southern districts would affect 
it seriously because it used 1,500,000 tons of coal a year from 
the mines of the southern interveners. Any increase, it said, 
would increase the cost to it of producing coke, pig iron and 
the various by-products of coal manufactured in its plant and 
would render it less able to compete with other manufacturers 
similarly situated, which, in the manufacture of the same com- 
modities, utilized coal from the northern districts. In its 
opinion the evidence introduced on rehearing furnished further 
justification for the findings of the Commission in the original 
report. It said the findings should be affirmed and the complaint 
dismissed. 

The Pennsylvania commission took a table of lake cargo coal 
shipments carried as an appendix in the brief of the southern 
carriers, from 1909 onward to the first six months of 1926, sup- 
plied a few figures it asserted had been omitted and contended 
that the table of shipments showed that in 1926 there was an 
exact reversal from the relative positions held by Pittsburgh 
and the southern fields in 1913, the year after the operation of 
the rates in the Boileau case, the first lake cargo coal rate case, 
completion of the shift having been made in 1926. In the face 
of such figures it said it could not be seriously contended that 
the continuation, in 1924, of a wage scale fixed in 1920 was the 
principal cause of this enormous transfer of tonnage from the 
northern to the southern. fields. It said the Jacksonville wage 
scale was a mere continuation of the wage scale established by 
the government in 1920. The Pennsylvania body said the appen- 
dix, not referred to in the brief, had obviously been introduced 
to bolster up the contention that the Jacksonville scale, effective 
April 1, 1924, was the cause of the falling off in lake cargo coal 
tonnage from the northern fields. 

The southern railroads, with the Hocking Valley as an 
appendix to the Chesapeake & Ohio, said, considered from the 
standpoints of the cost of the service and the policy of the law, 
the Commission should discourage Pittsburgh’s attempts to 
monopolize the lake cargo coal market under the single theory 
that favorable location to the great lakes entitled Pittsburgh and 
northern Ohio to a preferential rate structure, as in this case, 
it was conclusively shown that transportation conditions were 
such that the southern carriers -were able to transport lake 
cargo coal to two ports, Sandusky and Toledo, at costs fairly 
comparable with the average costs of transporting lake cargo 
coal from the northern districts to nine ports, extending all the 
way from Toledo, O., on the west to Erie, Pa., on the east. 

“The testimony in the case, and particularly that taken at 
the rehearing is so convincing that complaints are utterly with- 
out merit that defendants feel justly entitled to dismissal orders 
and they so pray,” says their brief. 


COAL REGULATION BILL 


Representative Parker, chairman of the House committee on 
interstate and foreign commerce, has introduced H. R. 16972, a 
bill to provide for the equitable distribution of fuel in emer- 
gencies. The bill would authorize the President to declare an 
emergency in the event of a shortage of coal “which substan- 
tially restrains, interrupts, or interferes with interstate or for- 
eign commerce.” Provision is made for the appointment of a 
federal fuel administrator to serve during the emergency. The 
administrator, among other things, would submit such reports 
and recommendations to the Interstate Commerce Commission 
to the end that an equitable distribution of coal would be ob- 
tained. The bill would add a sentence to paragraph 15 of sec- 
tion 1 of the interstate commerce act providing that the Com- 
mission “may exercise its authority under this paragraph in such 
manner as it deems best calculated to relieve shortage of fuel 
in any locality during such emergency.” Fuel is defined in the 
bill as meaning coal, coke, oil, lignite, peat, natural and manu- 
factured gas, and briquettes. 


Representative Wyant, of Pennsylvania, a member of the 
interstate commerce committee, issued the following statement: 


It is to be regretted that Chairman Parker of the House committee 
on interstate and foreign commerce did not follow to its logical con- 
clusion the sound line of reasoning which led to his admission that 
additional mediation machinery for the coal industry, which he re- 
cently advocated, is unnecessary. There is no more need for the 
additional emergency distribution legislation, covering coal, oil and 
gas, for which he asks in a bill which he introduced February 5 
than there is for legislation to provide mediation boards additional 
to those of the department of labor. 

Other than creating another temporary “bureau,’”’ enactment of 
the bill would aggravate any emergency. It would clutter up the 
machinery with red-tape bureaucrats of whom business has had its 
fill. That judicial body known as the Interstate Commerce Com- 
mission is no more in need of advisory boards, super or otherwise, 
than is the U. S. Supreme Court.. There is no question of the com- 
plete power of the Commission to function effectively in the emer- 
gency distribution of coal or any other commodity. The Commission 
is expressly authorized by the transportation act to do just that very 
thing, -and when we had a federal fuel distributor in 1922 and 1923 
he did nothing more than advise with the Commission. 

Incidentally, however, there is no emergency in sight. Whether 
or not pending wage negotiations result in a suspension of work in 
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the union fields April 1, there is no danger of a fuel shortage. Every 
legislator and every editor, who is not ignorant of the facts and 
who is not intellectually dishonest, will support that statement. 
With a non-union production sufficient to fuel the nation, reinforced 
by 80 million tons of bituminous coal top of ground, together with 
most satisfactory railway facilities and car supply, it is utterly in- 
conceivable that an emergency could arise. 

Only through legislation, in fact, could an emergency be created. 
There will be no legislation, no more bureaus and bureaucrats, and 
hence no coal crisis, strike or no strike. 

The House committee on interstate and foreign commerce, 


February 10, by a vote of 12 to 6, refused to report the bill. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 29 was 
estimated by the Bureau of Mines of the Department of Com- 
merce at 13,535,000 net tons, a gain of 61,000 tons over the output 
for the preceding week. Anthracite production was estimated 
at 1,670,000 net tons, an increase of 182,000 tons over the output 
for the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 29 amounted to 490,329 tons, of which 
253,864 tons were for New England delivery, and from Charles- 
ton, S. C., 22,960 tons. 

Cars of coal forwarded over the Hudson River to eastern 
New York and New England the week ended January 15 were 
reported as follows: Bituminous, 3,630; anthracite, 2,295. 


SOUTHERN PEACH ARGUMENTS 


The Trafic World Washington Bureau 


The entire Commission and Commissioner McDonald, of the 
Georgia commission, listened to arguments on February 4 on 
five formal complaints involving the rates and charges on peaches 
from southeastern territory to northern and eastern territory. 
The complaints under consideration were No. 16462, Georgia 
Peach Growers’ Exchange vs. Alabama Great Southern et al.; 
No. 17132, Georgia Fruit Exchange et al. vs. Aberdeen & Rock- 
fish et al.; No. 17860, American Fruit Growers’ Exchange, Inc., 
vs. Aberdeen & Rockfish et al.; No. 17861, Same vs. Same; and 
No. 18497, F. E. Nellis & Co. et al. vs. Aberdeen & Rockfish 
et al. 

As an answer to the formal complaints the railroads pro- 
posed an increase from 20,000 to 22,400, generally speaking, with 
somewhat reduced rates. They admitted there was need of re- 
vision, but shippers objected to the net result, alleging the net 
to be increases in charges per car by varying sums as high as 
$55. The shippers made no serious objection to the increase 
in the minimum, admitting that by reason of changes in the 
placing of the fruit in the crates and baskets used the actual 
weights of the packages had been increased about 400 pounds 
per car. 

Objections were also made to the charges for re-icing when, 
as a matter of fact, no additional icing was placed in the cars, 
such charges, in many instances, being placed in cars arriving 
at so-called reconsignment points ahead of their scheduled times 
and ahead of reconsignment orders intended to arrive at about 
the time the cars were due at such points. Cars arrived ahead of 
their scheduled hours, it was asserted, because the number of them 
arriving at concentration points was great enough to warrant 
dispatch of trains without awaiting the arrival of scheduled 
hours of departure. The shippers asserted that the additional 
icing charges were assessed on cars which arrived at recon- 
signment points ahead of reconsignment orders. They objected 
to that, especially, as they said, the imposition of the charge 
seemed to be governed by the time of arrival of reconsign- 
ment orders in helation to the arrival of the cars and not by 
the fact whether additional ice was put into the cars or not. 

The examiner who made a proposed report on the cases 
suggested rates lower than those proposed by the carriers but 
higher, the shippers asserted, than the Commission prescribed 
in the Memphis-Southwestern investigation. 

“Unless you want to prescribe rates for hauling peaches 
from the southeast to trunk line territory higher than you 
prescribed on peaches in the southwest,” said C. R. Marshall, 
“you will have to cut below the rates proposed by the examiner.” 

Arguments were made by Mac Asbell for the complainants 
in Nos. 16462 and 17132; by Mr. Marshall for the complainants 
in Nos. 17860 and 17861; by R. M. Gilliland and E. C. Blanchard 
for the complainants in No. 17132; by W. J. McGehee for the 
Southern; by Henry Thurtell for the carriers generally, and by 
C. R. Webber for the Baltimore & Ohio. 


FLORIDA CITRUS SHIPMENTS 


Prospective commercial shipments of Florida citrus fruits 
in the current season are estimated by the United States De- 
partment of Agriculture at 8,000,000 boxes of oranges and 
5,500,000 boxes of grapefruit. The estimate of 13,500,000 boxes 
of the two fruits combined is 10 per cent below the estimate 
issued prior to the recent freezes, and 20 per cent below the 
estimate issued in September prior to the hurricane. Florida 
citrus shipments this season are expected to be below those of 
any previous season since the winter of 1921-22, the department 
said. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





(District Court, W. D., New York.) Tug, whose tow of 
barges collided with center abutment of guard gate on Erie 
Canal, held, on libel by shipper of goods on barges, at fault in 
not gradually reducing speed on approaching gate, to prevent 
disturbing back wash from abutment, and in not navigating 
so as to avoid or counteract cross-currents, by proceeding further 
to starboard, thus holding barges firmly in line and directly 
astern.—The Tourist, Seaboard Forwarding Co., vs. Freight on 
Certain Cargoes of Flaxseed, 16 Fed. (2d) Rep. 154. 

Tug, while not common «carrier or insurer when engaged in 
towing barges, is required to exeféise reasonable skill and care 
in everything relating to the work till it is accomplished.—Ibid. 

Second of tow of box barges,’which collided with center 
pier of guard gate on Erie Canal, held, on libel by shipper of 
goods on barges, unseaworthy in not having steering equipment, 
which in all probability would have avoided mishap.—Ibid. 

Though all barges of tow were carrying grain for same 
party, held, on libel by shipper, that they were not liable as 
a vessel for fault of one in not having ‘steering equipment.— 

Carrier by barges held not shown by the evidence to have 
abandoned contract of carriage, on towing tug declining to 
proceed.—Ibid. 

Shipper of barges held entitled to deduction from freight of 
expense of tug hired by him to complete trip, on tug hired by 
charterer of barges refusing to proceed.—lIbid. 


Freight money of cargoes may be pledged or hypothecated 
for advances to assist consummation of trip and for running 
other boats, pledges being for maritime purposes.—Ibid. 

Claim of shipper against carrier for fault of barge in tow 
carrying one shipment cannot be set off or counterclaimed 
against freight money owing by same shipper for shipment on 
other fleet of barges, it not arising out of the same transaction 
or contract.—Ibid. i 

Bankruptcy of carrier does not raise exception to rule that 
shipper cannot counterclaim damages arising out of different 
and unconnected transportation.—lIbid. 

Notwithstanding collision of barges at canal gates, held, car- 
rier Nw Bae! fault in proceeding to carry out contract of affreight- 
ment.— $ 


Where shipper in course of transportation requires return 


of goods to shipping point, he must pay full freights under bill 
of lading.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
ystem, published by West Publishing Co., St. Paul, Minn. 
I Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Court of -Appeals of Georgia, Division No. 2.) In this action 
against a carrier to recover for damage to property, alleged to 
have been done in transit, the evidence authorized the inference 
that the damage was sustained en route, and from a cause for 
which the carrier was responsible.—Collins & G. R. Co. vs. Beas- 
ley, 186 S. E. Rep. 167. : 

There was some evidence of what would have been the 
value of the goods at the destination had they arrived in good 
condition, and of what was their value in their damaged con- 
dition.—Ibid. 

The amount of the verdict was not in excess of the damages 
proved by the evidence. The court did not err in refusing the 
defendants’ motion for a new trial.—Ibid. 

Generally, selling price of an article, thought relevant to 
prove market value, is not when standing alone sufficient to 
establish market value.—lIbid. 

Court of Appeals will take judicial notice that sweet pota- 
toes are staple food product in this state, and jury trying case 
could have known same without proof.—Ibid. 

That sweet potatoes are staple food product in city of an- 
other state may be inferred from judicial knowledge thereof 
taken in this state and from evidence of broker handling pota- 
toes for 25 years in such city.—Ibid. 

That dealer purchases carload of potatoes at certain price 
f. o. b. shipping point is some evidence of market value at buy- 
er’s residence equal to contract price plus freight.—Ibid. 
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Market value of staple product in good condition at given 
time and place is circumstance to be considered in determining 
market value of commodity at same time and place in bad 
condition.—Ibid. 

In seeking to arrive at just conclusion on disputed issues 
of fact, jury may believe part of testimony of witness and reject 
other parts thereof.—Ibid. 

(Supreme Court of Arkansas.) In action against railroad 
for injury to shipment of strawberries, whether damage occurred 
in transit or before shipment held for jury.—Kansas City South- 
ern Ry. Co. vs. H. Rouw Co. et al., 288 S. W. Rep. 901. 

Jury’s verdict on issue of fact is binding.—Ibid. 

In action against railroad for damage to strawberry ship- 
ment, instruction that common carrier of freight was insurer of 
goods accepted for transporttion in interstate commerce held 
not error, where exceptions to rule were stated in other instruc- 
tions, and jury was told to consider all instructions together.— 
Ibid. 

In action against railroad for damaged strawberry shipment, 
instructions that recovery should be difference between market 
value of berries in sound condition at time of delivery and value 


. as delivered, with interest, held not error, as against general 


exception.—Ibid. 

Six hundred dollars held not excessive damages against 
railroad for damage to carload of strawberries which were de- 
livered in soft, overripe, and moldy condition, requiring sale at 
$2.10, instead of $4 per crate.—lIbid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Arkansas.) In action against railroad 
for negligent delay in interstate apple shipment, caused by hold- 
ing it after diversion order because through rate could not be 
obtained, instruction that, if plaintiff’s agent requested defendant 
to divert shipment, saving through rate, if possible, delay was 
jusified, held erroneous, where testimony showed unconditional 
diversion order.—H. Rouw Co. vs. Kansas City Southern Ry. 
Co., 288 S. W. Rep. 900. 

Damage for unreasonable delay in transportation of goods 
is difference between market value thereof at time and place 
when and where they should have been delivered and value when 
they were delivered, with interest.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West PuSlishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Second Circuit.) Under section 
1, subd. 4, and section 6, subd. 1, interstate commerce act, as 
amended (Comp. St., secs. 8563, 8569), it was carrier’s duty, im- 
mediately on shipper’s request for transportation between points 
on carrier’s line, respecting which there was no published tariff, 
to publish a rate, and shipper was entitled to recover excess 
freight paid because of shipment over longer route.—Swift & 
Co. vs. New York Cent. R. Co. et al., 16 Fed. (2d) Rep. 17. 

Where judgment dismissing complaint in action on repara- 
tion award of Interstate Commerce Commission is reversed for 
new trial, application for attorney’s fees must be made to trial 
court on new trial.—Ibid. 

(District Court, N. D., Oklahoma.) Reparation award of 
Interstate Commerce Commission, reciting that conclusions in 
other cases as to maximum ton-mile rates must be affirmed, 
held adequate finding of maximum rate, as required by act to 
regulate commerce, sec. 1 (Comp. St. secs. 8563), and not a 
finding of prejudice or perference under section 3 (Comp. St. 
sec. 8565), which Commission had no authority to make, under 
Federal Control Act, sec. 10 (Comp. St. sec. 3115%j), notwith- 
standing recital that rates were “relatively unreasonable.”— 
World Pub. Co. vs. Davis, agent; Tulsa Paper Co. vs. Same; 
Democrat Printing Co. vs. Same, 16 Fed. (2d) Rep. 130. 

Where Director-General made no objection to claims for 
reparation respecting shipments made after hearing before Inter- 
state Commerce Commission, contained in statements made un- 
der Rules of Practice, rule 5, but certified statement as correct, 
he could not claim Commission’s award was void as to such 
shipments.—Ibid. 

Charging of unreasonable through rate is joint tort, and car- 
riers participating therein are jointly and severally liable for dam- 
ages sustained, though other carriers also liable were not-made 
parties to proceeding.—lIbid. 

Objection that one of places of origin involved was not 
named in complaint, nor in Interstate Commerce Commission’s 
reports, and that reparation order was therefore void as to it, 
could not be sustained, where shipments from such point were 
oa in statement made under Rules of Practice, rule 5.— 
Ibid. . 

Under federal control act (Comp. St., secs. 3115%a-3115%p), 
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SERVICE. 


Relation of the Erie Railroad to Chicago 


It has freight house and team track facilities at: 


fol 


14th and Clark Streets Auburn Park, Ill. (68th St., Chicago) 
Webster Avenue and Chicago River Burnhan, Illinois 

Erie and Kingsbury Streets Dolton, Illinois 

23rd Street and Archer Avenue Kensington, Ill. (92nd St., Chicago) 
Englewood, Ill. (63rd St., Chicago) Hammond, Indiana 


A new modern automobile platform with capacity of eight cars has been -constructed and 
is now in use at 23rd Street and Archer Avenue. All conveniences and facilities for the proper 
handling of automobiles and trucks have been provided. 

More than 200 additional public freight delivery and receiving tracks and stations in the 
Chicago District are available for its use. 

Through reciprocal switching arrangements it serves all industries having private side tracks. 

It makes direct connection with the Chicago Warehouse and Terminal Company, operating 
under the Chicago streets a subway 65 miles in length serving many industries. 

It makes direct connection at its 18th Street Yards with the Merchants Lighterage Company, 
operating on the Chicago River. 

It is the only eastern railroad maintaining its own stations on the north side of Chicago. 
Cars are handled between its 18th Street Yard, Erie Street Station, Webster Avenue Station and 
North Pier Terminal by car float same day of arrival in Chicago and forwarded from these stations 
same day loaded, effecting a saving in time of twenty-four hours or more. 

Through the operation of its three different yards located at Hammond, Indiana; 51st Street, 


Chicago; and 18th Street, Chicago, best of service is maintained between all belt lines and rail- 
roads in the Chicago District. 





THE ERIE RAILROAD MAINTAINS THE FOLLOWING FREIGHT TRAFFIC AG 






















AKRON, 0., W. R. Busenbark, G.A. BUF , E. M. Kain, G.F.A. DETROIT, MICH., F. B. Dowle, LOU! 
ALBANY, N. Y., Allan Barr, G.A. CHIcAGe. TLL ‘J. G. Hill, G.F.A. EAST BUFFALO, N MAR 
ATLANTA, GA., 8. 8. Torrey, G.A. CINCINNATI, ©., C. P. Morse, G.F. & P.A. ELMIRA, N. Y., A. MEA 
BALTIMORE, MD., R. A. Miller, G.A. CLEVELAND, 0., L. H. Geller, G.F.A. HUNTINGTON, IND., J. MEM 
BIRMINGHAM, ALA., W. K. Vandiver, G. Fea COLUMBUS, 0., T. J. Williamson, G.A. INDIANAPOLIS, IND., 0. MIL\ 
BOSTON. MASS., E. B. ty ht N.E.F. & P DALLAS, TEX., T. J. Martin, G.A. JAMESTOWN, N. Y., J. A. MIN! 

DFORD, PA., J. C. Moffatt, D.F.A. DAYTON, O., C. L. Farrell, D.F.A. KANSAS CITY, MO., E. j= a 
BROOKLYN, N. ¥., C. E. Seymour, C.F.A. DES MOINES, IA., G. F. Daniels, G.A. LOS ANGELES, CAL., L. A. Dwel EW 
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FACILITIES 





Relation of the Erie Railroad to the New York Harbor District 


It has freight stations for the receipt and delivery of carload and less carload freight at the 


following locations: 
BROOKLYN, N. Y. LONG ISLAND CITY, N. Y. 
Pidgeon Street 


Atlantic Terminal 


Baltic Terminal Queensboro Terminal 

Brooklyn Eastern District Terminal NEW YORK, N. Y. 

Bush Terminal Railroad Beach Street 

Bush Docks and Independent Stores Duane Street 

Fulton Terminal Greenwich Street 

United States Navy Yard Harlem Terminal 

Wallabout Leroy-West Streets 
HOBOKEN, N. J. West Street-Chambers Street 

Erie Railroad Deliveries ak Na River 


Hoboken Manufacturers’ R. R. Co. 
JERSEY CITY, N. J. EDGEWATER, N. J. 


. EDGEWATER DOCKS, N. J. 
Jersey City . : 
Jersey City Terminal WEEHAWKEN, N. J. : 
Long Dock WEEHAWKEN LIVE POULTRY YARD 


It has a large grain elevator located on the waterfront at Jersey City, having a capacity of 
1,500,000 bushels. Grain is loaded direct from elevator to ocean vessels at rate of 125,000 bushels per 
hour ‘and to harbor barges at rate of 100,000 bushels per hour; both operations at same time. 

It maintains modern piers in New York Harbor and is constantly adding new facilities. Pier C, 
Weehawken, N. J., is 826 feet long, 100 feet wide and two stories high. Has eight electric elevators 
and two railroad tracks running entire length of pier accommodating 40 cars. 

It has ample warehouse space for the storage and handling of import and export traffic and 
unlimited ground storage. 

; Its marine or floating equipment is maintained in a high state of efficiency assuring unexcelled 
lighterage and car float service. 








. 
> A ALL UPON THE ONE NEAREST YOU FOR ANY INFORMATION DESIRED 
ROCHESTER, N. Y., B. C. Wedd, D.F.A. 
LOUISVILLE, KY., T. Lengmiller, G.A. NEW ORLEANS, 1 LA. D. C. Kelsey, G-A. SAN FRANCISCO, CAL., J. A. Lloyd, G.A. 
MARION, 0., A. R. Tennis, D.F.A. NEW YORK, N. R. Wheeler, G.E.F SCRANTON, PA., T. E. McAndrews, D.F.A. 
MEADVILLE, PA., E. W. Vail, D.F.A. OKLAHOMA ciry, OKLA., A. W. Mitchell, ‘GA. SEATTLE, WASH., H. J. Steeple, G.A. 
MEMPHIS, ‘Tenn., E. L. Parr, G.A. OMAHA, NEB., N. C. Fric k, G.A. ST. LOUIS, MO., B. A. Rockwell, G.A. 
MILWAUKEE, WIS., C. E. King, G.A. PATERSON, N. 3. . D. Hartnett, D.F.A. ST. PAUL, MINN., C. R. Petry, G.A. 
MINNEAPOLIS, MINN., W. EB. Sibley, G.A. PEORIA, ILL., W. P. Kromphardt, G.A. TOLEDO, 0., C. Morrison, GA. 
NEWARK, N. J., H. B. R. Potter, G.A. PHILADELPHIA. PA. H. T. Young, G.A. TORONTO, ONT., E. M. Snell, G.A. 
EW HAVEN, CONN., W. J. Murray, G.A. PITTSBURGH, PA., D. L. Wells, G.A. YOUNGSTOWN, 0., J. J. Foley, D.F.A. 
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claim for reparation is enforceable against Director-General of 
Railroads, as against contention that he is branch of government 
and not liable, and that he cannot advance funds due from 
another.—Ibid. 

Under federal control act (Comp. St., secs. 31153%4a-3115%p), 
interest allowed on reparation award by Interstate Commerce 
Commission is enforceable against Director-General of Railroads, 
—Ibid. 

Claim for attorney’s fees, first set up in amendment to peti- 
tion in action to enforce reparation award of Interstate Com- 
merce Commission, does not set up new cause of action, barred 
by limitation.—Ibid. 

In action to enforce reparation award, Director-General of 
Railroads may be held liable for attorney’s fees and costs, under 
interstate commerce act, sec. 16 (Comp. St., sec. 8584).—Ibid. 

Taxation of costs and reasonable attorney’s fees under inter- 
state commerce act, sec. 16 (Comp. St., sec. 8584), in favor of 
plaintiff suing to enforce reparation award of Interstate Com- 
merce Commission, should not be made until judgment becomes 
final.—Ibid. 

Director-General of Railroads, by filing answers and other 
pleadings in actions to enforce reparation awards of Interstate 
Commerce Commission, made general appearance and cases were 
properly before court, notwithstanding defective service of proc- 
ess on him.—Ibid. 

General appearance of Director-General of Railroads in 
actions to enforce reparation awards of Interstate Commerce 
Commission constituted general appearance as to all carriers 
involved, and could not_ be limited by him to certain carriers.— 
Ibid. 

(Circuit Court of Appeals, Eighth Circuit.) Under joint 
through rates legally established between Canadian and Ameri- 
can railroads on international shipments, the rates being ex- 
pressed in dollars and to be divided on a percentage basis, and 
the carriers having the right to demand or to refuse prepayment, 
at a time when the exchange value of the Canadian dollar was 
less than that of the American dollar, and constantly fluctuating, 
the carriers held to have the right to require all payments to 
be made in the United States and in American dollars.—Wash- 
burn-Crosby Co. vs. Northern Pac. Ry. Co., 16 Fed. (2d) Rep. 76. 

(Supreme Court of Minnesota.) Motor vehicles, owned and 
used by corporations, paying a gross earnings tax, in the opera- 
tion of their business, are not subject to the tax imposed by 
Gen. St. 1923, secs. 2672-2720.—American Ry. Express Co. vs. 
Holm, Secretary of State, 211 N. W. Rep. 467. 

(Court of Appeals of Kentucky.) Automobile transportation 
company, having complied with provisions of Acts 1926, c. 112, 
and being subject to duties imposed therein, are rendering a 
“public service,” within Const., sec. 3, forbidding granting of 
emoluments or privileges except in consideration of public serv- 
ice.—Harrison et al. vs. Big Four Bus Lines, 288 S. W. Rep. 1049. 

The state, under its police power, has a right to prohibit 
use of highways for private business, or to grant right to one 
and refuse it to another.—Ibid. 

Including motor vehicles with carrying capacity of five 
passengers or less within regulations of Acts 1926, c. 112, rela- 
tive to transporting passengers for hire, held within legislative 
power.—Ibid. 

Acts 1926, c. 112, sec. 21-a, regulating operation of motor 
vehicles for hire as to casual trips, held valid exercise of legis- 
lative power.—Ibid. 

(Court of Civil Appeals of Texas, Waco.) City cannot 
require license fee of $40 per year from driver of service car, in 
view of Rev. St. 1925, arts. 6677-6679, 6687, 6698.—City of Waco 
vs. Grimes et al., 288 S. W. 1113.°. 

(Court of Appeals of Kentucky.) Evidence held sufficient to 
sustain finding of existence of contract lien of company storing 
tank cars.—Pennsylvania R. Co. vs. Kentucky Public Elevator 
Co., 288 S. W. Rep. 1024. 

Question whether contract ion storage of tank cars by ele- 
vator company, giving it a lien for storage, was ultra vires, 
might not be raised by one becoming unsecured creditor many 
years later, especially where cars were not fit for transporta- 
tion and storage was cheaper than demurrage.—Ibid. 


VACANCY ON COMMISSION 


A number of recommendations had been received by Presi- 
dent Coolidge with respect to the vacancy on the Commission, 
it was said at the White House on behalf of the President, late 
February 4. At that time, it was said, the President had come 
to no conclusion in the matter. . 

Representative Sanders, of Texas, has recommended to the 
President the appointment of Clarence E. Gilmore, chairman 
of the Texas Railroad Commission. It is understood that a 
movement also is under way favoring the selection of H. G. 
Taylor, of the Nebraska State Railway Commission. 

The name of Ezra B. Brainerd, of Muskogee, Okla., has been 
placed before President Coolidge for consideration in connection 
with the vacancy on the Commission. Mr. Brainerd, who is an 
attorney, is a native of Vermont. He has been in Oklahoma 
for 23 years. 

President Coolidge has been urged to appoint Representative 
Frank H. Funk, of Illinois, as a member of the Commission. 
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Mr. Funk’s term as representative will expire March 4. He was 
a member of the Illinois state commission for seven years before 
becoming a representative in Congress. It is understood that 
practically all the last ten presidents of the National Association 
of Railroad and Utilities Commissioners have indorsed Mr. Funk 
for the place, as well as a number of farm organizations, the 
Illinois Federation of Labor, the members of the Republican 
delegation in Congress from Illinois, the president of the Illinois 
Bankers’ Association, and the governor and lieutenant-governor 
of Illinois. 


REORGANIZATION OF I. C. C. 


Representative Garber, of Oklahoma, a member of the House 
committee on interstate and foreign commerce, under extension 
of remarks in the Congressional Record of February 7, discussed 
what he characterized as “A Practical Program for Agricultural 
Relief—Regional Commissions for the Administration of the 
Transportation Act.” Mr. Garber said the first thing that should 
be done to relieve the farmer was the enactment of such legisla- 
tion as would obtain at the earliest possible moment “an entire 
overhauling of the rate structure and a revision and readjust- 
ment of freight rates, which are a recognized burden upon agri- 
culture, both to the producer and the consumer.” He said that 
that had never been done. 

“The (rate) structure has been waterlogged with the prin- 
ciple of ‘all the traffic will bear,’ with preferentials, discrimina- 
tions, and rates that are unreasonable between points and 
commodities, of rates fixed by shippers and carriers, automatic 
accumulations without hearing or investigation,” said he. 

Reference was made by Mr. Garber to the Hoch-Smith rate 
revision resolution, but he argued that the Commission was so 
overburdened with work that it would take years to complete 
the investigations under that resolution. He said the need for 
additional machinery for “this important work is so apparent 
that it requires no argument in its support.” He said the solu- 
tion of the problem was the creation of regional commissions. 
Mr. Garber referred to a bill (H. R. 7092) providing for regional 
commissions that he introduced some time ago. He said he 
would introduce a similar bill at the next session of Congress 
and insist upon its consideration, “as it is only a question of 
time when its necessity and workability will be generally rec- 
ognized and its enactment demanded.” 


1. C. LAW AND DECISIONS 


Senator Curtis, of Kansas, has withdrawn the motion en- 
tered by him to reconsider the vote by which the Senate agreed 
to the Hawes resolution requesting the Commission to prepare 
a manuscript covering the text of the various acts administered 
by it, annotated with digests of decisions, and indexed. At the 
time he entered the motion, Senator Curtis said it was estimated 
that it would cost $50,000 to print such a document. Senator 
Hawes said the result of the withdrawal of the Curtis motion 
was that the Commission would be required to prepare the 
manuscript as directed by the resolution. The Commission, it 
was understood, made a complaint about being required to make 
such a compilation, and thereafter Senator Curtis entered the 
motion to reconsider. The senator made no eplanation of his 
withdrawal of the motion. 


LUMBER SHIPMENTS 


Increases in production, shipments and new business were 
noted in telegraphic reports received by the National Lumber 
Manufacturers’ Association February 10, from 327 comparably 
reporting softwood mills, for the week ended February 5. -° In 
comparison with reports for the same period a year ago, how- 
ever, there were decreases in all. three items—decreases that 
cannot be accounted for by the fewer mills reporting this year. 

Reports received from 124 comparably reporting hardwood 
mills show little current change in new_ business and production, 
but shipments gained heavily. When compared with reports 
for the same period last year, production and shipments are 
about the same, with a considerable reduction in orders. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and ‘two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Preceding 
Past Week Corresponding Week, 1927 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
(Revised) 
BS. bite kcreaneeoen 314 124 339 122 308 111 
Production ..... 173,615 19,950 215,027 20,211 161,041 18,172 
Shipments ..... 174, "653 20,3438 212,191 21,440 162. 650 15,799 


Orders 


(New Bus.) 186,198 23,041 217,306 26,869 


The following revised figures compare the lumber move- 
ment of the same regional associations for the first five weeks 
of 1927 with the same period of 1926: 


168,405 21,053 


Production Shipments Orders 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
BE. aie Canicterew ee 881,862 127,731 869,864 120,726 956,566 130,224 
i a ee 980,937 114,721 1,028,258 114,515 1,107,186 126,213 
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Perishable Protective Services 


Third of a Series of Eight Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


There is a popular notion that the railroads render specially 
expedited train service in connection with perishable freight 
traffic and that the carriers guarantee certain schedules of 
movement in connection with this traffic. This impression, 
doubtless, is based on the fact that cars containing perishable 
freight under refrigeration, ventilation, or heating service are 
usually carried on fast symbol or preference freight trains. 
Also, claims are filed against carriers in connection with perish- 
ables for loss or damage due to delay in reaching markets in 
reasonable time so that the goods are spoiled or the owners of 
the freight who have suffered losses because of the decline in 
prices of the goods between the time they should reasonably 
have arrived at destination and the time that the cars were 
actually delivered. 

It is true that the carriers, for obvious reasons, bend every 
effort to expedite the movement of perishable fruits, vegetables, 
and other commodities peculiarly susceptible to spoilage, carry- 
ing the cars containing such goods on fast freight trains so as 
to get them to market as rapidly as possible. The carriers, 
moreover, are liable for loss or damage for failure to transport 
perishable traffic with reasonable despatch. It is equally true 
that carriers are liable for transport of other commodities, non- 
perishable as well as perishable, with reasonable promptness. 

Perishable freight, like all other goods, is transported in 
domestic interstate commerce under the terms and conditions 
of the uniform domestic bill of lading, prescribed by the Com- 
mission and adopted by the carriers March 15, 1922. Section 2, 
paragraph A, of this contract, provides that carriers are not 
bound to transport the property covered by the bill by any par- 
ticular train or vessel, or in time for any particular market, or 
otherwise than with reasonable despatch. The right is re- 
served, further, to forward the property, in case of physical 
necessity, by any carrier or route between the point of origin 
and final destination. 

Rule No. 65, of the Perishable Protective Tariff, reaffirms 
the status of the carriers’ liability for forwarding perishable 
commodities in the following terms: 


No carrier is bound to transport the property by any particular 
train or vessel or in time for any particular market or otherwise 
than with reasonable despatch. 


Agents of the carriers are not authorized to sign any bill of 
lading containing a guarantee to deliver goods at any specified 
time. 

What is reasonable despatch is a question of fact to be 
determined by the normal running schedules of the carriers, the 
time of year, the state of operating conditions on the roads in- 
volved, and other factors applicable to particular cases. The 
rights of the shippers and the obligations of the carriers in con- 
nection with reasonable despatch in transportation are deter- 
mined by conditions that exist at the time shipments are made 
and what the carriers may reasonably be expected to do in view 
of the conditions that exist, the nature of the freight, and the 
requirements of the particular cases. Shippers and carriers have 
certain standards of service that must inevitably be used to 
measure the reasonableness of the despatch. 


Transfer of Loads 


When shippers load perishable freight in carload quantities 
into box cars or into other types of cars and, later, the ship- 
ments must be transferred by the carriers, at the request of ship- 
pers, consignees, or owners, into refrigerator or other sorts of 
cars to protect the goods against heat or cold, a charge of $5 
is made for transferring the contents of each car. The charge 
is added to the billing covering each shipment and is collected 
from the consignees together with all other charges due at desti- 
nation. The fee accrues to the carrier on whose rails the trans- 
fer service is performed, the delivering carrier collecting the 
charge for the account of the road that performs the service. 

The transfer charge, or $5 a car, is provided for all transfers 
made at points within the United States by the perishable pro- 
tective tariff. An exception to the rule providing for this 
transfer charge imposes a charge of $10 for such transfers 
when made at points within the Dominion of Canada.” 

The transfer charges are in addition to any charges for 
the use of refrigerator or other fully insulated cars used for the 
transportation of the goods beyond the points at which the 
transfers are made. Such charges are set forth in the properly 
applicable tariffs of the carriers. 


1Agent R. C. Dearborn’s Perishable Protective Tariff No. 3, I. 
C. C. No. 2, Rule No. 65. 
*Rule No. 90. 


In cases where the bulkheads of cars are lined with paper 
by the shippers to protect perishable goods and, after the ship- 
ments have been put in transit, the shippers, consignees, or 
owners of the freight request that the goods be placed under 
standard ventilation or other protective service, when such 
changes are authorized by the perishable protective tariff, it has 
been stated in a previous connection that a charge of $5 a car 
is made, if the changes necessitate the transfer of the ladings 
from the lined cars to the other cars. This service charge is 
an extra charge to be added to any other charges for the trans- 
portation, perishable protective services, or special services pro- 
vided for in the lawfully applicable tariffs of the carriers. This 
transfer charge also accrues to the carrier performing the 
service.® 


Diversions and Reconsignments of Perishable Freight 


Diversions and reconsignments of perishables are made 
very freely. In fact, many shipments of this sort are consigned 
to hold points to be redirected there to final destinations or the 
routes. The destinations of cars are changed as the goods are 
sold and resold while the cars are in transit. Diversion or recon- 
signment orders changing the destinations of shipments of per- 
ishables must include definite instructions, in writing, as to the 
refrigeration, ventilation, or other protective services to be 
given the shipments beyond the diversion or reconsignment 
points. No changes from one class of protective service to 
another are permitted, however, except the changes that are 
specifically authorized by the provisions of the perishable pro- 
tective tariff, its supplements and reissues. 

The instructions must be in writing on the billing accom- 
panying the freight and previous instructions cancelled. The 
billing must be endorsed so as to show the cancellation of the 
old and the acceptance of the new instructions. 

If the shippers’ instructions regarding the protective service 
to be given shipments beyond the diversion or reconsignment 
points involve transfers of the ladings of the cars, instructions 
to perform the transfers must be given. 


Sampling and Inspection 


Railroads that furnish protective services for perishable 
freight do not guarantee or undertake to overcome the in- 
herent tendencies of perishable commodities to decay or de- 
teriorate. The carriers merely strive to retard the deterioration 


.or decay, in so far as such retardation may be accomplished 


through the use of reasonably efficient protective service. The 
kind and extent of the protective service is determined by the 
shippers. The railroad carriers seek to perform the services 
selected by shippers without negligence on their part. 

Shipments of perishable freight accepted for movement by 
the carriers under the terms and conditions of the perishable 
protective tariff are transported subject to such terms and con- 
ditions and according to the election of the character and inci- 
dental features of the services provided for in the tariff made 
by shippers. It is the duty of the carriers to furnish reasonable 
protective service without negligence on their part, of the kind 
and extent directed by the shippers. 

The carriers are not liable for losses or damages that may 
occur because of any acts of shippers, or because the directions 
of the shippers regarding the services to be performed are 
incomplete, inadequate or ill-conceived. 

The sampling or inspection of shipments of perishable 
freight is governed by a special rule of the perishable protective 
tariff that provides that, if the original packages or stowing or 
bracing of the freight are disturbed by the sampling or inspec- 
tion, the parties responsible must at their expense re-cooper 
the packages, re-stow, re-ship and re-brace the lading in the 
original condition and remove all refuse from the car. Ship- 
ments do not get reconsigning or stopover privileges, in cases 
where authorized to receive such privileges, unless the goods in 
the cars have been placed. in condition for transportation, as 
specified above, after the contents of cars Lave been Sampled 
or inspected.* 


Transportation of Caretakers 


One man in charge of each consignment of bananas in 
straight carloads—or mixed carloads of bananas and cocoanuts, 
one caretaker to five cars—gets free transportation. This privi- 
lege is extended at any time of the year and applies for the 
entire length of the trips or for any portion of the journeys 


~~ sRule No. 76, See Article No. 2 of the 
‘Rule No. 100, see also Rules Nos. 180 yen 135 governing the 
liability of carriers for condition of 
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between the points from and to which the shipments move. 
Different caretakers may accompany the same assignment over 
different portions of the route or one attendant may travel the 
whole route over which the shipment moves, at the option of 
the shippers. 

Caretakers are required to execute releases relieving the 
carriers of liability for injury, using the forms provided for that 
purpose by the carriers over whose lines they travel. A typical 
attendants’ contract is shown in Form No. 1. 


Caretakers or attendants in charge are required to travel 
in the cabooses of trains that carry the shipment they are 
attending, while the trains are in motion. It is not permissible 
to transport caretakers on passenger trains that either precede 
or follow the freight trains containing the shipments of which 
they are in charge. Free return transportation is given to care- 
takers who have traveled with such shipments. The return 
trips must begin within thirty days after the termination of the 
attendants’ services as caretakers. Return trips must be taken 
over the same routes as those traversed by the shipments which 
the caretakers attended. When the shipments are handled 
through the media of belt lines or terminal roads that form 
parts of through routes, over which lines there is no regular 
passenger train service, the return transportation furnished 
caretakers is good from and to the passenger terminals of the 
lines that have transportation service in connection with the 
movement of the shipments of freight which the caretakers 
attended. 


Exceptions are made to this general rule in the cases of 
attendants in charge of shipments of carloads of bananas that 
move under artificial heat. These movements are governed by 
special rules applying to protective service against cold to be 
discussed later. Also, the transportation and return of care- 
takers between points in the New England states is governed 
by the individual tariffs of the carriers in effect in that terri- 
tory. Return transportation, moreover, is not given within the 
Dominion of Canada to caretakers in charge of shipments 
destined to Canadian points, except as specifically provided in 
the tariffs of individual carriers applicable to Canadian traffic. 


The carriers do not transmit messages over their own aele- 
graph or telephone wires nor assume the expense of transmitting 
messages over commercial lines, containing shippers’ instruc- 
tions to the caretakers.in charge of their perishable freight 
shipments. If shippers wish to give instructions in connection 
with shipments in transit, the instructions must be filed with 
the agents of the originating carriers for transmission to the 
proper agents or representatives of the carriers. 


Carload shipments of bananas, cocoanuts, or pineapples are 
not iced, re-iced, ventilated, or do not get other perishable protec- 
tive service against heat or cold without specific instructions as 
to the nature and extent of the services from shippers, owners. 
or caretakers in charge of the shipments. The protective serv- 
ices furnished for bananas, cocoanuts, and pineapples are gov- 
erned by the instructions of the shippers contained on the bill- 
ing accompanying the shipments, subject to contrary instruc- 
tions from the caretakers. 

The final instructions of the caretakers when they abandon 
the cars are given to the agents of the carriers in writing and 
“are attached to the waybills that accompany the cars to their 
ultimate destinations. In the absence of caretakers in charge 
of shipments, or if the attendants abandon the cars without 
giving necessary instructions, the shipments are subject to 
such instructions as may be given by the owners of the property. 


Disinfection of Cars 


The regulations of federal, state, or municipal governments 
sometimes require that the cars used for perishable freight be 
fumigated after the goods are unloaded. In such cases, the 
consignees must attend to disinfection at their own expense. 
If the service is performed at destination by the delivering 
carrier a charge of $2.50 a car is made for the service. The 
charge is collected from the consignee and accrues to the car- 
rier performing the service as a sepafate extra service charge. 


emo 
ee 


Storage in Transit 


When shipments of perishable commodities are stored in 
transit at the orders of shippers, owners, or consignees, the 
charges for the protective service from the points of origin to 
the storage points and from the storage points to destinations 
in effect to and from such points at the time the respective 
shipments are made, are the charges assessed. The through 
charges for protective service from the points of origin to ulti- 
mate destinations via the storage points are not protected, even 
though the through transportation rates between such points 
may be protected for the transportation service. When ship- 
ments are reforwarded the shippers, owners, or consignees must 
specify the class of protective service to be given from the 
points of storage. Any charges assessed by individual tariffs for 
the use of refrigerator or other fully insulated cars are applied 
as of the dates of movement into and out of the storage points. 
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Mixed Shipments and Shipments in Bond 

When two or more different commodities requiring different 
kinds of protective services are loaded into the same car, the 
shipper must elect the character of protective service that he 
wishes given to the goods. 

On carload shipments of perishable goods moving in bond 
for U. S. Customs, the carriers do not accept instructions to 
render protective services when the furnishing of the service 
necessitates the breaking of government seals in violation of 
the regulations of the U. S. Treasury Department. This pro- 
vision applies to carload shipments of perishable commodities 
moving under carriers’ protective service against cold, refrigera- 
tion service, and ventilation service. 

The provisions of the perishable protective tariff discussed 
in Articles Nos. I, II and III, are the general rules and regula- 
tions that apply to all forms of perishable protective service 
except as specifically provided in the special rules and regula- 
tions pertaining to the different forms of protective service. 
These rules and regulations will be discussed later in connection 
with stated refrigeration, the replenishing of ice and salt, icing 
and reicing, protective services against cold, and the protection 
of perishable freight in less than carload lots. 

Form No. 1 





PERISHABLE FREIGHT ATTENDANTS’ CONTRACT 
wpisieiverpeneeee se 4s ee eaele Station 
ee Preteens 66-40'0'09.66eaeg Oe 

In consideration of the carriage of the undersigned upon 

a freight train or vessel in charge of shipments of commodities 
mentioned in the contract of transportation of which this is 
a part, each of the undersigned severally hereby voluntarily 
assumes all risk of accident or damage to his person or prop- 
erty, and hereby releases and discharges each and-every car- 
rier from every claim, liability or demand of any kind for 
or on account of any personal injury or damage of any kind 
sustained by him, unless caused by the negligence of such 
carrier or any of its employes; and agrees that whenever he 
shall leave the caboose and pass over or along the cars or 
track he will do so at his own risk of personal injury, except 
where the negligence of the carrier proximately contributes 
thereto, and that no carrier shall be required to start or stop 
its train or caboose cars at or from the depot or platforms, 
or to furnish light for his accommodation or safety. 


COCO Pee e eee EEE HEHEHE EH EEE 


ee ee 


(Witness) 


(Signatures of attendants) 





REIMBURSEMENT OF DEFICITS 


Twenty-seven short line railroads have filed petitions with 
the Commission asking for reopening of proceedings in their 
cases under section 204 of the transportation act for reimburse- 
ment of deficits incurred by them in the part of federal control 
of railroads, in which the Commission held that the lines were 
under federal control and therefore were not entitled to reim- 
bursement of deficits for that period. 

The cases involve lines about which there has been a dis- 
pute as to whether or not they were taken over by the govern- 
ment at the beginning of federal control and that were relin- 
quished from federal control by order of the Director-General of 
Railroads in June, 1918. 

The petitioners referred to the Commission’s decision in 
Deficit Settlement with Marion & Rye Valley, 76 I. C. C. 287, 
wherein it was held that the company was under federal control 
in the period from January 1, 1918, to June 30, 1918, and was 
not entitled to the benefits of section 204 for that period. The 
Marion & Rye Valley sought to recover from the Director-General 
for the use of its property in the first six months of federal 
control. The Director-General rejected the claim on the ground 
that the road was not taken into federal control. The company 
then obtained appointment of a board of referees that decided 
the road was in federal control and was entitled to compensa- 
tion. The case went to the courts. The Supreme Court of the 
United States affirmed a decision of the Court of Claims sustain- 
ing the position of the Director-General. 

The petitioners say that they occupied, with reference to 
the use and operation of their properties during approximately 
the first six months of 1918, a status substantially the same as 
that of the Marion & Rye Valley; that they sustained deficits 
in that period, and that the Commission should find that they 
are entitled to reimbursement under section 204 for the period 
in question. ; 

The petitioning short lines follow: Fort Smith, Subiaco & 
Rock Island; Indiana Northern; La Salle & Bureau County; Mt. 
Jewett, Kinzua & Riterville; Prescott & Northwestern; Silverton 
Northern; Western Alleghany; Woodworth & Louisiana Central; 
Bloomsburg & Sullivan; Central West Virginia & Southern: 
Chesapeake Western; Colorado & South Eastern; Coudersport 
& Port Allegany; Fernwood, Columbia & Gulf; Flint River & 
Northeastern; Louisiana & Pacific; Live Oak, Perry & Gulf; 
South Brooklyn; Wyoming; Arizona & Swansea; Santa Maria 
Valley; Nevada County Narrow Gauge; Lake Champlain & 
Moriah; Pittsburgh & Susquehanna; California, Shasta & East- 
ern; Delaware Valley; and Quincy Railroad. 

The petitioners ask for reopening, for a hearing and for 
oral argument. 
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February 12, 1927 


OCEAN RATES TREND UPWARD 


The Traffic World New York Bureau 


Greater activity in the full cargo trades was noticed in the 
last week, due to slight concessions on the part of both ship- 
pers and shipowners which enabled them to come to terms on 
fixtures. Grain business showed some declines, but these were 
more than offset by the larger volume of trade in oil, cotton, 
nitrate, coal, sugar and seasonal traffic. Brokers were inclined 
to believe that more interest would be demonstrated in grain 
during the current week. 

In the grain market 18 loads were placed from the Gulf to 
Antwerp at 18 cents a 100 pounds, and a smaller volume to 
United Kingdom ports at 2s 6d per quarter of 380 pounds. The 
prospect of large rail receipts at St. John from Manitoba re- 
sulted in a revival of interest in grain space from the Canadian 
port. More activity is also expected from the Gulf. 

Rates were somewhat firmer in the coal trade, with a fix- 
ture from Hampton Roads to Rio de Janiero at $4.35 a ton, and 
ca with part cargo from Hampton Roads to Rosario at 

4.40. 

The new intercoastal rates are now being discussed and it 
is expected that changes in the tariffs will be made public 
soon. New rates will be announced shortly, effective February 
15, from New York and Boston to Havana. The intercoastal 
lines have discontinued quotations on through rates from Pacific 
ports to Porto Rico on bulk commodities, such as rice, beans, 
canned goods and dried fruits. 

The following changes in rates are announced by the steam- 
ship conferences: 

Trans-Atlantic, Great Britain and Ireland.—Changes: Elec- 
trical platform trucks now take rate of 50 cents per cubic foot 
or 90 cents per 100 pounds; salted peanuts and dog biscuit, in 
bags or cases, $1.00 per 100 pounds; gold specie (including bank 
delivery in London), in lots up to one million dollars or over, 
now three-fourths of one per cent ad valorem; same in lots 
less than one million dollars, the ocean freight rate is now 
one-half of one per cent ad valorem. Rubber belting now 60 
cents per cubic foot or $1.00 per 100 pounds; asphalt, in bags, 
drums or barrels, now 40 cents per 100 pounds, except that 
conference contracts may be taken out at a lesser figure over 
a period of a year, the only requirement being that the shipper 
guarantee to ship all of his asphalt to British and Irish ports 
over lines which are members of the Conference; beans and 
peas, in bulk (minimum 500 tons per ship), now 25 cents per 
100 pounds; blotting paper and writing paper, latter not over 
value of 84% cents per pound ec. i. f. price, now 75 cents per 100 
pounds; batteries now take general cargo rates of 50 cents per 
cubic foot or 90 cents per 100 pounds; corn sugar and coal 
briquettes now 40 cents per 100 pounds; raw sugar, including 
cane sugar, will take open rates until April 30; cardboard, on 
reels, now 90 cents per 100 pounds, while alfalfa meal is 35 
cents per 100 pounds. 

Trans-Atlantic-Continental Conferences.—Changes: Cotton- 
seed oil from Gulf ports will be to Amsterdam, Antwerp, Rot- 
terdam, Hamburg and Bremen 47% cents per 100 pounds until 
May 31; cottonseed oil cake $6.00 per 2,240 pounds over same 
period to the five ports mentioned. The following rates will 
apply to the five ports over the periods as described: Rice bran 
and rice polish during February, March and April, 37% cents; 
clean rice in bags during February, March and April, 32% 
cents; rice hulls or residue ground in bags during February, 
March and April, 32% cents. All of the above rates are per 100 
pounds, except as noted. 


Argentine and Uruguay-River Plate—Changes: Cardboard, 
newspaper, paste, plaster, press and pulp now fourth class, 
which on passenger steamers is $13.50 and $12.00 per ton w/m 
on freighters. The trade name of Beaver Board has been elim- 
inated from this tariff. Common earthenware is now fifth class, 
which on passenger ships is $11.00 and on freighters $10.00 per 
ton of 2,240 pounds or 40 cubic feet. The arbitrary beyond the 
River Plate ports to Asuncion is now established at $16.00 per 
ton of 2,240 pounds or 40 cubic feet, with a minimum charge 
of $15.00 per shipment. 

Brazil-Rio, Santos and Bahia.—Changes: Medicinal min- 
eral oil to Bahia, $23.50; same to Rio, $22.00 on passenger 
ships and $20.00 per ton w/m on freighters; same to Santos, 
$23.00 on passenger ships and $21.00 on freighters. Electrical 
refrigerators now take second class, which is $21.00 per ton 
w/m to Bahia, $19.50 and $17.50 to Rio, $20.50 and $18.50 to 
Santos. These rates apply per ton of 2,240 pounds or 40 cubic 
feet; the higher rates on passenger ships, the lower figures 
obtain on freighters. : 

Venezuela and Guiana.—Changes: Marble dust to La 
Guayra and Porto Cabello was 65 cents per 100 pounds, now 
reduced to 40 cents per 100 pounds; same to Maracaibo was 85 
cents, now 40 cents per 100 pounds; same to Curacao was 65 
cents, now 35 cents per 100 pounds; fertilizer to La Guayra 
and Porto Cabello was 55 cents per 100 pounds, now 40 cents; 
fertilizer to Maracaibo was 55 cents, now 40 cents; fertilizer 
to Curacao was 50 cents, now 35 cents per 100 pounds. 
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Non-conference competition will be the outstanding issue 
before the joint meeting of the Pacific Westbound Conference 
and the North Atlantic Far East Conference, to be held at St. 
Louis, March 14, instead of Hot Springs, Ark., it is stated here. 

The issue revolves around the Kawasaki, which is a mem- 
ber of the North Atlantic Far East Conference, but not a mem- 
ber of the Pacific Westbound Conference, and is charged with 
disregarding conference regulations in trans-Pacific trade. The 
member lines of the Pacific Westbound are said to be prepared 
to force the issue, which will result either in the Kawasaki line 
joining the Pacific Westbound Conference or the termination 
of the present agreement between the North Atlantic Far East 
Conference and the Pacific Westbound Conference. 

Two special meetings of the Pacific Coast-European service 
this week resulted in no action on canned goods and dried 
fruit rates to be effective after August 31, 1927. This matter 
will be considered at a later date. The term over which the 
new rates will be effective, as well as the rates themselves, is 
at issue. 


MERCHANT MARINE BILLS 


Senator Jones, chairman of the Senate commerce committee, 
February 10 introduced two merchant marine bills, one (S. 5668) 
providing for government ownership and operation of the mer- 
chant marine and for replacement of vessels by the government, 
and the other (S.5669) providing for a subsidy under private 
ownership and operation of the merchant marine. 

The senator, in an address in the Senate, said it was his 
firm conclusion that Congress would not provide the aid by 
subsidy or otherwise that would induce private capital and 
energy to give the country a merchant marine in foreign trade. 
He said that, if that were so, then there was but one way by 
which the country could have a merchant marine and that was 
through the government. He said the government must furnish 
the money, build the ships, and, directly or indirectly, operate 
them. That being the only way open, he said, he was in favor 
of adopting it. 

The senator explained that his purpose in introducing the 
bills at this time was that the proposals might be studied before 
the next session of Congress and that action was not expected 
at this session. 


CONSTRUCTION LOAN FUND 


The Senate, by unanimous consent at a night session, Feb- 
ruary 7, passed S. 3896, the bill amending section 11 of the 
merchant marine act of 1920 so as to authorize the Shipping 
Board to increase its ship construction loan fund up to $125,- 
000,000. Senator McKellar, of Tennessee, who had previously 
prevented passage of the bill, withdrew his objection. The 
senator had objected to a declaration in the measure that the 
loan fund would be effective in promoting the policy declared 
in the first section of the merchant marine act of 1920 that the 
American merchant marine should be ultimately owned and 
operated privately by citizens of the United States. He ex- 
pressed the opinion that he did not believe “we will have an 
American merchant marine unless the government operates it.” 
When the bill was reached on the night of February 7, Sen- 
ator McKellar said he had looked into the matter and desired 
to withdraw his objection ‘for the reason that I do not want to 
leave any stone unturned to secure for our people a real Amer- 
ican merchant marine. I think possibly this measure will help 
us in so doing.” The bill authorizes the board to set aside, for 
the construction fund, out of revenues from sales and opera- 
tions, etc., money until the amounts thus set aside, from time 
to time, aggregate $125,000,000. The board is authorized to 
make loans from the fund to citizens of the United States to 
aid them in construction of ships approved by the board. 
Provision for a fund of up to $125,000,000 for this purpose was 
made in the merchant marine act of 1920, but the fund has never 
reached that amount because money that the board wished to 
put in the fund was required to be put in the federal treasury. 
The bill was sent to the House for consideration. 


CONFERENCE AGREEMENTS APPROVED 


The Shipping Board has approved conference agreements 
entered into by the Havana Steamship Conference, and by the 
Gulf-Brazil-River Plate Line, the Strachan Shipping Company 
and the Munson Steamship Line. Both agreements were filed 
with the board in accordance with section 15 of the shipping act. 

The purpose of the Havana conference agreement is to 
promote commerce from north Atlantic ports to the port of 
Havana through cooperation of the carriers operating in that 
trade. The conference inciudes the American and Cuban Steam- 
ship Line, Inc., New York and Cuba Mail Steamship Company, 
the United Fruit Company and the Munson Steamship Line. 
Under the agreement the members are required to observe a 
schedule of rates and charges fixed by the conference upon the 
actual gross weight or measurement of the cargo. Unjust dis- 
crimination, allowance of any discounts, rebates or returns of 
any description, or the payment of freight brokerage are pro- 
hibited by the agreement. A penalty deposit of $10,000 is re- 
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quired of each member and damages for breach of the agree- 
ment are to be liquidated at four times the amount of freight 
moneys or other compensation the parties committing such 
would have received at the tariff rate for the transportation 
of cargo with respect to which the breach takes place. 

The Gulf-Brazil-River Plate Line agreement with the Stra- 
chan and Munson lines provides for quotation of identical 
rates on pine lumber, pickets and timber from Gulf ports of the 
United States to Buenos Aires, Montevideo, Rosario, Conception 
and Bahia Blanca. Tihs particular agreement has been made 
necessary by reason of the fact that the commodities mentioned 
are not controlled by the agreement of the larger River Plate 
conference, according to the board. 


OPERATION OF U. S. LINES 

The Shipping Board has approved a recommendation of the 
Fleet Corporation that a proposal by J. H. Winchester & Com- 
pany, and Gibbs Bros., Inc., to take over operation of the United 
States Lines under a managing agency agreement, be rejected. 
The proposal was made after the offer of the Winchester Com- 
pany and Gibbs Brothers for charter of the United States Lines 
and purchase of the American Merchant Lines had been rejected. 

The Shipping Board has rejected a proposal of W. F. Kenny 
of New York and associates for allocation of the United States 
Lines under a managing operator agreement. Mr. Kenny was 
one of those whose offers for charter of this service and pur- 
chase of the American Merchant Lines was rejected. 


SEEKS OFFER FOR VESSEL 


Bids for the purchase of the steamship American Star will 
be sought by the Emergency Fleet Corporation. The Shipping 
Board has voted to sell the vessel if a suitable offer is made. 
Advertisements for bids will be issued, the bids to be returned 
February 15. The American Star is a steel cargo ship of 7,564 
deadweight tons, completed by the Downey Shipbuilding Com- 
pany in July, 1919. It is equipped with a triple expansion 
engine of 2,250 IHP and 3 Scotch boilers, designed to steam 
about 10144 knots on 29 tons of oil a day. It is now laid up at 
New York. 


MOLASSES CARRIER SOLD 
The Shipping Board has approved the sale of the molasses 
carrier Kishacoquillas to the Dunbar Molasses Company of New 
Orleans for the sum of $135,000. This firm recently purchased 
a sister ship, the Inspector. The vessel is a converted Hog 
Island type tanker of 7,500 deadweight tons, and is at present 
laid up at Mobile. 


RECONDITIONING OF AMERICA 


The Shipping Board has authorized the Fleet Corporation 
to prepare an advertisement for bids for reconditioning of the 
America, the board’s passenger liner that was damaged by fire 
last March. The America is a cabin ship of 22,622 gross tons. 


NEW YORK TOW BOAT RATES 


President Dalton, of the Fleet Corporation, has taken under 
advisement a proposed schedule of rates adopted by the New 
York Tow Boat Exchange. The new schedule represents an 
increase of about 12144 per cent. The matter was brought before 
the Fleet Corporation head because of refusal of the director 
of operations of the corporation to accept the new schedule of 
rates. 


TANKERS FOR SALE 


The Shipping Board has authorized the Fleet Corporation 
to issue advertisements for sale of the tankers Chestnut Hill and 
Brandywine. Offers for purchase of the vessels for steam oper- 
ation and for conversion to Diesel propulsion will be considered. 
The Chestnut Hill and the Brandywine are of 7,028 and 7,047 
deadweight tons, respectively. Both are tied up at Mobile, Ala. 


SHIPPING BOARD LINES SHOW PROFIT 

Chairman O’Connor, of the Shipping Board, February 10 
advised President Coolidge that the Shipping Board freight 
lines were showing a profit, in the sense that the revenues were 
exceeding expenses of operation. The lines are the America 
France Line, the Gulf West Mediterranean Line, the Mississippi 
Valley European Line, the American West African Line, the 
American Premier Line, and the American Scantic Line. The 
chairman said these lines were for sale to private interests. He 
said he expected that the United States Lines, the board’s pas- 
a4 line in the north Atlantic, would be showing a profit by 

y 1, 


LOAD LINE BILL 
At a night session, February 7, the Senate passed, by unani- 
mous consent, S. 5463, a bill providing for the establishment of 
load lines on American vessels in foreign trade. (See Traffic 
World, February 5, p. 370.) Later in the evening, it developed 
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that Senator La Follette, of Wisconsin, who was absent, had 
desired that action on the bill be deferred. On motion of Sen- 
ator Nye, the vote on the bill was reconsidered, and the Dill 
was restored to the calendar for future consideration. Senator 
Jones, of Washington, said he did not know that Senator La 
Follette was opposed to the bill and that he was perfectly willing 
that the bill shoul4 be reconsidered. 


AMERICAN-HAWAIIAN BUYS SHIPS 


The American-Hawaiian Steamship Company announces 
having purchased the S.S. “Kermit” and S.S. “Montpelier” from 
the American Ship and Commerce Company to augment its fleet 
of 21 ships now operating between the Atlantic and the Pacific 
through the Panama Canal. These ships will be renamed 
“Nevadan” and “Nebraskan.” Their dead weight capacity is 
10,500 tons each. 


TERMINAL IMPROVEMENTS 


A contract for construction of a fender system for protection 
of the concrete docks at the Shipping Board terminals at Phil- 
adelphia has been awarded by the board to the Tilt-Hargen Com- 
pany of New York in the sum of $75,000. Work is to be started 
about March 1 and will be completed within six months. The 
work at Philadelphia will be similar to work completed at the 
board’s terminals at Norfolk, Va., last month. This involved 
the expenditure of $70,000 and was in addition to construction of 
a break-water there which, when completed this spring, will rep- 
resent an investment of about $50,000. 


PANAMA CANAL TRAFFIC 


Vessels of 24 nationalities made up the total. commercial 
traffic through the Panama Canal in the calendar year 1926, 
according to the Panama Canal Record. Approximately one-half 
of the total commercial transits were vessels of the United 
States, one-fourth vessels of Great Britain, and the remaining 
one-fourth vessels of 22 other nationalities. 

In the first fifteen days of January, 1927, 210 commercial 
vessels transited the canal, paying tolls of $908,968.25. 


SCRAPPING OF FORD SHIPS 
The Shipping Board has extended for another year the time 
within which Henry Ford must complete scrapping the 199 steel 
vessels he bought from the board some time ago. Under the con- 
tract of sale the ships were to be scrapped by February 4, 1927. 
Mr. Ford has scrapped all but approximately 50 of the ships 
and asked additional time in which to complete the job. 


SERVICES FROM GULF PORTS 


The Shipping Board, Feb. 9, heard a proposal from repre- 
sentatives of the so-called Sabine (Gulf) ports for regular sail- 
ings from this region. A petition presented suggested three 
monthly sailings of lines now operating out of other Gulf ports. 
The sailings contemplated were as follows: One to Liverpool 
and Manchester; another to London, Antwerp and Havre; and 
the third to Rotterdam, Amsterdam, Hamburg and Bremen; and 
The delegation was headed by Senator Sheppard, of Texas, and 
included George N. Bliss, representing Port Arthur, Tex.; B. A. 
Steinhager, representing Beaumont, Tex.; Guy Beatty, repre- 
senting Lake Charles, La.; Representatives Lazaro, Sundlin and 
Kemp of Louisiana; Rrepresentative Box, of Texas, and a num- 
ber of representatives of Orange, Tex. The board took the 
matter under advisement. 


SERVICE TO SOUTH AMERICA 


Announcement by Moore and McCormack, Inc., of New 
York City, formerly Shipping Board agents for the American Re- 
publics Line, that it has established a privately owned and oper- 
ated steamship line, with three vessels, between New York and 
River Plate ports of South America, may result in the Shipping 
Board having to decide whether or not it will operate a line of 
ships in competition with a privately owned line. The American 
Republics Line operates between north Atlantic ports, including 
New York, and east coast South American ports. 

The Shipping Board has followed the policy of not operating 
lines in competition with privately operated lines under the 
American flag where such services are held to be adequate to 
serve the needs of American commerce. That is the theory 
back of the merchant marine act of 1920. With the development 
of a service by Moore & McCormack in competition with the 
American Republics Line, the board may have to decide whether 
or not the service of the privately owned line is adequate. The 
American Republics Line has eleven steamers and one motor- 
ship. It is understood that the new operator of the line has 
indicated a purpose, if possible, to purchase the line. 

Moore & McCormack have suggested to the board that, if it 
is held that the Moore and McCormack service is not adequate, 
a conference be held to determine the question of level of rates 
to be maintained. It was pointed out by the company that 
such a conference would be necessary because the government 
ships were operating “regardless of cost.” 
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J. H. Graves & Company, Inc., of New York, will be the 
New York agents of the American Republics Line under the 
management of C. H. Sprague & Sons, of Boston. Eugene 
O’Donnell, vice-president and general manager of the Sprague 
company, said berthing space for vessels of the line had been 
arranged for with the Boston Tidewater Terminals Company 
at Boston; the Atlantic Tidewater Terminals at Brooklyn; the 
Philadelphia Tidewater Terminal Company at Philadelphia, and 
the Norfolk Tidewater Terminals Company at Norfolk. 

The following statement with respect to the reallocation of 
the American Republics Line was made by Chairman O’Connor, 
of the Shipping Board: 


Fearing that there may be some misunderstanding as to the 
purpose of the shipping board in reallocating the American Republics 
Line from the present operators, Moore & McCormack, Inc., of New 
York, to the Sprague company, I wish to call attention to the fact 
that nothing is involved in this action except a change of operators. 

The shipping board wishes to inform the public, especially users 
of the Republics Line located in New York, Philadelphia, Baltimore 
and other ports on the north and south Atlantic which are touched 
by this service, that the transfer in the operating management of 
this line will not in the slightest degree affect the service which 
will be rendered these ports. Although the headquarters of the new 
operating company is in a port other than New York, satisfactory 
and competent agents with establishment in New York will be secured 
by the Sprague people to undertake direct supervision of business in 
that region. : 

The board has had to consider this matter from the point of view 
of what may be best for the American merchant marine, having re- 
gard for the interest of all sections of the country. The sections now 
being served by the American Republics Line will receive as great, if 
not greater, service from it in the future as it has rendered them in 
the past. 


MERCHANT MARINE INCREASE 


Ships of the American merchant marine carry annually 17,- 
311,147 tons of cargo as compared with 201,562 tons in 1789, 
according to merchant marine statistics of 1926, made public 
by the Department of Commerce. The first steam vessel ap- 
peared in 1807, carrying 78 tons of cargo. Since then this class 
of water transportation has grown to approximately 7,273 ships 
with a total tonnage of 14,317,777. 

The statistics revealed the fact that the hey-day of the 
sailing vessel was shortly after the close of the civil war when 
there were listed 18,238 sailing vessels for the year 1868. How- 
ever, there are still 2,362 sailing vessels carrying American 
products to the four corners of the globe. In the last year these 
sailing ships carried a total tonnage of 1,091,453 tons. 

Since 1868 there has been a stead decrease in the number 
of canal boats in this country, while the number of barges 
has increased annually. In 1868, the first year of record of 
navigation statistics compiled by the government, there were 
4,647 canal boats with a total of 430,672 tons. Each year this 
decreased until 1926 there were only 331 canal boats with a 
tonnage of 39,286. On the other hand, the barges have increased 
annually from 1,463 boats of a total of 213,156 tons in 1868 to 
4,961 boats in 1926 carrying a total tonnage of 1,332,098 tons. 


POSTAL SERVICE BILLS 


The House committee on post office and post roads has 
favorably reported to the House H. R. 14701, a bill to extend 
collect-on-delivery service and limits of indemnity to third and 
fourth class domestic parcels on which the first class rate of 
postage is paid, and H. R. 14703, a bill to authorize the Post- 
master-General to impose demurrage charges on undelivered 
collect-on-delivery parcels. 

The Senate, Febuary 10, agreed to take up the postal rate 
revision bill next Monday. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
announced that senders of parcel post packages from the United 
States to Grenada and St. Vincent, British West Indies, and be- 
tween the United States and the Leeward Islands (Antigua with 
Barbuda and Redonda, St. Kitts, Nevis with Anguilla, Dominica, 
Montserrat, British Virgin Islands) have the option of attach- 
ing a single customs declaration to only one parcel comprised 
in a shipment mailed simultaneously by the same sender to the 
same addressee at one address. Other announcements follow: 


The last paragraph of the item appearing under the caption 
(consular invoices relating to parcel post packages addressed for de- 
livery in Cuba) on page 8 of the January supplement to the annual 
Postal Guide for 1926 is modified to read as follows: 

“A special invoice for fabrics is made necessary on account of 
the different rate of duty assessed on fabrics. Both forms of invoices 
are required in those instances where shipments consist of fabrics 
and other articles, unless such shipment does not represent a com- 
mercial transaction, in which case a small amount, approximately 3 
yards of fabrics, may be entered on the ordinary invoice with other 
articles. Manufactured clothing is not considered as fabrics.” 

Effective at once the following transit rates will apply with respect 
to parcel post packages addressed for delivery in Brunei, Labuan, 

alay States, North Borneo, and Sarawak: 1 to 3 pounds, 16 cents; 
4 to 7 pounds, 28 cents; 8 to 11 pounds, 40 cents. 

The postage and transit charges must be prepaid by postage 
Stamps affixed to parcels at time of mailing. he above modifies 
the items “Brunei” on page 243, ‘““Labuan’’ on page 251, ‘“‘Malay States” 
on page 252, “North Borneo” on page 256, and “Sarawak” on page 
258 of the annual Postal Guide for 1926. 
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Effective at once sponges are prohibited importation into Mexico 
in both the regular and parcel post mails. The above should be 
added to the item ‘Mexico’ on pages 217 and 298 of the annual 
Postal Guide for 1926. 

Effective at once the transit rates applying to parcels addressed 
for delivery in the Straits Settlements should be eliminated, and 
parcels need only be prepaid at the postage rate of 14 cents per pound 
or fraction thereof. The above modifies the item ‘‘Straits Settlements” 
on page 260 of the annual Postal Guide for 1926. 


CUBAN PARCEL POST BILL 


The National Foreign Trade Council and various commercial 
organizations are seeking to have Congress pass at this session 
H. R. 8997, a bill to permit the entry into the United States 
of Cuban cigars in small lots by parcel post. An effort was 


made recently to bring the bill before the House, but it was 
not successful. 


CANADIAN SHIPPING RULE 


In a statement discussing the Canadian regulation designed 
to encourage the shipment of cargoes destined to Canada di- 
rectly to a Canadian port and prevent transshipment through 
a port of the United States, the National Merchant Marine 
Association intimates that the United States might do some- 
on along similar lines to aid the American merchant marine. 
t says: 


Manifestly the enforcement of such a decree will result in not 

only some American vessels being deprived of the business they would 
otherwise carry but will also represent a loss to American railroads 
which would transport the cargoes from the American port into 
Canada. The regulation is reported to be a part of a general plan 
to promote Canadian shipping, other instances of which have here- 
tofore manifested themselves. 
y Inasmuch as this decree results in discrimination against Amer- 
ican vessels, the shipping board is making it the subject of a pro- 
test to the department of state with a view to having diplomatic 
representations made to the Canadian authorities in the hope that 
the decree may be set aside. Notwithstanding such policies on the 
part of our Canadian neighbors result in the loss of business to 
American ships and rails, it is noteworthy that our neighbors are 
always alert to give consideration to policies that inure to the bene- 
fits of their own shipping and transportation facilities, something 
that this government is now and always has been very lax in giving 
attention to. 

Another instance of the means employed by our competitors on 
the seas, as well as our trade rivals, to obtain what they undoubtedly 
consider a proper advantage of this- country is evidenced by the 
Australian customs regulations which result in assessing a higher duty 
on commodities or manufactured articles arriving at an Australian 
port when shipped from an American port than when shipped from 
a Canadian port. For instance, if an automobile is shipped from 
Detroit to Vancouver by way of a Canadian railroad and thence 
to the Australian port, the duty on the machine is assessed upon 
the value of the article itself, while if the machine is shipped over 
American rails to San Francisco and thence by steamer to the Aus- 
tralian port, the cost of the rail transportation from the point of 
origin in the United States to San Francisco is added to the value 
of the automobile and the duty assessed upon the higher cost. 

The manifest purpose of such a regulation is to divert traffic 
over the Canadian rails and to be exported from a Canadian port. 
This is a clever means of securing business and undoubtedly the 
American manufacturer or producer must take advantage of 
this opportunity if his goods are in competition with similar articles 
coming from other competing countries into Australia. Nevertheless, 
the effect is a discrimination against in this instance American 
railroads. This association knows of no particular notice having 
been taken of this practice by our state department and it may be 
5 To ears a policy well within the rights of Australia to ad- 

On two or more occasions attempts have been made to enact 
legislation beneficial to American ships by incorporating in such 
proposed laws provision that 50 per cent of immigrants coming into 
the United States should travel on American ships. A great howl 
was raised against any such _suggestion and it was alleged such 
action would be untenable. Wherein that plan differs from plans 
which are now in effect by other governments is difficult to under- 
stand, the only apparent difference potas a lack of sufficient interest 
in our shipping and transportation facilities on the part of Congress 
to so assert itself and evidence its intention to aid shipping as to 
make clear this country does not intend to abandon every suggestion 
that a competitor on the seas might dislike. What we need in this 
country is action of an affirmative and offensive character to pro- 
mote and maintain its own merchant marine. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
November, 1926: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 








1926" ‘1938 [926 
1926 
Provinces: Tons Ton 
Prince Edward Island....... nee 48,447 31,462 TOE S07 
TIGER DOOR, aw siccccssoceconssies: GOURD 580,042 722,961 
New Brunswick ...... ccccccccce 242,959 198,826 257,499 
556s 06 be ine Rceess o< pemeer et) 8 | 1,284,699 1,783,866 
GRIREEO -c0ces aw nes ee ingwece eccoe 4,386,519 4,006,909 4,749,774 
DEED. 66.060 cs vies Sisto Sesees (SUD ED 777,117 941,210 
Saskatchewan ...... sesawee ecoee 1,438,903 1,781,657 1,665,718 
CO ee ececeeee 1,606,065 1,431,822 1,235,328 
Bettiah Conse *.....iccces eoee 610,869 489,528 672,032 
Total for Canada....... +++ +11,399,679 10,582,062 12,043,89 
Products: ae 
De eS Beare cocccce 4,118,345 4,301,876 4,251,974 
pO ee Se iavdede nace ae 308,499 311,759 
aes + bauteale ecccccccccce 9,675,950 2,999,293 3,907,863 
aa ewcccvescecsesso 1 kbb,aat 974,661 1,191,359 
Manufactures and Miscellaneous 2,148,239 1,997,733 2,380,940 
Grad: TOGA .scsssessee oe eee11,399,679 10,582,062 12,043,895 
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Febr 
REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF NOV., 1926 
AGRICULTURAL PRODUCTS 
Originated 
Received -Total Freight Originated-———, Terminated ——-, 
Loaded from Foreign Cumulative Total Unloaded Deliv- 
at Sta- Connections Destined to Increase at Sta- ered to 
tions in Canadian Foreign For To Over tions in Foreign 
Canada Points Paints Month Date 1925 Canada Connections 
Commodities Tons Tons Tons Tons Tons Tons Tons Tons 
MONEE occcecndesteseoee écnswvees 2,610,871 3,572 9,647 2,624,090 12,040,201 1,066,010 2,428,042 271,499 
SEE idbchebidblccdlewemelelee Solensee 47,7 25,045 13,171 85,942 644,097 ,169 901 48, "397 
CES . cccoce eee ° 2,927 15,647 173,404 1,593,153 *245,300 130,801 27, 893 
Barley ..... eee 5 176 1,130 205,964 1,093,378 *19,517 173,034 13, 593 
R ~4 eocce oe e ee 1,653 45,088 244,994 *25,206 32,555 1,988 
eeasees 1,281 57 43,056 148,426 *45,833 39,606 1,319 
Other Grain.. 484 2,084 18,703 150,752 23,224 11,677 4,776 
WE “Guccccecséseeve ee oe 2,414 49,538 241,501 2,143,183 102,615 120,820 136,377 
Other “Mill Products 125,716 5,894 57,591 189,201 1,663,666 189,253 112,100 82,513 
Hay and coset ry 74,578 279 5,190 80,047 847,476 163,420 53,811 27,441 
MED ccdicehocsedece des odeeeee es 909 9,055 13,740 23,704 136,226 *3,644 9,324 15,126 
Apples (fresh)........... seeoeees 50,212 4,006 13,459 67,677 275,151 15,950 39,878 28,913 
Other Fruit (fresh) vecnsint Cceeee 4,782 14,957 29,970 49,709 504,221 65,350 15,627 31,016 
PEE . cc cerccteconvccecoe eerece 99,572 485 14,773 114,830 618,169 41,390 62,973 58,238 
Other Fresh Vegetables......... 30,004 2,004 6,850 38,858 247,450 *16,613 14,548 22,937 
Other Agricultural Products.... 65,156 18,809 32,506 116,471 624, 740 48,607 65, "050 66, 028 
MEE” icclare eee. ak@ core.eo-eele:e coe 3,109,801 91,388 267,006 4,118,245 22,975,283 1,471,875 3,345,747 838,054 
ANIMAL PRODUCTS 
HIGOGED ccbcceeescrcicvceccse cocce 9,000 123 117 9,240 86,199 8,584 8,839 345 
Cattle and Calves..........s0:. . 97,440 475 2,587 100,502 731,462 *17, 110 91,065 11,715 
DE a ciccusraceiwanns Mase aee ee 10,953 10 2,775 13,738 62,769 630 10,444 3,064 
BED cvadecideraasvaseneee ue ovece 34,934 ae 3,371 38,305 331,584 *47,315 34,247 5,370 
Dressed Meats (fresh) pb +neaeeae 9,857 665 33,571 44,093 449,606 #39’ 298 10,027 35,964 
Dressed Meats (cured or salted) 8,184 2,513 14,136 24,833 297,123 6,333 2,360 23,510 
Other Packing House Products. 4,087 6,492 13,266 23,845 229,319 *36,067 3,625 16,701 
WOME -ascoodtecadodse Ms creeeee 1,519 33 13,518 15,070 73,985 9,102 1,441 13,745 
i. ee Coserescoocccsorocce 1,696 183 7,197 9,076 152,158 *1,840 1,085 7,905 
Butter and CHOSBE..ccccccece v.00. 7,124 7 10,891 18,022 280,984 8,833 4,220 12,858 
WE ‘cocceckeesseekscveves cecace 745 776 1,772 3,293 53,240 4,159 983 2,388 
Hides and Leather........ wevaies 6,655¢ 2,424 6,701 15,780 150,781 *657 5,644 9,751 
Other Animal Products...... nie 4,029 1,477 4,710 10,216 92,782 *2,335 2570 5,718 
RE | acts ren © or0a- acolo: eens a renee 196,223 15,178 114,612 326,013 2,991,992 *99,981 176,550 149,034 
MINE PRODUCTS 
pS | ae 17,720 316,249 150,542 484,511 5,210,689 628,063 336,825 154,415 
PCED COE. cocccccccocccee « 763,211 631,045 9,249 1,403,505 13,091,942 996,449 1,460,018 41,897 
FOS SS eee 6aeeeoees 567,282 356 —— 567 ,638 2,139,099 1,820,203 327,837 4,618 
| ae cis denterneenbenedee 42,323 87,358 2,226 131, 907 1,274,805 233,276 128,372 6,107 
Se ea 775 66,702 106 67, 583 587,657 137,698 68,238 1,013 
Other Ores and Concentrates.. 271,957 11, 301 3,410 7. pod 3,071,372 881,932 243,322 20,798 
Base Bullion and Matte........ rer 2,432 9,2 99,326 *12,692 4,035 9,534 
Clay, Gravel, Sand, Stone (crsh.) 463,885 37,848 34,253 538° 986 6,027,857 1,286,235 502,108 59,720 
Slate—Dimension or Block Stone 11,458 3,167 17,638 32,263 325,000 15,519 ,67 17,786 
Crude Petroleum............. eee 3,596 54,381 233 58,210 533,564 146,802 60,873 3,311 
— tum . . 11,337 2,053 3,994 17,384 240,301 a 12,313 4,045 
Sa cnbace’ 13,443 8,808 7,386 29,637 340,630 14 1,924 8,014 
Other “Mine ‘Products 33,204 3,304 12; 877 49,385 453,282 *43,274 14,817 28,835 
EE. ktieawawnseuse naceeeeene 2,207,037 1,222,572 244,346 3,673,955 33,395,524 6,149,341 3,194,358 360,093 
FOREST PRODUCTS 
Logs, Posts, Poles, Cordwood... 281,507 1,453 11,253 294,213 3,174,027 626,048 258,268 2, 950 
WA cetthavbnidelenheseenebucseus 8,985 81 10,573 19,639 157,142 *4,269 11,461 
Pulpwood Ce ne ee ee 171,515 1,688 19,373 192, 576 3,820,592 349,134 71,148 107 ahr 
Lumber, Timber, Box Shooks, 
Staves, Heading eetee'eee cooe 447,693 28,811 101,071 577,575 6,408,701 288,051 300,920 306,040 
Other Forest Products. rere 36,203 4,650 8,371 49,224 551,534 *5,173 24,112 14,511 
EEE Sekraarncnm-ontes chievetess  Saeee 36,683 150,641 1,133,227 14,111,996 1,253,791 665,909 468,690 
MANUFACTURES AND MISCELLANEOUS 
Refined Petroleum andits prods. 101,660 48,712 14,615 164,987 1,840,899 148,556 149,958 19,877 
DE g cia duswecvesere ébve Cte eC 24,138 2,873 19,737 46,748 596,418 —— — 27,047 20,473 
Iron, pig and bloom.. arene 23,814 6,512 3,548 33,874 369,292 25,414 4,476 
Rails and Fastenin ngs.. ele dena 5,982 193 246 6,421 113, 402 ag, 388 8,894 40! 
Bar and Sheet Iron—Structural 
Iron and Iron Pipe......... 46,195 46,039 30,634 122,868 1,463,357 256,041 76,389 34,262 
Castings, ey and Botiers 18,493 9,955 23,158 51,606 606,988 95,620 23,677 23,814 
Cement . ee e 65,279 278 2,443 68,000 1,122,583 50,358 62,824 3,449 
Brick and ‘Artificial Stone.. cccce 70,972 10,205 4,358 85,535 882,080 66,119 75,066 5,926 
Lime and -Plaster.........s.eee. 30,852 1,524 1,794 34,170 385,370 *28,030 34,342 3,413 
Sewer Pipe and Drain Tile..... 5,597 168 346 6,111 98,930 17 7; 387 
Agricultural Implements and 
Vehicles other than Autos.. 10,470 2,576 7,725 20,771 401,635 94,919 5,448 17,604 
Automobiles and Auto Trucks.. 13,578 5,818 102; 767 122,1 1,702,962 256,230 9,104 117,831 
Household Goods.........seesee. 8,472 518 423 9,413 75,009 752 9,348 -. 967 
GSH 7 SSSR Ses ae 3,566 74 4,379 8,019 87,580 10,597 3,974 4,493 
Liquor over LAiiccswde atecaer Saree 629 834 22,236 248,337 17,574 19,804 3,227 
Fertilizers ak a ee ae 17,132 1,090 617 18,839 316,254 2,046 13,258 6,344 
Paper, ‘Printed Matter, Books.. 130,085 1,912 36,800 168,797 1,842,987 183,827 23,619 167,328 
Wood Pu Ip Miatnaelneeeeana’ 126,363 1,300 37,742 . ,500,524 *45,067 30,356 133,071 
Fish (fresh, frozen, cured, etc.). 14,127 234 2,616 16,97 99,390 12,314 6,6 10,20 
GON SEONED so oo cccevtsceosece 1,185 20 577 1,782 10,710 867 77 
Canned Goods (all canned Food 
Products other than Meat).. 21,288 2,510 17,061 40,859 358,997 18,372 21,142 21,664 
Other Manuiactures & Miscel.. 265,184 85,957 203,166 554,307 6,239,031 619,403 295, 323 283,279 
Merchandise ........ weowoieude .. 252,069 31,397 94,885 378,351 3,996,109 442,260 301, "818 107, *420 
OD eee seeeisescccccecccdes aeeeeeeee 260,494 610,471 2,148,239 24,358,844 2,140,684 1,231,778 990,237 
ane » J ee eevee 8,386,288 1,626,315 1,387,076 11,399,679 97,833,639 10,915,710 8,614,342 2,806,108 
crease. 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 
-Received from Foreign Connections— Delivered 
Total Loaded at ———Destined to-——, Unloaded at _to For- 
Freight Stations in Canadian Foreign Stations in eign Con- 
Commodity Group Carried Canada Points Points Total Canada nections 
DEE. Secade levee sivceyeeee ver ctweeeens ee 32.98 -80 2.34 3.14 29.35 7.35 
Ante ble cek es wbceggnnriantekseoeoeeeust 2.86 1.72 13 1.01 1.14 1.55 131 
ee ere iettbt eee ina ee ie enres 32.23 19.36 10. = 2.14 12.87 28.02 3.16 
RRS SESE SS SS RSE Sa REI RR es 9.94 8.30 1.32 1.64 5.84 4.11 
Manufactures and Miscelianeous................. 18.84 11.20 2. 33 5.36 7.65 10.81 9.90 
ee ee ———— —_—_-__-_eo 


BOAR ccccccccccsccccecccccccccssccceccccccses 100.00 73.56 14.27 12.17 26.44 75.57 25.83 
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a e ow 
“Good Public Service 


TWO WEEKS 


TO GET IT 


How Many Sales Has That Answer 
Cost You, Mr. Merchant? 


Save Those Sales! 


HOW? 


Use Our Fast Electric 
Freight Service 


Between 


ZANESVILLE, OHIO 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 


Overnight Service 
Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Newark, Zanesville, 
Terre Haute, Peru, Logansport, 

New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, La Fayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


Write for free copies of Shippers’ 
Guide and Large Map in Colors. 


The “SOUTHERN OHIO” Traction Lines 


A. E. WILLIAMS, P. R. A. Zanesville, Ohio 
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SPEED and ECONOMY 


when you ship 









The Port of Houston, Texas 


me 


IFTY miles closer by WATER 
r to the vast markets of the 


- 
= Southwest— 





Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 











Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 











The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 









In Picture, Text and Tariff. 







THIS BOOK IS FREE 
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Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 
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FREIGHT RATE HEARING 


The Traffic World Ottawa Bureau 


After an all-day argument on the admission of evidence re- 
lating to Canadian Pacific Railway land grants of 1881 before 
the Board of Railway Commissioners, February 2, the Commis- 
sion reserved judgment. Some days before S. B. Woods, counsél 
for Alberta, had asked the railway company for information re- 
garding its income from the sale of the land subsidy. The 
railway declined to give the information, and E. P. Flintoft, 
counsel for the company, declared that he would carry his ob- 
jection to the Supreme Court if necessary. 

W. N. Tilley argued the case for the railway company, the 
discussion revolving around the question whether the 25,000,000 
acre subsidy could be considered part of the general capital of 
the company and considered as such by the Commission in its 
work of equalizing freight rates. He went into the statutes rel- 
ative to the land grant. He said that capital, under the statute, 
meant paid-up shares exclusive of any grant or subsidy. The 
company had been obliged to construct and operate in perpetuity 
the railway efficiently. Under the legislation by which it received 
the grant it was clear that it was given on specific terms for the 
early operation of the road and was, without any fetters, the 
property of the road, he said. 

G. G. McGeer, counsel for British Columbia, said it was 
within the powres of the board to include the grants of 1881 
among the assets of the road and consider them in the fixing of 
just and reasonable rates. All the powers of the company— 
to build ships, hotels, telegraph lines, and elevators—were part 
of the government’s original concession to the railroad company, 
and today all of such properties were part and parcel of the 
railway and should be included in the consideration of any rate 
structure, he said. 

Assistant Chief Commissioner McLean pointed out that, if 
this were true, the Commission would be in the position of 
having to inquire into hotel management, elevator and coal mine 
management, and might even have to fix the price of hotel meals. 
Mr. McGeer thought the board’s power to fix rates was limited 
to the railways, but all the other: factors were, nevertheless, 
assets which had to be considered. 

The investigation was enlivened, February 3, by a discussion 
over utterances of Sir Henry Thornton on the question of freight 
rates, reported in The Traffic World at the time. 

Following the publication of this utterance, Mr. McGeer had 
intimated that he would move for Sir Henry’s appearance before 
the board for examination. He proceeded to make the motion. 
Commissioner Boyce interjected a query as to whether counsel 
thought this was the proper court before which to summon Sir 
Henry. Mr. McGeer replied in the affirmative, alleging that the 
dignity of the board had been assailed. He had seen the report 
of the statement in a Montreal paper of over a week ago, and 
had failed to see any repudiation. So it might be assumed that 
the president had made the statements credited to him; if he 
did not make it the matter was still more serious. 

Chief Commissioner McKeown asked if the court had not 
enough to do without taking cognizance of everything that any 
railway president or other official might be reported to have 
said at a banquet or elsewhere. 

Mr. McGeer declared that, in his opinion, Sir Henry Thorn- 
ton had deliberately engaged in propaganda and no man in 
Canada would carry greater weight on the question of trans- 
portation rates than the president of the C. N. R.; he said he 
did not propose to allow him to discuss a matter now subjudice 
without vigorous protest, and he, therefore, pressed his motion. 

The board denied the motion, whereupon Alistar Fraser, in 
behalf of Sir Henry Thornton, moved that Mr. McGeer’s observa- 
tions at the previous sitting of the board be deleted from the 
record. He declared that there was no question whatever about 
recording what Sir Henry actually said and he would accept 
the published report in the press, but he asserted that Mr. 
McGeer put statements in the president’s mouth which he did 
not utter and drew inferences that were unwarranted. 

Mr. Fraser read the official report of Mr. McGeer’s remarks 
to the effect that Sir Henry had said the railways should have 
power to make the rates, that the railway board should not 
have power to act as a rate-making body, and that the railway 
act should be repealed. It was not possible, declared Mr. 
Fraser, to read any of these statements into Sir Henry’s re- 
marks and it was most unfortunate that responsible counsel 
should be led into so misleading and inaccurate statements. So 
far from claiming that the railways should be exempt from con- 
trol in the matter of rate making, Sir Henry had said, according 
to the press report from which Mr. McGeer had quoted: 


It is not my business to argue what rates should be, but it is 
my business to tell the people what effect certain changes would 
have on the fortunes of the road. 


Commissioner McKeown asked Mr. Fraser if he could pro- 
duce any precedent for a motion to expunge remarks of counsel 
from the records. Counsel, in reply, questioned if a similar 
case had ever arisen before. 

The board suggested that, if the newspaper report, accuracy 
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of which Mr. Fraser accepted, were spread on the record with 
Mr. McGeer’s comment, the object sought of preventing any mis- 
understanding of Sir Henry’s remarks would be achieved. This 
was acted on and the matter was allowed to rest there. 

The afternoon session was occupied by further testimony by 
F. W. Scott, traffic superintendent of the Associated Growers of 
British Columbia, who are urging better terms in the matter of 
rates for their products out of the Okanagan Valley district. Mr. 
Scott had been before the board in this investigation on several 
previous occasions and had submitted a mass of data in refer- 
ence to volume of business, and cost of production and handling, 
including shipping charges. At the request of the board and 
counsel he now returned with amplifying statements. These 
were made the basis of a detailed checking and the evidence 
was mainly a reiteration of that already on the record. 

An argument developed between Alistair Fraser and Mr. 
McGeer on the question of the proper disposition of wheelage 
charges paid by the C. N. R. for the use of foreign cars, which 
the C. P. R. does not have to pay as it has adequate rolling 
stock of its own. Mr. Scott contended that the railway had no 
right to add these charges to operating cost, as the expense 
would not be incurred if the company had enough cars to take 
care of the business. Mr. Fraser retorted that interest charges 
on capital invested in providing cars would be greater than the 
two cents wheelage charges; in other words, it was cheaper to 
hire than own. That being so, it was correct accounting to 
charge this cost to operating expenses. Further discussion dealt 
with the percentage of empty cars returning to the shipping 
point, the C. N. R. claiming that it was a-full one hundred per 
cent. But witness insisted that many cars returned loaded with 
groceries and other merchandise. He believed that at least 
eight per cent would be so used. , 

The next witness was W. M. Neal, assistant to the vice- 
president of the C. P. R., who gave heavy and numerous grades, 
snow, washouts, higher wage and maintenance cost, higher fuel 
consumption, and lower speed of haulage as some of the diffi- 
culties of mountain operation. 


Mr. Neal, who was examined by Mr. Flintoft, emphasized 
that, generally speaking, it was possible on the prairies for a 
locomotive and crew to start out on a through freight movement 
with a maximum tonnage that the engine could pull over the 
controlling grade and to proceed to the end of the haul without 
further change in the tonnage or make-up of the train. This, 
he said, applied, with few exceptions, from Calgary to Fort 
William. In the mountains, on the other hand, the comparative 
frequency as well as the steepness of the mountain grades was 
responsible for many extra train movements and the use of 
assisting engines with resulting heavier costs. 

He said that pusher mileage was, roughly speaking, three 
times greater between Calgary and Vancouver than between 
Calgary and Fort William, this being true of movements 
in both directions in each case. The pusher mileage in the 
former area he gave as 223.2 and in the latter as 76. As the 
line mileage affected by the pusher grades in the mountains 
was only 641.5, as compared with a line mileage of 1255.2 
similarly affected on the prairies, he said the operation of 
pushers on a mileage basis was approximately six times as heavy 
on the mountains as on the prairie. 


He went on to testify that expense of operation in the 
mountains was increased further by the higher wage rates paid 
to the crews on the mountain runs. The wage cost for train and 
engine crews, he said, to haul a train 100 miles, based on the 
rate of pay alone, was $31.60 in the mountains as compared with 
$27 for the same services on the prairies. A result of these 
conditions was that, between Calgary and the coast, it cost 78.4 
cents in 1925 to haul 1,000 gross tons one mile, as against only 
32.06 cents east of Calgary. Other elements of higher cost in 
the mountains were the lower speed necessary on the mountain 
grades and the extra fuel consumption required by these con- 
ditions. In 1925 it took from 88 to 126 pounds of coal on the 
prairies to haul 1,000 gross tons one mile, while in British Co- 
lumbia the amount of coal necessary for an equivalent service 
was 164 pounds. 


He dealt with weather conditions, snow slides, washouts, 
etc., their effect on operation, and stated that, according to 
reports made by superintendents to the company, the cost 
of maintaining bridges, trestles, culverts, etc., was $37.43 per mile 
of road on the prairie divisions in 1925 and $118.37 in British 
Columbia. 


J. W. Ward, secretary of the Canadian Council of Agricul- 
ture, appeared in the interest of the United Farmers of Manitoba 
to oppose certain applications of the Regina Board of Trade and 
the Winnipeg Board of Trade, for the reason, he declared, that 
his clients believed the granting of said applications would mean 
the raising of rates throughout Manitoba. In answer to questions 
from Commissioner McKeown, he declared that the Canadian 
Council of Agriculture had not considered in what way the 
matter would affect the farmers of Saskatchewan and Alberta. 

To counsel for Alberta, witness said that the farmers of 
Manitoba understood that the freight rates would be raised, and 
he did not think it necessary that they should understand any- 





with 


mis- 


This 


r by 
s of 
r of 


eral 
fer- 
ing, 
and 
lese 
nce 


Mr. 
age 
1ich 
ling 
. no 
nse 
ake 
Zzes 
the 
* to 

to 
salt 
ing 
per 
rith 
ast 


ice- 


iffi- 


zed 


February 





Wwe 
J. W 
Ez. L 


12, 1927 THE TRAFFIC WORLD 427 


Key FINKBINE-GUILD TRANSPORTATION CoO. 


THE REDWOOD LINE 


GUILD. Presipent OPERATING BETWEEN THE GULF CABLE ADDRESS 
SOMERVILLE, Vice Pres ea Gen. Mor AND GUILDBINE GULFPORT 


THROGMORTON TrarFric MANAGER CODE USED A. B. C. Stn Epition 
PACIFIC COAST PORTS WATKINS, SCOTT'S 10TH EpitTion 


WESTERN UNION 


GULFPORT, MISS. February 12, 1927. 


TO SHIPPERS IN THE INTERCOASTAL TRADE 


Gentlemen;- 
THE REDWOOD LINE CALLS AT MOBILE AND NEW ORLEANS 


Since announcing our new intercoastal steamship 
serviee from Gulfport, we are receiving many cargo offers in 
volume at the ports of Mobile and New Orleans, and at the 
insistence of many shippers in the Pacific trade, now advise 
that our ships will also call at these ports. 


Our sailings will be as follows: 
Gulf to Los Angeles and San Francisco harbors. 


Mobile Gulfport New Orleans 
S/S DOCHET ....... Feb. 20 Feb. 22 Feb. 25 
S/S ABRON ....... Mar. 20 Mar. 22 Mar. 25 
S/S DOCHET ....... Apr. 20 Apr. 22 Apr. 25. 


For further information, rates and booking, inquire 
this office or any of our General Agents: 


Chicago St.Louis pigningban 
Harry Rogers Irving H. Heller . Be. ROX 
715 Straus Bldg. 1218 Pierce Bldz. 200 Brokers Bldg. 


The MCCORMICK STEAMSHIP COMPANY are our General 
Pacific Coast Agents. 


Yours very truly, 





ELT :N 
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thing further to justify them in opposing any adjustment that 
would prejudice their interests. 

The amount of detail and the variety of conditions that enter 
into calculations as to cost of maintenance and operation in the 
running of a railway system were emphasized in the evidence 
of expert witnesses called by several interests engaged in the 
inquiry, and in no instance more than in the testimony of Mr. 
Neal, who was in the box again when the inquiry was resumed 
February 8. « 

He explained the relations of various seasonal movements 
to one another and their effect on cost of handling. He declared 
that the increase in the last two or three years in westbound 
grain from the prairies to Vancouver did not relieve the move- 
ment of empty cars returning east to the extent generally sup- 
posed, because the lumber that would make the chief return 
traffic moved chiefly in late winter and early spring, while the 
bulk of the westbound grain moved in the fall and early winter. 
At the request of the board, he undertook to submit the figures 
of the grain movement westbound month by month for the last 
three or four years. 


Another point, on which Commissioner Oliver desired spe- 
cific information, was the relative effect of grade and length 
of haul upon cost of operation. “Which is cheaper,” asked the 
commissioner, “the longer haul with an easy grade or a short 
haul with heavier grade?” Witness undertook to produce figures 
showing actual cost over two typical sections that would give an 
illuminating comparison. 


He described in some detail the company’s system of safety 
patrol, showing how every mile of road was under constant 
observation by patrolling section hands, and in dangerous sec- 
tions or in unusual weather conditions this inspection was a 
— service, with a special patrol ahead of every passenger 
train. 


With Mr. Pitblado, representing the province of Manitoba, 
witness agreed that this patrol service was not maintained in 
Manitoba or Saskatchewan but applied entirely to Alberta and 
British Columbia. 

So, too, in the matter of the load behind the engine, an 
important item when considering cost, Mr. Neal said the line 
from Broadview to Fort William, across Manitoba, was the best 
of the entire road and Saskatchewan ranked second best. The 
“pusher” service, for example, between Calgary and the coast 
was six times heavier than that required between Calgary and 
Fort William. 


Mr. McGeer, for British Columbia, in cross-examination of 
Mr. Neal, took him over a large part of the ground he had 
covered in the examination-in-chief, calling attention to what 
counsel described as untenable conclusions deducted from the 
statistics submitted. For example, Mr. McGeer contended that 
the total business over the C. P. R. through British Columbia 
was 73 per cent greater than the business in Nova Scotia, and 
yet the total cost of operation was lower per ton mile in the 
western province, in spite of the many physical difficulties which 
it had been contended existed through the mountains. 

Witness was not prepared to admit that these two features 
bore the relation to one another which counsel endeavored to 
establish. He objected to comparing one section of the line with 
another; the system must be considered as a whole, co-related 
and inter-dependent, he said. 


Seasonal business, and competitive conditions, heavy ter- 
minal expenses, the large percentage of branch lines, always 
more costly to operate than through traffic, were all conditions 
that seriously affected cost, and these were all present in the 
east to a greater extent than in British Columbia. These, how- 
ever, all produced revenue, whereas the difficulties encountered 
in the mountains, such as snow and landslides, not only produced 
no revenue, but entailed heavy unproductive expenditure. In 
other words, maintained the witness, the two sets of difficulties 
were in no way comparable. 

Formal application was made to the board by S. C. Woods 
on behalf of Ontario and Alberta, for an opportunity to discuss 
the matter of coal rates between Alberta and the east, for the 
purpose of reaching some arrangement for the hearing of that 
case immediately after the present general freight rates investi- 
gation was disposed of. 

The board agreed to give this matter right of way February 
10. 

At the opening of the proceedings February 9 the Canadian 
Pacific presented a comparison of operating conditions and cir- 
cumstances between Port McNickle and St. John via Montreal 
and contrasted the movement of traffic over that route with the 
movement of traffic from Buffalo to New York. It was pointed 
out by Mr. Neal that the New York Central moved grain from 
Buffalo to New York on a .25 grade and that using a 250 per cent 
engine the load was seven thousand tons; using the same tract 
of power it was shown that it was not possible to haul anything 
like the trainloads from Port McNickle to Montreal or St. John 
that could be hauled over the New York Central. Adverse grad- 
ing, poor mileage, and a number of other circumstances were 
put forth by Mr. Neal to show that it was not possible for the 


s 






Vol. XXXIX, No. 7 


Canadian National to meet, in any practical way, the competitive 
situation. 

Further consideration of the movement of grain to Quebec 
and St. John from Port McNickle was deferred. 

Mr. Neal then dealt with matter referring to the general 
inquiry, and he detailed the movement of traffic from Fort Wil- 
liam to Montreal and from Montreal to Fort William. The ques- 
tion of the cost of engine helper mileage was gone into. On 
the previous day’s proceedings it had been stated by Mr. Neal 
that the engine helper mileage in B. C. had cost $1,565,400 in 
1925. Mr. McGeer had requested the details on which that figure 
rested. Mr. Neal stated that the details were cost of fuel, $1,- 
340,000; wages, $132,000; engine housing expenses, $35,000; loco- 
motive repairs, $56,000. 

‘Counsel for British Columbia resumed his cross-examination 
of Mr. Neal, dealing with the cost of helper mileage in the 
district of British Columbia. Counsel pointed out that, in 1925, 
the total train mileage amounted to 3,785,471 miles. He pointed 
out that, according to the accounts of the C. P. R., the total fuel 
cost for train locomotives amounted to $1,937,000. He asked 
Mr. Neal if he thought the engine helper mileage, being approxi- 
mately one-sixth of the total locomotive train mileage, could 
possibly use $1,340,000 of the total cost of train locomotive fuel, 
which was $1,937,000. Counsel for British Columbia asked Mr. 
Neal if one-sixth of the locomotive mileage could possibly absorb 
more than two-thirds of the total fuel cost for the district. At 
this juncture, counsel for the C. P. R. suggested that there was 
some possible error in the figures and asked that the matter be 
deferred for further investigation. The matter remained in that 
position. 

The question of the cost of operation in the various districts 
of the C. P. R. was proceeded with. Counsel for British Columbia 
suggested that the American Railway Engineering Association, 
after investigation, had settled that 33 per cent of the cost of 
maintenance of way and structure was effected by an increase 
or decrease in the volume of traffic; that 67 per cent of the 
cost of maintenance of way and structure was constant. To 
this statement the assistant to the vice-president of the C. P. R., 
said he could not state whether that was a fair statement of 
the situation as far as the C. P. R. was concerned or not. Counsel 
for British Columbia presented a statement which had reduced 
the gross ton miles and the cost in each district to a per mile of 
line basis. 

“Can you explain, after pointing out all the difficulties of cost 
that are shown in the maintenance of way and structure ac- 
counts in British Columbia, the reason why the cost per mile 
of line in British Columbia is $2,537 and in Quebec, where there 
are no mountains, the cost is $4,485 and the gross ton miles mov- 
ing over the lines in British Columbia is $2,572,000, as against 
$3,082,000 in Quebec?” he asked. Mr. Neal said the operation 
conditions in Quebec were different from the operation condi- 
tions in British Columbia. In the Province of Quebec there was 
a large percentage of branch line mileage which did not exist 
in British Columbia; the traffic conditions were different in 
Quebec. His explanation brought forth from the British Colum- 
bia counsel the question: “Are the branch line conditions of 
Quebec and the traffic conditions of Quebec more expensive to 
your railway than are the grades in the mountains?” 

Mr. Neal admitted this to be the fact. 

Counsel for British Columbia proceeded to deal with the 
districts of New Brunswick and the districts of Ontario as also 
the districts of Algoma and Montreal, and in each instance it 
was shown that the cost of maintenance of way and structure 
was higher than it was in the mountains. The explanation of- 
fered in each case was somewhat similar to that presented for 
Quebec, but in each instance the Canadian Pacific’s official was 
compelled to admit that costs were higher for other reasons 
than those which existed in British Columbia, despite the grades 
and other conditions characteristic of mountain country. 

In the course of his cross-examination counsel for British 
Columbia was constantly interrupted by Mr. Pitblado, represent- 
ing the Board of Trade of Winnipeg, and Herbert Symington, 
representing the government of Manitoba. They objected on the 
ground that the theory that the per mile per line basis as a 
comparison was neither proper nor sound, but the force of their 
objections indicated that they were much opposed to the removal 
of what is known as the “mountain differential.” 


CANADA OPERATING STATISTICS 


The report of operating revenues, expenses, and statistics of 
Canadian railways for November, 1926, shows that the railways, 
as a whole, earned greater gross revenues than, in any previous 
November and, on a daily basis, they were exceeded only by the 
gross revenues of October, 19238. Compared with November, 1925, 
gross revenues increased by $3,463,272, or 7.6 per cent. Oper- 
ating expenses also increased, mainly due to heavy expenditures 
on maintenance. The operating ratio was reduced from 69.72 
per cent to 68.46 per cent and the net operating revenues were 
increased by $1,667,468. 

Freight traffic was heavy, being exceeded only by that of 
October and November, 1923. Passenger traffic showed a sea- 
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bad weather and slow threshing were the chief causes for the 
grain being held up. There was an increase of 4.7 per cent in 
the number of passengers carried, but practically no increase in 
the passenger miles, the average journey having been decreased 
from 65.2 miles to 62.4 miles. 

Gross revenues were greater by $850,053, or 4.0 per cent and, 
by holding operating expenses to an increase of only $172,083, 
or 1.1 per cent, the net revenue was increased by $677,970. 

The freight revenue per freight train mile was 15 céhts 
greater than for November, 1925, due to the freight as a whole 
being higher class; the revenue tons per train mile were less 
by 12.8 tons. With a decrease in the passengers per train mile, 
passenger receipts fell off 13 cents per train mile. 

The lines in the United States showed substantial gains in 
both gross and net revenues, the net revenues for the entire 
system being greater than in 1925 by $960,351. 

For the eleven months, gross revenues increased by $17,370,- 
462 on Canadian lines and $4,364,994 on the United States lines, 
or a total of $21,735,456; net revenues increased by $14,535,423, 
aggregating $41,451,627. 

For the Canadian Pacific November was the peak month in 
1926, gross revenues topping the October revenues by $174,820, 
despite the difference of one day. Compared with November, 
1925, freight traffic increased by 16.6 per cent and freight rev- 
enues were heavier by $2,131,070, or 14.4 per cent. Passenger 
traffic showed a slight increase and passenger revenues increased 
by $141,765, or 5.6 per cent. 

Operating expenses were heavy, especially for maintenance 
of way and structure, which were increased by $325,742, or 16.1 
per cent, and maintenance of equipment expenses, amounting to 
$3,581,903, were heavier than for any other month in the last 
four years. Despite these expenditures, the net revenue was 
greater than in 1925 by $866,694; it was also greater than for 
November, 1924, and 1923. 

The average revenue per ton mile was only .807 per cent 
and the average tons per loaded car mile was 31.7 tons as 
against 28.8 tons in 1925. With practically the same number of 
cars per train, the revenue tons were increased by 60.5 and the 
revenue per train mile was greater by 39 cents. 

For the eleven months, January-November, gross revenues 
were larger than in 1925 by $17,057,077, net operating revenues 
increased by $8,914,915, and operating income by $8,000,961. 


CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National for the ten days 
period ended January 31 were $6,664,833, as compared with 
$5,979,669 for the corresponding period of 1926, an increase of 
$685,163. 

Traffic earnings of the Canadian Pacific were $4,300,000, an 
increase, compared with the same period last year, of $209,000. 


HEREFORD RAILWAY PROPOSAL 


The Hereford Railway negotiations entered a new phase 
when a further hearing took place at Ottawa before the Exche- 
quer Court, February 4. Mr. MacDonnell appeared for the 
C. N. R. and filed a tender, subject to the approval of the Gov- 
ernor-General and the recommendation of the Minister of Rail- 
ways. The C.N. R. offers to take over and operate the Hereford 
Railway from Cookshire to Mulvena or from Cookshire to 
Paquetville, as the court may prefer, giving a train every two 
days, starting from Sherbrooke The C. N. R. offers to pay a 
scrap value for the remaining part of the road of $48,578 if it 
operates to Mulvena, or $39,156 if it operates to Paquetville. 

—— 


WEST INDIES STEAMSHIP SERVICE 


The Canadian Department of Trade and Commerce an- 
nounces that the Canadian Government Merchant Marine has 
received the contract for the West Indies steamship service. 
The Royal Mail Line has been carrying on the service under 
government subsidy. 

It is stated that the Canadian government has decided to 
build the additional ships required to give the special service 
between Canada and the British West Indies provided for in 
the trade treaty effected some time ago. Five ships will be built 
and tenders will be called for immediately. 





CANADIAN CAR LOADING 


Car loading for the week ended January 29 showed an 
increase over the previous week of 1,252 despite the cold 
weather. In the eastern division the only large decrease was 
1,946 cars of coal, which was almost offset by increases of 940 
cars of pulpwood, 272 cars of merchandise, and 234 cars of other 
forest products. In the western division grain showed an in- 
crease of 452 cars, other forest products an increase of 203 cars, 
and miscellaneous freight an increase of 331 cars. 

Compared with the fourth week in 1926 loadings were 
heavier by 5,989 cars, the large gains being 1,268 cars of grain, 
1,825 cars of pulpwood, 1,687 cars of merchandise, and 712 cars 
of miscellaneous freight. -The cumulative totals for 1926 and 
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1927 have been put on the same basis, for the first four weeks 
of each year. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 





















































RAILWAYS 

EASTERN CANADA 
Jan. 29, Jan. 22, Jan 30, 
Commodities 1927 1927 1926 
Grain and Grain Products........... attoe menee 2,276 1,778 
Live Stock.......... SEES ASSRETSNENES ccosooee 1,142 1,075 731 
ME ra iiaen ase a be naiegtenne auntie 4,957 2,714 
Coke eeres Poeeresreereseseee eeceee eeee 78 415 
EA: Doct cabo coher tce oo <d heck ode ee 2,023 2,383 
EE, cn ctiiicd Gale Giee obeitie-nvosieetelcmewere 4,185 3,872 
Pulp GE PO iio osc isteccccsccton eseccece 3,279 2,002 2,357 
Other Forest Products. . En ee - 1,894 1,660 2,160 
SS OE RR PS a 493 393 668 
Merchandias. Be Wy Whe ederceseeseowecsioes 11,842 11,570 10.492 
| af ne ASTROS IIE 8, 368 8,421 8,000 
Wotes Cesw LNGOO .0. 66 cc ceisccecccccse 38,593 38,840 35,570 
Total Cars Received from Connections 33,900 34,518 32,480 

WESTERN CANADA 
Grain and Grain Products........... ‘ 5,037 4,587 
ee eee onevsere 946 1,074 98 
ML, 06 v- eebw wees vie deneneeeet ae’ ° 3,283 2,572 
I tcialicisafesveehheitatesenenieechdlisanaslenaraicaliavaraiatiesa ened 136 56 
BOE sin cldcsnsines ocisttcsweddesesie 627 738 
Ce re estveseuweie eoccccce 786 383 
Pulp and Paper........... Sevvee 7 143 154 329 
Other Forest Petia: pee ebeeseeteaeen es 1,468 1,741 
SE niet mGhd Athos odietenicn wewaieiureeretwaecgale 811 675 680 
Merchantion. Ae Seren 3,741 3,455 
ea cnet codrenadeniiin 2,182 2,169 
aa ee eee 19,163 17,696 
Total Cars Received from Connections 3,189 . 2,705 2,555 

TOTAL FOR CANADA 
Grain and Grain Products............. ccs 7,683 7,313 6,365 
Live: Bteckccccscccscsces pees eee eésevectes Oe 2,149 1,717 
_ eee $oncberhmiine renee ene cocecccccce 6,443 8,240 5,286 
inicbavacedeaeaseoneer eae +456 cocccccces 414 414 471 
PE cniccn dell ieCicead caaeheae eee | 2,650 3,121 
ED coach: orn aasia nan aa sig eo aue ar ai eur aie 6,080 4,971 4,255 
Cy NB Re ae rr ee 2,322 2,156 2,686 
Other Forest Products... ccccvcccseces eee 3,565 3,128 3,901 
Gls haraae sien We laa sae ct Adie octane aewanaieSe 1,304 1,068 1,348 
Saoretnnniinn, Be Ee ic caceececccsvasccenen 15,634 15,311 13,947 
ee ee ee eee Te 10,881 10,603 10,169 
Wetel Caro Bonded. 60 ove Fe iets 59,255 58,003 53,266 
Total Cars Received from Connections 37,089 37,223 35,035 

CUMULATIVE TOTALS TO DATE 
1927 1926 

Grain and Grain Products........... ohides 38,157 34,170 
SOR WOE sc ccccessseucs ecccccce eccccce eevee 8,822 8,602 
Coal .... 28,125 22,430 
Coke . 1,589 1,758 
Lumber 10,403 11,362 
NE inn Cette nent eee ae 18,798 15,208 
Pulp and Paper..... inci imate alia ainiaiencatete &,752 10.590 
Other Forest Products. . Fekéceatdeas saeenaee 12,055 13,015 
Cg ia cesecds cb Cheseenchecsieutdcceetes 5 120 5,588 
Merchandise, EE Ee eee 60,338 55,984 
Ds a veeecebae Geiss ctesdecckceeces 41,699 39,991 
Total Care LeaGed. occ. cccscccccccss 233,858 218,698 
Total Cars Received from Connections 138,084 134,523 


AUTOMOBILE RAIL RATE RESEARCH 


Starting of the most intensive freight rate research ever un- 
dertaken by the automobile industry was announced at the traffic 
managers meeting of the National Automobile Chamber of 
Commerce in Detroit, February 4. 

As authorized by the directors of the chamber, the traffic 
department and the traffic managers committee are to study 
the rate elements and traffic characteristics of automobiles and 
their various parts, the position accorded them by the railroads 
in the freight classifications and tariffs, and the relation of ship- 
ments of this character to other commodities. 

Considerable progress has already been made in similar 
research in connection with iron and steel articles shipped and 
received by members of the chamber. 

This study is for the guidance of the traffic department and 
members in connection with an investigation now in progress by 
the Commission which will determine the freight rates on iron 
and steel articles between points east of the Mississippi River 
and particularly the relation of these rates between the several 
manufacturing points and consuming points. 


ORDER FOR POULTRY CARS 


The North American Car Corporation, H. H. Brigham, pres- 
ident, has placed orders with the Illinois Car and Equipment 
Company for 200 live poultry cars. These cars will be operated 
by the Palace Poultry Car Company, a subsidiary. The company 
is making inquiries for 200 additional cars of the same type for 
delivery in June. 
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WABASH RAILWAY COMPANY 


‘“‘THROUGH THE HEART OF THE MIDDLE WEST” 


CHICAGO 


BUFFALO ST. LOUIS 
DETROIT KANSAS CITY 


TOLEDO OMAHA 
FT. WAYNE DES MOINES 


SOUTH BEND OTTUMWA 
LAFAYETTE HANNIBAL 
LOGANSPORT QUINCY 


DANVILLE KEOKUK 
DECATUR SPRINGFIELD 


WABASH FREIGHT TRAFFIC AGENCIES: 


‘A, GA., 620 Healey Bldg. FORT WAYNE, IND., Freight Station OTTUMWA, IA., Passenger oy 
ALA., 1507 Jefferson Bank Bldg. \ eight Station PEORIA, ILL, 828 jello 5 idg. 
iN, 31 Chamber of Commerce Bldg. iN, ie 8 HILPHIA, PA., 1206 Widener Bldg. 
BUFFAIA, N. 7. 972 Ellicott Square Bldg. IND. ., 413 Roosevelt Bidg. P ‘ es ine Gear Bldg. 
CHICAGO, ILL., 309 MeKinlock Bldg., Cor. of Jack- » MO. 318 Railway Exchange Bldg CY, Station 
KEOKOUK, IA., 228 Johnson St. 
., 1007 Neave Bldg. LITTLE ROCK, ARK., 216 Gazette Bldg. 
., 804 Park Bldg. LOS ANGELES, CAL., 930 = Bide Bldg. 
otont lo 


» 1207 Kirby Bldg. 
’ , Passenger Station E Bldg. 
ENVER, COLO., 207 Ideal Bldg. MINNEAPOLIS, — Motropallten Bldg. 
DES MOINES, IA., Union Station an oS stion .» 440 2 
DETROIT, MICH., 1716 First National Bank Bldg. NEW ORLEBAN: tat 1113 Hibernia Bldg. 
815 Singer Bldg. TULSA , OKLA., “316 Kennedy Bldg. 


HAST ST. LOUIS, ILL. 211 Arcade Bldg. NEW YORK, YY 1 
OMAHA, NEB., 1907 Harney 8t. 


“FOLLOW THE FLAG” 


> 


FOLLOW THE FLAG” 


GENERAL OFFICES: RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 


ROUTE YOUR FREIGHT—CARE WABASH 
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- Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. Aspecialist + 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions —a practical traffic 

roblems. We do not desire to take the place of traffic man but to 
belp him in his work. ‘ : 

The right is reserved to refuse to answer in this department any 

question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers ee 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Damages—Measure of—Where Part of Released Value Shipment 
Is Lost or Damaged 

Kentucky.—Question: Will you kindly give your opinion on 
the following question? 

A shipment of rugs released to a valuation of $125 per cwt., 
invoiced at $110 and weighing 40 pounds, is shipped under the 
Western Classification and is damaged in transit. Should the 
railroad pay $50 and retain the rug or the invoice value of $110 
or on basis of the ratio of the amount of the damage? 

* Answer: There are two lines of decisions with respect to 
the amount which can be recovered for partial loss or damage 
to a part of a shipment which has been released to a stated 
valuation. Under one line of these decisions it is held that a 
shipper may recover the real value of the property lost, not 
exceeding the limit of liability stipulated in the contract of 
shipment. Decisions of this nature are Cent. of Ga. R. Co. vs. 
Broda, 67 So. 437 (Ala.); Davis vs. Wabash R. Co., 99 S. W. 17; 
Buffington vs. Wabash R. Co., 94 S. W. 991; Viscanaka vs. Sou. 
Express Co., 75 S. E. 962 (S. C.); Winslow vs. A. C. L., 60 S. E. 
709; Carlton vs. N. Y. C. & H. R., 117 N. Y. S. 1021 (affirmed 
121 N. Y. S. 997); Hugelet vs. Warfield, 65 S. BE. 985 (S. C.); 
Candee vs. D. L. & W., 109 Atl., 202 (N. J.), (certiorari denied, 
40 Sup. Ct. 584); Nelson vs. Ga. No. R. Co., 72 S. W. 642 (Mont.); 
Starnes vs. Louisville, etc., R. Co., 19 S. W. 675 (Tenn.); Wilson 
vs. Express Co., 72 Pa. Super. 384; Fox vs. R. Co., 199 Ill. App. 
453; Louis vs. R. Co., 199 Ill. App. 438; Express Co. vs. Joyce, 
69 N. E. 1015 (Ind.), affirmed 76 N. E. 1, 117 Mem.); R. Co. 
vs. Priddy, 115 N. E. 266 (Ind.); Baird vs. R. Co., 162 Pac. 79 
(Utah); Dee vs. S. P. L. A. & S. L. R. Co., 167 Pac. 246; Wash- 
ington Horse Exchange vs. Wilson, 176 S. W. 1036. 


Under these decisions you would not, in the instant case, be 
limited to a proportionate amount of the value to which the 
shipment was released, but could recover the actual value of 
the goods damaged, but not to exceed the released value of 
the entire shipment. 

There are, however, decisions which hold directly to the 
contrary. Under such decisions recovery for loss of or damage 
to part of a shipment released to a stated value is limited to a 
proportionate amount of the released value of the shipment. 
Decisions which so hold are Western Transit Co. vs. Leslie & 
Co., 242 U. S. 448; Shelton vs. Canadian Northern Railroad Co., 
199 Fed. 153; Fielder vs. Adams Express Co., 71 S. E. 99; United 
Lead Co. vs. Lehigh Valley R. Co., 141 N. Y. S. 310; affirmed 
109 N. E. 1094; Stratton vs. C. M. & St. P., 168 N. W. 757; Frank 
vs. Mich. Cent., 154 N. Y. S. 701. 

See, also, our answer to “Mississippi,” on page 1406 of the 
December 11, 1926, Traffic World. 

Limitation—Time for Filing Suit for Loss of Shipment—Volun- 
tary Payment of Claim After Lapse of Limitation Period 
California—Question: The carriers have just acknowledged 

that they have erred in the settlement of our former claims, 
there being due no charges for certain labor performed in re- 
conditioning shipments. Kindly advise if it would be possible 
for us to file supplemental claims on those already settled upon 
which the charges for labor were denied us, and, if so, how far 
back can we go? 

Answer: While it has been held that a carrier cannot waive 
the requirement that suit be brought within the two-year-and- 
one-day period (see Spartan Mills vs. Davis, 8 S. E. 614, and N. 
Pellagge & Co. vs. Vermont Ry. Co., 121 At. 441), the Commis- 
sion, in its opniion in the Decker case, 55 I. C. C. 153, on page 
458 thereof, after citing and quoting from the Blish case, said: 


While these cases are undoubtely authority for the proposition 
that limitations in the bill of lading must be strictly adherred to 
and may not lawfully’ be waived, the provisions of the Cummins 
Amendment above quoted do not evidence any intent on the part 
of Congress to erect a statue of limitations barring the payment of 
seasonably filed claims after any given period. These provisions 
merely prescribe a minimum period to be provided by the carriers 
for filing claims and a minimum period for instituting suit. Nor 
does the bill of lading provisions based on that amendment evidence 
any such intent. The bill of lading provides, first, that as a condition 
precedent to recovery certain claims must be filed within a fixed 
period, and, second, that suits, whether on account of the above 
claims or on account of claims not required to be filed with the 
carriers, shall be instituted within two years and one day. One of 
the purposes of these provisions is to facilitate prompt investigation 
of claims and that the carriers may not be required to defend suit 
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brought after the expiration of the two-year and one-day period. 
The bill of lading does not provide however, that the filing of suit 
shall be a further condition precedent to the consideration upon its 
merits or the payment of a valid claim seasonably filed with the 
carrier. Obviously where the carriers pay such claims, they must 
avoid unjust discrimination in doing so, but the mere act of adjust- 
ing a claim after two years and one day, where the carrier had 
not concluded its investigation within that period, cannot fairly 
be regarded, under the bill of lading provisions above quoted, as a 
waiver of defenses open to it. To hold otherwise is to say that where 
the consideration of a claim by a carrier is either designedly or un- 
avoidably delayed until after the two-year and one-day period all 
liability of the carrier is destroyed notwithstanding the circumstance 
that the claim may have been seasonably filed with the carrier and 
that the shipper may have been led to believe that it would be ad- 
justed, a construction which finds no sanction in the language actually 
used and which is clearly contrary to the spirit of the provisions 
and of the act of Congress upon which they are based. The pur- 
pose of the limitation with respect to filing suit is not that the 
carrier may escape liability but that if called upon to defend a suit 
the suit must be instituted within the period specified. 


Demurrage—Notice of Constructive Placement 

Georgia.—Question: Your answer on page 250 of The Traffic 
World, January 22, 1927, to question from “Alabama” is mislead- 
ing, if not erroneous. 

An “order notify” shipment is not subject to constructive 
placement until after the original bill of lading has been sur- 
rendered and order for placement given. In other words, the 
“order notify” consignee cannot give any direction as to the 
disposition of a shipment billed to order that would be binding 
upon the carrier until after he has surrendered the lading. 

Only a car consigned or ordered to an industrial interchange 
track or to other-than-public-delivery track is subject to con- 
structive placement. See Demurrage Rule 5, section A-1. 

In the cases cited the cars were for delivery upon other- 
than-public-delivery tracks. Unless, therefore, the “designated 
unloading platform” was a private facility of the consignee, a 
shipment for delivery thereat would not be subject to construc- 
tive placement. 

Answer: While, under the limitations of the question to 
which you refer, it does not seem to us that the points which 
you make are essential to an answer thereto, yet, in order to 
make the answer completé, we are giving further consideration 
thereto. 

Your statement that an order notify shipment is not subject 
to constructive placement until after the original bill of lading 
has been surrendered and order for placement given does not 
seem to be in accordance with the findings of the Commission 
in Murphy Bros. vs. N. Y. C. R. Co., 92 I. C. C. 259. It is true 
that, as the Commission so states on page 262 of its opinion in 
this case, the carrier cannot be required to deliver cars moving 
on order notify bills of lading until the bill of lading has been 
surrendered and that it is the defendant’s right and duty to de- 
mand surrender of the bills of lading, yet in this case the Com- 
mission held that demurrage was properly assessed on a number 
of cars which had moved on order nontify bills of lading and 
were held under constructive placement prior to the surrender 
of the bills of lading by reason of the inability of the notify 
party to accept delivery. 

See, also, in this connection, the Commission’s opinion in 
Union Bag & Paper Corporation vs. Director-General, 99 I. C. C. 
222. 

You are correct in your statement that only cars for delivery 
upon other-than-public-delivery tracks are subject to constructive 
placement, and our answer was based upon the assumption that 
the ‘designated unloading platform” was a private facility of the 
consignee. 

Inspection—Consignee’s Right to Inspect Goods 

Texas.—Question: Will appreciate very much if you will 
give us your opinion as to the right of the carriers in not per- 
mitting shippers to inspect cars of fruit and vegetables that are 
billed on open bill of lading to the shipper. but with notation 
to advise the consignee. The bills of lading in these cases do 
not bear the words, “Allow inspection.” They are, in fact, open 
bills of lading with shipper’s order effect as to delivery. Some 
of the carriers permit the inspection and others do not, and we 
would appreciate knowing whether they can refrain from per- 
mitting inspection under tariff provisions or under Commission’s 
ruling. 

Answer: The order bill of lading contains a provision to 
the effect that inspection of property covered will not be per- 
mitted, unless provided by law, unless permission is indorsed 
thereon, or given in writing by the shipper. 

However, as a general rule, in the case of the executory 
contract of sale, the buyer is entitled to a fair opportunity to 
inspect or examine the article or commodity tendered to see if 
it conforms to the contract and, if it does not do so, to reject it. 

If the carrier permits an inspection of the goods contrary 
to its undertaking, as expressed in the order bill of lading, which 
causes injury to the shipper, the carrier apparently may be 
held liable in damages, although the courts have held that it 
does not constitute conversion. See Hines vs. Scott, 248 S. W. 
663. 

Unless the provision in the bill of lading may be considered 
a part of the contract of sale, the provision is of little force 
and effect, and particularly is this true in a state where by law 
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ROCHESTER, N. Y. 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochéster. 








Insurance rate 12 cents per $100.00. 





Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°st<*'«" 








FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 


Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 
MEMBER A.W. A. 
Warehouse, 589 South Front Street 


Office, Falls Bldg., P.O. Box 1025 
MEMPHIS, TENN. 
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UTICA 
Broad Street Warehouse Corp’n 





In the Heart of New York State 





700 Broad Street 






MONTREAL 












J 
BINGHAMTON 





Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 
space. Private railroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 















1 
a | 


View CHARLES RIVER STORES, 131 Beverly Se - 


Direct Connection with Boston & Maine R. R. - 


Also ALBANY TERMINAL STORES, 137 Kneeland St. - 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
Total General Storage Capacity: 9,706,000 Cubic Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 
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the purchaser has the legal right to inspct the shipment under 
the particular contract of sale. See Earnest vs. D. L. & W., 134 
N. Y. 8S. 323. 

The above relates to the inspection of order notify ship- 
ments moving on bills of lading which contain a provision that 
inspection will not be permitted unless provided by law except 
that permission is indorsed on the bill of lading or given in 
writing by the shipper. . 

So far as shipments moving on straight bills of lading are 
concerned, the right of the consignee to inspect is presumably 
governed by the terms of the contract of sale, modified as it 
may be by the laws of the several states in regard to the inspec- 
tion of shipments. See Thick vs. Detroit U. & R. Ry. Co. (Mich.), 
101 N. W. 67; A. Newmark & Co. vs. Smith (Calif.), 146 Pac. 
1067; Imperial Products Co. vs. Capitol Chemical Co., 176 N. Y. S. 
49; Whitney vs. McLean, 38 N. Y. S. 793. 

See, also, the following cases in which it is held that the 
consignee is entitled to inspect the goods before he is bound 
to pay the freight charges: Lanata vs. Grinnell, 13 L. A. Ann., 
24 Note to Potts vs. N. Y. & N. E. R. Co., 3 Am. & Eng. R. R. 
Cas. 424, 426; Burkenroad-Goldsmith Co. vs. Ill. Cent., 70 S. 44; 
Mitchell vs. Mo. Pac., 206 N. W. 12. 


Damages—Measure of, for Injury to Goods Returned to 
Manufacturer 

Indiana.—Question: On December 15, 1925, we made a 
shipment to a party in X, of one bed, dresser, vanity, chifferobe, 
bench and night table. Upon arrival at destination, our custo- 
mer placed this shipment in his warehouse and a little later 
when he uncrated the suite, he found that the drawers were not 
properly fitted in some of the cases, and a few other minor 
defects which he did not wish to undertake to repair himself. 

Due to the fact that this customer was quite a big buyer, 
we granted him a 13% discount on this shipment. He returned 
the shipment in question to our factory on March 25th, 1926, 
and upon arrival, when we uncrated it, we found it to be prac- 
tically a wreck. 

The cost of placing this suite in a salable condition would 
have been 75 per cent of the original cost or more, and the car- 
riers decided to take over this suite and pay our claim, request- 
ing that we deduct from our invoice the amount of the 13 per 
cent which we allowed the customer. Since we shipped the 
customer a new suite in place of the one that was destroyed, 
we are taking the position that the return shipment was an 
entire new shipment and not subject to the deduction of 13 
per cent. The customer, by refusing the original shipment, left 
same on our hands in Philadelphia and we became the shipper, 
covering the return shipment and this, in our estimation, would 
make the return shipment an entire new shipment covering our 
relations with the original shipment, just the same as if we 
had purchased this suite in Philadelphia and shipped it to our 
factory in Wabash. Had this shipment come back to us in good 
condition, without breakage, we could have put it in salable 
condition for very little expense and placed it back on the 
market and have sold it for our original list price and would 
not have been penalized the 13 per cent that the carriers are 
now asking us to take off. 


The point that we are trying to make is that we should not 
allow the carriers the 13 per cent discount, since we have already 
allowed this to the customer and furnished him with a new 
suite. This transaction alone makes the return shipment an 
entirely new shipment and would be just the same as if we 
had held this shipment for a year or so and returned it to our 
factory. 


Answer: As we view this matter no claim, so far as the 
shipment from point of manufacture to X is involved. The 
claim covers damage to the shipment during its transportation 
from X to point of manufacture. 


Where goods intrusted to a carrier for shipment are injured 
through causes for which the carrier is responsible, the owner 
of the goods is entitled to recover the difference between the 
value of the goods at the time and place of delivery in an 
uninjured condition, and their value in the depreciated condition 
in which they were delivered, less the freight charges to the 
point of destination if they have not been paid. 

If the goods have a substantial value the consignee must 
accept the same and may recover the amount of his damage, 
determined in the manner above stated, from the carrier. 

If, however, the goods have no substantial value, the con- 
Signee need not accept delivery thereof and may recover the 
full value thereof. 

Where, as we understand to be a fact in the instant case, 
the carrier has elected to salvage the injured goods, the con- 
signee is entitled to recover the full value thereof, the carrier 
= the amount received from the salvaging of the injured 
goods. 

Presumably, as you replaced the original shipment to your 
— at X, you received the full invoice price therefor, there 

ing no occasion or obligation on your part to make a discount 
in the price thereof. 

If, however, you have allowed your customer a discount and 
the invoice price at X is to be used in determining the amount 
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of your loss, upon the ground that your loss is to be estimated 
on the price you could have sold the goods for had they been 
delivered in an uninjured condition, when taking into consid- 
eration the minor defects in the goods mentioned in the first 
paragraph of your letter, the discount appears to be a proper 
deduction, assuming that it represents the difference between 
the invoice value of such goods with no defects thereon and 
sng invoice value of such goods with the minor defects described 
y you. 
Carload Versus Less-Than-Carload Shipments 

Illinois —Question: With regard to the assessment of C. 
L or L. C. L. charges under the provisions of Rule 15° of the 
Consolidated Classification No. 4 (as discussed in answer to 
“Tennessee” in issue of September 11, 1926, page 586) does not 
the distinction between section 1 and section 3 of the Rule 
depend upon the interpretation of the words “fully loaded” in 
section 1 and “not fully loaded” in section 3? 

If the car is not fully loaded, and is offered to the carrier 
as a carload, under section 3, the carload charges must be as- 
sessed. Section 3 does not refer back to section 1 for possible 
modification of its application. 

If the car is fully loaded, the carload charges cannot ex- 
ceed the charges computed on the same weight at the L. C. L. 
rate, in accordance with section 1. 

Has the term “fully loaded” been defined, as the words are 
used in connection with Rule 15? 

Answer:—lIn several cases the Commission has considered 
the question of whether the carload or the less-than-carload 
rate should be applied: to a given shipment. See Klein-Simpson- 
Frank Co. vs. Director General, 98 I. C. C. 547; Rockwood 
Sprinkler Co. vs. Director General, 73 I. C. C. 277; Walter Zel- 
nicker Supply Co. vs. T. & O. C. Ry. Co., 51 I. C. C. 133; Colum- 
bian Iron Works vs. Southern Ry. Co., 45 I. C. C. 173; Sam Kyle 
vs. M.-K. & T., 42 I. C. C. 335; Passow & Sons vs. C. M. & St. 
P., at t &. ©. Te. 

In the first two cases cited above, namely, Klein-Simpson- 
Frank Co. vs. Director General, 98 I. C. C. 547, and Rockwood 
Sprinkler Co. vs. Director General, 73 I. C. C. 277, the Commis- 
sion found that the shipments covered thereby were entitled to 
the less-than-carload rate under the provisions of that portion 
of Section 1 of Rule 15 of Consolidated Classification, which 
states that the charge for a car fully loaded must not exceed 
the charge for the same lot of freight if taken as a less-than- 
carload shipment. 

In the Klein-Simpson-Frank Co. case, 98 I. C. C. 547, the 
Commission calls attention to, or rather discusses the clause in 
Section 1 of Rule 15 reading: “for a car fully loaded,” seem- 
ingly indicating that the provision of Section 1 of Rule 15 did 
not apply except as to shipments which fully occupied the car. 
However, in the Rockwood Sprinkler Company case, 73 I. C. C. 
277, there is no discussion of the question as to whether or not 
the shipment fully occupied the space in the car. 

Limitations—Complaints for Reparation 

Illinois —Question: A formal complaint filed with the In- 
terstate Commerce Commission on August 9, 1923. Hearing 
held September 25, 1925. Decision rendered December 5, 1925. 
Re-hearing requested and again decided against us on February 
15, 1926. 

New complaint started December 12, 1925, embracing the 
same commodity, same questions involved, and same parties 
to the complaint. 

The Commission has reversed itself in the new complaint 
and decided in our favor, grantiing reparation. 

Can we go back two years prior to August 9, 1923, the day 
we originally filed to prevent the running of the statutes. 

Answer:—We can locate no case in which the Commission 
was awarded reparation from a date two years prior to the 
filing of the original complaint, where, after dismissal of one 
complaint by the Commission, upon hearing and consideration 
of the evidence, another complaint involving the same issues 
but not referring in any manner to the former complaint was 
filed and the Commission awarded reparation therein. 

It is our opinion that the Commission would award repara- 
tion only for the period of two years preceding the filing of 
the subsequent complaint. 

Intrastate Rates—Jurisdiction of Commission to Order 
Changes in 

Wisconsin.—Question: Rates are published from certain 
points of origin to destinations within the same state, which 
rates are promulgated by the state commission. These rates 
are considerably higher in many instances to the border point 
in the state than to the next more distant point beyond the 
border point, to which latter point interstate rates -apply, and 
which rates are considerably lower than the intrastate rates 
applying to the state border point, which point is less distant 
than the next more distant interstate point. Can you cite any 
cases in point, also whether it is essential for the railroad to 
carry a lower interstate rate than intrastate rates? We find 
that the interstate rates in many instances are considerably 
lower, which appears to be a discrimination between interstate 

(Continued on page 446) 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 

430 Sansome Street, San Francisco, Cal. 
THE STEELE STEAMSHIP LINE, — N.Y. 


meral Western t 
H. KENNEDY, Ge a Me. 


| Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thee 20 of tates eee eee Se 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


7 Se. ee Se 
And at our Branch Offices at ports of call, etc. 


THE TRAFFIC WORLD 


THE 
ORIENT— 
QUICKLY 


When speed counts in Express, Freight or 
Passenger Service to Japan, China and the 
Philippines, use the AMERICAN MAIL 
LINE. Sailings every two weeks from 
Seattle, Wash., via THE SHORT ROUTE 
across the Pacific. Through bills of lading 
to any point in the Orient. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


MAIL 
LINE 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicage, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM | 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE oan ae 


Cristobal ALSO 


PANAMA Ports of + ars gr 


and British 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, 
Long arf 

Marquette Building 

Huff Shipping Company 








"‘Sevenned Notes 


i = 


P. R. Flanagan, of St. Paul, has been appointed assistant 
‘general freight agent, C. G. W., at Chicago. 

George S. Siddons, general western agent, A. B. & C., died 
at St. Louis January 19. W. A. Pyle, commercial agent, at St. 
‘Louis, will be in charge of St. Louis territory, and E. A. Thomas, 
commercial agent, Kansas City, will be in charge of Kansas City 
‘territory. 

: G. D. Eddy, of Chicago, has been appointed valuation en- 
‘gineer, St. L. & S. F., succeeding C. B. Spencer, who has resigned 
iafter 25 years with the company. 

' W. B. Lewis has been appointed traffic manager, Sloss 
‘Sheffield Steel and Iron Company, Birmingham, Ala. He suc- 
\ceeds J<°W. Reed, who has been assigned to other duties at 
‘Sheffield, Ala. 

D. B. Green has been appointed assistant general freight 
‘agent, Florida East Coast, at St. Augustine, Fla. 

’ P. A. Ziehlke has been appointed traveling freight agent, 
‘Wabash, at Des Moines, succeeding J. M. Holden, who died. 

A. C. McKinley has been appointed general agent, freight 
‘department, Lake Erie and Western district and Clover Leaf 
jdistrict, Nickel Plate, at Chicago. 

Nicholas Baker has been appointed assistant general freight 
gand passenger agent, Boyne City, Gaylord and Alpena Railroad. 

A; L. Bahler has been appointed commercial agent, D. L. 
1& W., at St. Louis, succeeding C. H. Hunt, who died. W. H. 
' Browtie has been appointed Canadian agent, at Toronto, suc- 
iceeding Mr. Bahler. H. L. Cole has been appointed division 
ifreight agent, effective Feb. 15, at Syracuse, succeeding W. B. 
‘Speirs, resigned to engage in other business. C. B. Signer has 
been appointed commércial agent, at Chicago. 

O. R. Bromley has been appointed freight traffic manager 
ror the Michigan Central Railroad, at Detroit, effective Feb- 
jruary 1, to succeed Carl Howe, who has been made vice-presi- 
ident of the Erie. Mr. Bromley’s previous connection with the 
‘Michigan Central was as freight traffic manager, to which office 
‘he is-gueceeded. by William C. Douglas, with headquarters at 
Chicago: 


DOINGS OF THE TRAFFIC CLUBS 


* "= Between 350 and 375 attended the “Shipper and Carrier Co- 
_operation in Transportation” banquet of the Tulsa Traffic Club 
at the Mayo Hotel, February 8. Pat Malloy, president, Constant 
Refining Company, spoke for the shippers of petroleum, and J. 
F. Jarrell, publicity agent, Santa Fe, for the railroads. Mr. Mal- 
loy said: “We have learned, as all American business has 
learned, through experience, that the path of ruthless competi- 
tion is marked with litigation and bankruptcy.” He commended 
:the railroads for the service and cooperation they were afford- 
ing. W. W. Stumph, president of the club, was toastmaster. 
, Invocation was offered by W. H. Murphy, of the Second Presby- 
‘terian Church. 
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: The Traffic Club of Sioux City held an “Omaha night” at 
‘the Chamber of Commerce club rooms February 9. The pro- 
gram was furnished by members of the club who live in Omaha. 





» The York Traffic Club held a meeting at the Manufacturers’ 
Association assembly room February 10. E, A. Hirschman, sec- 
. retary, York Chamber of Commerce, addressed the meeting. 





The Cooperative Traffic Association of New York will hold 
‘its first dance at the Knights of Columbus Hotel February 23. 
The association now has a membership of 125. 





{ The Traffic Club of Pittsburgh will hold its annual dinner 
-at the William Penn Hotel March 10. 





‘ The Traffic Club of Minneapolis held the first of its “Rail- 
troads days” for 1927, designated as “M. & St. L. Day,” at the 
: Nicollet Hotel February 10. W. H. Bremner presided. Dean G. 
*B. Frankforter, University of Minnesota, spoke on “The Value 
‘of the Sugar Beet Industry to the Northwest.” The M. & St. L. 
‘ girls staged a musical comedy revue. é 

The Traffic Club of Jersey City has elected the following 
officers: President, John E. DeShazo, Whitlock Cordage Co.; 
first vice-president, B. S. Hallick, C. F. Mueller & Co.; second 

_ vice-president, W. V. Phillips. Pennsylvania railroad; treasurer, 
H. D. Erickson, Joseph Dickson Crucible Co.; secretary, J. J. 
}Cullington, Chamber of Commerce. 

The Traffic Club of Newark held a meeting at the Chamber 
of Commerce building February 7. R. B. Dickson, sales mana- 
ger, eastern division, Pyrene Manufacturing Company, spoke on 
“Fire Prevention and Protection.” A motion picture, ‘Fortify 
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for Fire Fighting,” was shown. Harry V. Osborne spoke on 
“The Bonnie Brae Home for Boys.” The club is conducting a 
membership campaign. 





The Omaha Traffic Club will hold its annual election at the 
Ad-Sell Restaurant February 22. A proposed amendment to the 
by-laws providing for a death benefit fund will be submitted by 
a committee. 





The Transportation Club of St. Paul held a meeting at the 
St. Paul Hotel February 8. Frederick M. Eliot, pastor, Unity 
Church, spoke on “Evolution.” 





The Traffic Club of Oklahoma City will give a dance at the 
Sorosis Club February 22. There will be bridge as well as 
dancing. The various committees for the coming year have 
been appointed. The chairman of each committee will make a 
report at each noon luncheon. 





A Forum meeting was held in the club rooms of the Traffic 
Club of New York February 10, under the supervision and direc- 
tion of C. E. Harris, general eastern agent, M. & St. L., vice- 
president of the club. Thomas Arthur Moffet, freight traffic 
manager in America of the London, Midland, and Scottish Rail- 
way, spoke on “British Railways.” A musical program arranged 
by E. R. Bardgett, general freight agent, Cunard Line, was fur- 
nished by Mr. and Mrs. W. Y. Daly, E. E. O’Connor and Miss 
Marie Reynolds, members of the Cunard official staff. Dinner 
was served in the club rooms and, in conclusion, a moving pic- 
ture, “Seagoing Senior,” was shown, furnished by the Cunard 
Steamship Co. The annual dinner will be held February 19. 
Dr. Robert Beatty, East Orange, N. J., and Harold B. Wells, 
Camden, N. J., will speak. Music will be furnished by the Read- 
ing Seashore band, through the courtesy of the Reading Co. 





The Chicago Freight Rate Club will hold a meeting in the 
rooms of the Traffic Club of Chicago at the Hotel La Salle 
February 15. 





The Traffic: Club of Cleveland will hold its thirteenth an- 
nual banquet at the Hotel Cleveland February 16. The principal 
speaker will be William H. King, senator from Utah. His sub- 
ject will be “Governmental Problems.” The other speakers will 
be Therman (Dusty) Miller, humorist, and William R. Hopkins, 
city manager, Cleveland. J. W. Montigney, president of the 
club, will be toastmaster. 





At a meeting of the board of governors of the Traffic Club 
of Detroit February 5, the following officers were elected: Pres- 
ident, J. H. Myler, director of traffic, Chrysler Corporation; first 
vice- -president, Henry Shearer, assistant vice-president and gen- 
eral manager, Michigan Central; second vice-president, C. F. 
Bielman, Jr., vice-president and general manager, White Star 
Navigation Company ; secretary, T. R. Cochrane, division freight 
agent, Wabash; treasurer, J. A. Ferguson, contracting freight 
agent, Canadian Pacific. 





The Motor City Traffic Club (Detroit) will hold a meeting 
at the Commerce Restaurant February 21. There will be a pro- 
gram on the subject of express transportation. George S. Lee, 
traffic manager, American Railway Express, New York City, 
will discuss the basis of classification and rates via express; 
George T. Carlin, general manager, American Railway express, 
Cleveland, will discuss express operating conditions; and E. H. 
Stevens, superintendent, loss and damage division, American 
Railway Express, Chicago, will discuss methods of packing and 
other features involved in connection with shipments via ex- 
press. R. H. Shaw, Packard Motor Company, is in charge of 
arrangements. 





The Cincinnati Traffic Club held an election February 7 at 
a smoker, with instrumental and vocal entertainment. The fol- 
lowing were elected: President, J. W. Flannery; first vice-pres- 
ident, George Krause, Jr.; second vice-president, Theodore Da- 
vis; third vice-president, George H. Kerr; secretary, George W. 
Doll; treasurer, E. A. Doyle; governing board, Samuel Herndon, 
E. C. Rentz, Joseph Mercurio, Hugo Ignatius, T. Costello, T. L 
Evans, J. A. Dolan, and W. G. Chamberlain. The club will hold 
its third annual dinner at the Cincinnati Club February 14. 
Captain Irving O’Hay, United States Army (retired), will speak 
on “Life and Laughter.” Invocation will be offered by Hugo 
Hisenlohr, D. D., pastor, First Protestant St. John’s Church, 
Unitarian. 





The Indianapolis Traffic Club has approved the resolution 
pertaining to consolidation of railroads adopted by the Asso 
ciated Traffic Clubs of America at its Milwaukee meeting. 





The Women’s Traffic Club of San Francisco held a joint 
meeting with the Business and Professional Women’s Club at 
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WETZEL 


Drop Front Tariff Files 


Cost—The first cost is the only one for these 
tariff files. When this is compared with tariff files 
that require guides, folders, indexing and clerical 
help, and that occupy more floor space, the Wetzel 
is by far the most economical. It pays for itself 
and continues to help make money in the traffic 
department.. 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 





T1—Top Section 


T2—Tariff File Section with 24 2-inch Drop Front Tariff Files 





T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 





T5—Sliding Shelf Section 


T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 





T6—Two Drawer Storage Section 





T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 
SPRINGFIELD, ILLINOIS 
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Leonard’s 
Routing Guide 


Rate Book 


FREIGHT, en ~- PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
New York Chicago 


(e~ Bureau of 
cana %) Canadian 
Information 


The Canadian Pacific Railway 
through its Bureau of Canadian Information, will 
furnish you with the latest reliable information on 
every phase of industrial and agricultural develop- 
ment in Canada. In our Reference Library at Mon- 
treal is complete data on natural resources, climate, 
labor, transportation, business openings, etc. Addi- 
tional data is constantly being added. 


DEVELOPMENT BRANCH 


If you are interested in the mining wealth and in- 
dustry of Canada or in the development or supply 
of industrial raw materials available from resources 
along the Canadian Pacific Railway, you are invited 
to consult this Branch. An expert staff is maintained 
to investigate information relative to these resources 
and examine deposits in the field. Practical infor- 
mation is available as to special opportunities for develop- 


ment, use of by-products and markets, industrial crops, 
prospecting and mining. 
“Ask the Canadian Pacific about Canada” is not a mere 
advertising slogan. It is an intimation of service—with- 
out charge or obligation—that the information is available 
and will be promptly forthcoming to those who desire it. 


Canadian Pacific Railway Co. 


Department Colonization and Development 


J. S. DENNIS Windsor Station 
Chief Commissioner Montreal, Can. 


\C IAN 
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the Women’s City Club February 10. Miss Margaret Mary 
Morgan spoke on “What Woman Can Do.” There was a round 
table discussion of the educational program of the Associated 
Traffic Clubs of America. 





The Shreveport Traffic Club will hold its annual dinner and 
election of officers at the Washington Hotel March 18. +The 
principal speaker will be J. H. McLauren, president, American 
Wholesale Grocers’ Association, Washington, D. C. A large 
number of members of the Wholesale Grocers’ Association in 
Arkansas, Louisiana, Oklahoma and Texas are expected to 
attend. 





At the annual dinner of the Junior Traffic Club of Chicago 
February 10, Samuel O. Dunn, editor, Railway Age, said: “There 
is just as good an opportunity in the railway service for young 
men of energy and ability as there ever was, and they can still 
rise from any place in the ranks to the highest positions. Their 
development depends on their brains and how much they are 
willing to use them.” He pointed to the fact that in the case of 
four railroad presidents having headquarters in Chicago, most 
recently elected, they had started in the railroad business on 
small wage jobs. New officers installed at the meeting were as 
follows: President, W. H. Hamilton, Hawthorne traffic agent, 
Western Electric Company; vice-president, Clarence Giles, 
freight traffic representative, Grand Trunk; treasurer, A. D. 
Llewellin, commercial agent, C. I. & W.; secretary, James E. 
Paulan, assistant traffic manager, Acme Steel Company. 





The Traffic Club of Kansas City will hold a meeting at the 
Baltimore Hotel February 15. The report dealing with the edu- 
cational program and the resolution pertaining to consolidation 
of railroads adopted by the Associated Traffic Clubs of America 
at its Milwaukee meeting will be presented for final action. The 
1927 year book of the club will be distributed. A barn dance 
will be held at the Baltimore Hotel February 21. 


HEAVIER LOADING OF CARS 


An effort to bring about the heavier loading of freight cars 
by shippers, receivers and railroads in the territory covered by 
the Atlantic States Shippers’ Advisory Board is to be made 
this year. The members of the board are encouraged by the 
success attending the movement of the record-breaking volume 
of traffic last year and confident that business will continue to 
expand, thus making greater demands on railroad facilities. 

As a test period in which to perfect their machinery, they 
have set aside the month of May to ascertain the loading per- 
formance of all cars used in the handling of such commodities 
as cement, brick, fertilizer, sugar and salt, and with the results 
of these loading performances before them they expect later 
to extend the movement to other commodities. 

Under the direction of W. J. I. Banham, of the Otis Elevator 
Company, New York, general chairman of the board, and J. W. 
Roberts, general superintendent of transportation of the Penn- 
sylvania Railroad, chairman of the railroad contact committee, 
plans have been prepared for a thorough analysis of the loading 
performance data gathered in May. 

Each railroad operating in the board’s territory will submit 
car loading reports to E. J. Cleave, district manager of the Car 
Service Division of the American Railway Association, and these 
are to be placed before the board’s executive committee and the 
railroad contact committee for consideration in joint session, 
following which they will be passed on by the full membership 
of the board. 


S. W. ADVISORY BOARD 


Business activity in the territory embraced by the South- 
west Shippers’ Advisory Board will be on the increase for the 
first quarter of 1927, according to the commodity committee 
reports at the board’s fourteenth regular meeting at San An- 
tonio, Tex., February 4. There was an attendance of 433, twelve 
per cent larger than-any previous meeting. 

Out of 26 committee reports, 17 estimated increases for the 
first quarter of 1927 as against the first quarter of 1926, ranging 
from 5 per cent to 27.5 per cent, and only two lines of industry 
anticipated decreases. The tabulation of car requirements on 
the industries for which such figures were available anticipated 
ear loadings for the first quarter of 1927 as 610,160, against 
568,880 for the same period last year, an increase of 7.8 per cent. 

Due to the unsatisfactory cotton situation, it was stated, 
general business conditions and bank deposits were not what 
they should be, but, according to W. J. Evans, assistant federal 
reserve agent, the volume of agricultural production reached 
the highest level in 1926 it had attained since 1919, and the 
total value of agricultural products in 1926 exceeded that of 
1925, the decline in the value of the cotton crop being more 
than offset by the increased value of grain and feed crops. 
Building activity was generally reported as good, and, generally, 
all reports were of an optimistic nature. 

Railroad service was declared to be uniformly satisfactory. 
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According to R. C. Andrews, district manager, car service divj- 
sion, American Railway Association, car loading in the territory 
of the board for 1926 showed an increase of 2.5 per cent over 
1925, and 14.6 per cent over 1924. L. M. Betts, manager car 
service division, American Railway Association, discussed gen. 
eral transportation conditions over the country and reviewed 
advisory board activities. 

A delegation of six business men from San Louis Potosi, 
Mexico, accredited representatives of the first shippers’ advisory 
board in the Republic of Mexico, were in attendance. The dele. 
gation was headed by Sr. Caballero, chairman of the new Mex. 
ican board. He made the announcement that all sections of his 
country would be organized into advisory board districts as 
soon as it could be worked out, and that his delegation had 
come to learn more fully how the work was carried on. Mex. 
ican delegates who attended the Brownsville meeting of the 
Southwest Advisory Board a year ago were much impressed 
with this form of co-operation and the idea of organizing similar 
boards in Mexico has recently reached a state of fruition. Ac. 
cording :to chairman Caballero, the Mexican boards will prob- 
ably consider rates as well as service, as there is no regulatory 
body in Mexico that has supervision over rates. 

The next meeting of the board will be at Amarillo, Tex, 
in May. 

A digest of the commodity committee reports, showing 
anticipated increases for the first quarter of 1927 as compared 
with the same period last year follows: 





Per cent 

of increase 
ey GE I so ook cine e's tiv icc wc caniensiteoiwesceee ante 5 
, GU NN SHINO, 05.5 6 osiciesdcredsdewsvvievle pasicedeebeeewe 10 
RE eR A ne a ee eee ee ee ee ee ee 25 
SN NEI 66 o.c.0'0 siv.ciesy 0010.0 01910, 9 wee sen eae gel 10 
CCCs SD GO POGGIO UB cc oii disci cdcwcececccecssewssieecwe 16 
ee I oe. craig Sioa din. 0' Sis seis REMUS RT ewe ed tee 18 
NN, SNR Ber ec tae claus attics. 6 6a pvlbto/S alge Glee erele woe.oe ee 13 
NN I a hc by ax 9:8 544 dcns se nron oet were-bleree aide mid cain ose ee Marwnarareus 5 
NIL, nlite Catnip sig d.o-06 Kes 9b Eweceies pen ee Eee 12 
eee Ge WOOT TTOGUOS 8 ooo c sk ccc ccccscccescoebesonns 10 


Perishable products 
Petroleum and products 
Rice and rice products. 
Salt and salt products.. 
Sand, stone and gravel 
Se, SURGE IE IND 5S 6s ach S's dc. gia odie wide s S lelimne <6 Reece 
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Sulphur 
Per cent 
of decrease 
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De Me BO a ee een Arraeee Sm No change 
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DETROIT SHIPPERS’ CONFERENCE 


A meeting of the Detroit District Shippers’ Conference of 
the Detroit Board of Commerce was held February 8. H. 8%. 
Bradley, traffic manager of the Ann Arbor Railroad, gave 4 
talk on the principles that guide carriers in making freight 
rates. He said the many apparent inequalities and inconsist- 
encies in the freight structure were merely the outgrowth of 
rates made by the carriers prior 'to the formation of the various 
freight associations, to help the business of particular indus- 
tries and to get additional business for individual carrers with- 
out much regard for the interest of the community or the other 
carriers. In the period of federal control, he said, an attempt 
was made to place freight rates on a so-called scientific basis 
without much consideration being given to the economic dis- 
turbance that such action might create against industries and 
communities built up under the former method of making 
rates. Before this system could be put into affect, however, 
federal control terminated and the carriers, through the freight 
associations, had since considered rate adjustments with re 
gard to both factors considered in the previous periods, attempt- 
ing to work out a scientific rate basis and at the same time 
prevent disturbance of the business of industries and com- 
munities when it could be done without involving discrimina 
tion. He said, however, that, on account of the tendency of 
the Commission to make rates, the latitude of the carriers in 
the making of rates had been greatly restricted. He outlined 
the methods followed by the freight associations in considering 
rate adjustments presented to them by shippers, emphasizing 
that the carriers were anxious to give the shippers full oppor- 
tunity to express their views before any changes were put into 
effect. 

R. P. Fraser, manager, foreign department, and Joseph E. 
Totten, assistant cashier, of the Peoples State Bank, discussed 
the methods of banks in handling shipping documents in cor- 
nection with foreign and domestic transportation. 

C. A. Sullivan, traffic director, Fisher Body Corporation and 
president of the conference, presented a resume of the activ- 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The raffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 





Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. . Chicago, Illinois 
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THE TRAFFIC WORLD 


VISUALIZED 
DEMURRAGE 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. | 


SS, ss od 


THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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ities of the twelve committees since the last meeting in No-_ 


vember. The conference operates through twelve committees 
which meet at regular intervals for the consideration of trans- 
portation problems of interest to Detroit. Their recommenda- 
tions are put into action through the traffic-transportation de- 
partment of the Board of Commerce. The details of these ac- 
tivities are covered by bulletins issued to the members,, the 
general meetings being confined to matters of educational value 
and briefly reviewing the high spots of committee activities. 


N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


Plans for coordinating the marine equipment of the rail- 
roads operating in New York Harbor have not been perfected 
as yet because of a desire to make sure that no scheme would 
be devised that would not be an improvement over the present 
system, J. J. Mantell, vice-president and general manager of the 
Erie Railroad, told the Shippers’ Conference of Greater New 
York in the rooms of the Merchants’ Association on Tuesday. 
Many of those present had been led to believe that the plan 
was to go into effect this month. 

Mr. Mantell, who is chairman of a special committee named 
by railroad traffic executives to work out a plan for unification 
and on which it was stated that the Lehigh Valley, New York 
Central, Pennsylvania and Erie railroads were represented, said 
the survey had been under way for a year. The committee had 
reached the question of the coordination of towing. In reply 
to a question, he said that the matter under discussion had no 
reference to the coordination of contract terminal service. 

“The study of this problem must go beyond coordinated 
towing,” said Mr. Mantell, “so as to make the matter complete. 
We must be able to show that coordination of towing will pay 
and prove more efficient when it includes delivery. We have 
to consider the business on which this port has been built up 
and so far we can’t be rushed too much, as our first interest 
is the Port of New York.” 

In reply to a question by W. H. Chandler, traffic manager 
of the Merchants’ Association, Mr. Mantell said no plan would 
be put into operation until it had been submitted to shippers, as 
he considered them just as important as the railroads in build- 
ing up the trade of the port. 

The Shippers’ Conference agreed to delay taking a definite 
stand in the matter until the carriers are ready to submit their 
plan of what they propose to do. - 

The committee on wharfage rates, through Mr. Chandler, 
announced that the conference would be represented at the Com- 


mission hearing in Washington March 7, at which the whole~ 


question of handling, warehouse, storage, and other accessory 
services of the port would be considered. 

The nominating committee, of which W. A. Becker is chair- 
man, submitted the following names as candidates for office for 
the ensuing year: W. H. Chandler, chairman; E. T. Waring, 
board of directors, and W. A. Becker, vice-chairman. 


At a meeting between the shippers’ committee and railroad 
traffic executives held previous to the conference, to discuss 
the probable effect of the consolidation of facilities, the com- 
mittee outlined the situation in the following statement: 


Co-ordination of harbor equipment along lines that will insure 
better service and at the same time preserve direct contact between 
the individual carriers and their patrons, would undoubtedly be 
welcomed by the shippers and receivers of New York. However, co- 
ordination along lines adopted during federal control, which disre- 
garded special treatment of import, export and other shipments, and 
injected a third operating force between the line haul roads and their 
patrons would not meet the requirements of this port. 

The traffic departments of the carriers reaching this port are 
the natural points of contact between shippers and the railroads. 
Shippers naturally look to the traffic officers with whom contracts 
for shipments are made to see that the proper service is given from 
shipping points to destination. The injection of an independent term- 
inal company that places economy before service may, and often 
does, defeat all other efforts to insure the character of transportation 
required by the railroad patron. 

Any co-ordination that will preserve the present ey of con- 
tact between the shipping public and the carriers and at the same 
time improve service and reduce the operating costs of the carriers 
would be supported wholeheartedly. The shippers would not, however, 
look with favor upon a resumption of the plan followed during Fed- 
eral control. 

Shippers will gladly co-operate with the carriers in any effort 
to improve service or to reduce costs, if such reduction is not at 
the expense of service, and the elimination of competition, that 
a ~<a result in indifferent handling after freight arrives 
at the por 


The traffic executives were requested to give this matter 
consideration and to report, if possible, what might be expected 
in order that the committee might lay all of the facts before 
the Shippers’ Conference. 

During the war, when the railroads were under federal con- 
trol, a plan similar in its main features to the plan which the 
trunk lines have proposed was put into effect. The shippers 
of the port found that the intervention of a third operating 
agency, as provided for in that plan, tended to decrease the 
efficiency of the lighterage service and that it was objectionable 
in many ways. For the protection of the business of the Port 
of New York the various commercial: organizations and the 
shippers represented in the Shippers’ Conference say they are 
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determined. todo everything in'their power to see that. the 


present service at least is maintained. = 


MONEY FOR CIVIL AVIATION 


The Senate has passed the state, justice, commerce and labor 
appropriation bill carrying $4,015,750 for work of the Depart. 
ment of Commerce under the air commerce act of 1926. The 
appropriation as approved by the Senate was the amount recom. 
mended by the Bureau of the Budget. The House reduced the 
budget estimate to $3,568,165 when it passed the bill recently, 
Of the total appropriation of $4,015,750, $3,219,500 is for air 
navigation facilities as follows: 


Air navigation facilities: For the establishment and maintenance 
of aids to air navigation, including the equipment of additional air 
mail routes for day and night flying; the construction of necessary 
lighting, radio, and other signaling and communicating structures and 
apparatus; repairs, alterations, and all expenses of maintenance and 
operation; for personal services in the District of Columbia (not to 
exceed $34,224) and elsewhere; purchase, maintenance, operation, and 
repair of motor-propelled, passenger-carrying vehicles, including their 
exchange; and for the acquisition of the necessary sites by lease, or 
grant, $3,219,500, of which $450,000 shall be immediately available. 


Senator Bingham, of Connecticut, in support of the action 
restoring the budget estimates, submitted a statement setting 
forth that the Bureau of the Budget’s figure represented a very 
close estimate of the funds necessary to carry out the regulatory 
work required by the air commerce act. For this part of the 
administration of the law, the budget estimate was $796,250, 
while the House cut that amount to $556,390. The budget esti- 
mate, Senator Bingham said in the statement, was prepared last 
November, and that it was now the opinion of the Department 
of Commerce “that even the full amount of the budget estimate 
would not be adequate for all the work which should be done 
if the government is to give to the aeronautical industry the 
service which it expects under the regulatory features of the 
air commerce act.” 


“The industry,’ continued Senator Bingham’s statement, 
“through its various publications and by correspondence with 
the department, is every day making it perfectly plain that it is 
relying upon the government to carry out the full regulatory 
program which the act contemplates. It would not be fair to 
the industry to cut this program in half and allow some in- 
portant and necessary features to stand in abeyance.” 

As to air navigation facilities, Senator Bingham said: 


The appropriation ‘Air navigation facilities’’ is available for 
all expenses of providing beacon lights, emergency landing fields, 
radio-communication facilities, and other aids to air navigation along 
air routes, and for maintaining those aids and keeping them in op- 
eration. This entire appropriation is transferred to the lighthouse 
service for expenditure. 

The budget estimate included $3,219,500 for the establishment and 
maintenance of aids to navigation along air routes during the fiscal 
year 1928. The house reduced this amount to $3,011,775—a cut of 
$207,725. A reduction was made in the number of field empolyes 
and in the allowance for fuel and for travel expenses, ¥ 

The department’s lighting program up to the end of the fiscal 
year 1928 was based upon the anticipated contracts of the post office 
department for carrying the mail. The department’s policy was to be 
in a position to maintain beacon lights, landing fields, and otlier 
facilities along such routes as the post office department might put 
under air-mail contract. It is anticipated by the post office depart- 
ment that the total mileage of air-mail routes which will be under 
contract by June 30, 1928, assuming that proper navigational facilities 
can be provided, will be 10,408. Of this mileage, 551 miles will be on 
routes where night flying is unnecessary. Of the remaining mileage— 
9,857 miles—the transcontinental route has been lighted by the post 
office department from New York to Salt Lake City, a distance of 
2,041 miles. This leaves a mileage to be lighted by the department of 
commerce of 7,816 miles. 

The on nah meeps has already established lighting facilities and 
landing fields along certain routes. It is steadily extending the lighted 
mileage. According to present plans, facilities will have been com- 
pleted by the department, or contracted for, along 2,496 miles of air- 
way by June 30 of this year. This will leave 5,320 miles to be pro- 
vided with lights and landing facilities—so far as possible with the 
available funds—during the fiscal year 192 

The department had not expected, even with the full amount of 
the budget allowance, to complete the equipment of this mileage dur- 
ing the fiscal year i928—that is, the 5,320 miles in the post office 
department program of air-mail routes which will remain without 
facilities at the close of the current year. With the money allowed 
by the budget it was estimated that lighting facilities and landing 
fields could be established along about 3,500 miles only, which would 
leave about 1,800 miles of air-mail routes still without facilities at 
the close of the fiscal year 1928. 

In cutting the budget figure by more than $200,000, then, the 
house has reduced an amount which was already inadequate. If the 
reduction were permitted to stand it would mean a reduction of 
miles in the lighting program for the fiscal year 1928. It would cut 
the mileage to be provided with lights and landing facilities from 
3,500 miles to 2,900 miles and leave approximately 2,400 miles of aif- 


mail routes without navigational facilities at the close of the fiscal 
year 1928. 


PISTOLS AND REVOLVERS IN MAIL 


President Coolidge has signed the bill passed by Congress 
declaring non-mailable pistols, revolvers and other firearms 
capable of being concealed on the person. 


EDWARD CHAMBERS KILLED 


Edward Chambers, vice-president of the A. T. & S. F., was 
killed, February 11, by falling from the window of a hospital iD 
San Francisco, where he had been ill. 
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TIME IS MONEY 


How much time is lost in transit on your less 
carload freight shipments where Electric 
Railway Transportation is not available ? 


In Central Electric Freight Territory trans- 
portation delays are reduced to a minimum be- 
cause The Electric Railways have set the pace. 


Electric Railway Freight Service Speaks for Itself 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 
L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 











“Exactly _t ye eT .. = e C 
“WATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 

the last twenty years and producing a publication recog- 

nized as the authority on traffic matters in the United 

States, the Traffic Service Corporation long since arrived 

at the point where it stands alone as a dispenser of correct, 
_ intelligent, and prompt traffic service. 











Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 






Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 
Service Department 
310 Mills Building Washington, D. C. 
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CONSOLIDATION OF RAILROADS 
The Trafic World Washington Bureau 


John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners, appeared before 
the Senate interstate commerce committee, February 7, on the 
Fess railroad consolidation bill with respect to apprehension of 
state commissioners that the bill, if enacted into law, might be 
held by the courts to mean that Congress intended that the 
“resulting corporation” from a consolidation of companies should 
be a federal corporation. 

Mr. Benton explained that, at the first session of the Sixty- 
eighth Congress, Senator Cummins introduced a railroad con- 
solidation bill that contained express provision for federal incor- 
poration of consolidated carriers. The federal incorporation pro- 
visions were opposed by the state commissions and later that 
part of the Cummins bill was dropped. Mr. Benton said it was 
his understanding that it was not the intent of the author of the 
Fess bill, and he assumed, not the wish of the committee, to en- 
act legislation that would create federal corporations to own and 
operate the railroads, “with all that would imply as to destruc- 
tion of state power of local police control, regulation and taxa- 
tion.” 

Referring to provisions of the Fess bill relating to “the 
resulting corporation,’ Mr. Benton, in part, said: 


Section 211 specifically provides that “‘the resulting corporation 
shall have all and singular the rights, privileges, powers, immuni- 
ties, exemptions and franchises of each of the constituent corpora- 
tions,’”’ and “shall have power to issue, sell or exchange securities” 
and that all of the property of the constituent corporations shall be 
held to be transferred to and vested in the resulting corporation with- 
out further act or deed. 

I would point out that this is federal legislation, under which it 
is proposed that there shall come into existence upon proceedings 
before a federal board, and when an order has been made by it, a 
“resulting corporation” and that there is nothing in the legislation 
— designates the domicile or citizenship of such resulting cor- 
poration. 

If the bill in this form shall be enacted, I fear that the conclu- 
sion, arrived at by the courts in construing it, will be that it was 
the intent of the Congress that the ‘‘resulting corporation’’ should be 
a federal corporation, exercising under federal grant all of the cor- 
porate powers which were exercised by the antecedent state cor- 
porations, and such additional powers as shall be necessary or ap- 
propriate to the carrying into effect of the plan approved by the 
Commission, and the transaction of business thereafter in accord- 
ance therewith. ... 

We accordingly request, if you determine to report this bill, that 
you incorporate in the same language carefully framed to provide, 
in substance, that no corporation acquiring the property or fran- 
chises of another corporation, in accordance with the provisions of this 
title, and that no corporation resulting from the consolidation or 
merger of two or more corporations, under this title, shall be a fed- 
eral corporation, but the same shall be and remain a corporation in 
each of the states in which any predecessor corporation or con- 
stituent corporation exists, in the same manner, and to the same 
extent, as if such acquisition of property or franchises or such 
merger or consolidation had been authorized by concurrent legislation 
enacted by the several states in which such predecessor or constituent 
corporations existed. 

_ Lest that very imperfect language shall obscure what I mean, I 
will say that wherever any corporation acquires the property or 
franchises of another corporation in a state where the acquiring cor- 
poration is not incorporated, it should succeed to the corporate status 
of the corporation from which it acquired the same, so as to be, as 
to such property, and in the exercise of such franchises, a corpora- 
tion of the state that granted the franchises; and wherever two or 
more corporations are merged, the merged corporation should not be- 
come a federal corporation, nor a corporation of a single state, but 
should continue a corporation in each state where one of the merged 
or consolidated corporations previously existed, just as if the merger 
were effected under concurrent state laws. And the intent of Con- 
gress that this result shall follow from consolidations under the act 
should be made clear by express and unequivocal language. 


Members of the committee present at the hearing were 
Chairman Watson and Senators Couzens, Fess, Metcalf, Pine, 
Sackett and Wheeler. All these senators were not present when 
the hearing was scheduled to begin. In informal discussion both 
Chairman Watson and Senator Couzens expressed the view that 
there was no hope for consolidation legislation at this session. 

Chairman Watson put in the record a letter from L. F. 
Loree, as chairman of the Kansas City Southern, in which Mr. 
Loree said he deprecated passage of further amendments to the 
transportation act. He said he thought the railroads should 
have an opportunity to adapt themselves to present conditions 
before further changes were made. He referred to the demand 
for consolidation legislation because of the provisions in the 
existing law requiring the Commission to prepare a plan group- 
ing the railroads into a limited number of systems. He sug- 
gested that that condition could be met by enactment of a joint 
resolution authorizing suspension of those provisions of the law 
until 1930. He pointed out that, under existing law, a railroad 
could acquire control of another by lease or by stock purchase. 

Senator Fess, February 8, declared closed the hearings on 
his railroad consolidation bill. A hearing was held that day to 
permit Alfred P. Thom, general counsel of the -Association of 
Railway Executives, to reply to Mr. Benton’s testimony with 
reference to federal incorporation of railroads. The hearing 
was scheduled to begin at 10:30 a.m. With only Senators Fess 
and Pine present, the hearing got under way fifteen minutes 
after that time. Later, Senator Hawes appeared. 

Senator Fess announced he would endeavor to have the 
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committee meet in executive session to consider the consoli- 
dation bill. 

Mr. Thom said, in replying to Mr. Benton, that he did not 
think there was occasion for apprehension on the part of the 
state commissioners with respect to the Fess bill and federal 
incorporation of railroad companies. He said it was well settled 
by decisions of the Supreme Court of the United States that 
Congress might bestow on state corporations additional powers 
that were outside the scope of the power of the states without 
disturbing the status of such corporations as corporations of 
states. He admitted there was a technical possibility, under 
the Fess bill, for creation of a federal corporation but he ar. 
gued that such a corporation would not be able to do necessary 
things unless it were incorporated under the laws of some 
state. He discussed the legal distinction between a consolida- 
tion and a merger, referring to court decisions holding that a 
consolidation resulted from the creation of a new company and 
the elimination of the constituent companies whose properties 
were taken over by the new company, while a merger was the 
absorption by one company of another company or companies. 

Suppose, Mr. Thom said, that a new company came into 
existence under the Fess bill as the result of consolidation of 
several companies. He believed that creation of such a com- 
pany would be a remote possibility and argued that the Penn- 
sylvania, the Baltimore & Ohio, the Union Pacific, etc., would 
not consider the wiping out of existence of the existing cor. 
poration in connection with unification of railroad properties. 
He said the practical method would be for the existing com- 
pany to be the stump for the new system. He believed that 
that would be the only way anything would be done under the 
Fess bill. He said if a new corporation were created under the 
Fess bill and it were held to be a federal corporation, the re- 
sult would be a corporation without power, for example, to 
mortgage its franchises. Power to do that, he said, must be 
conferred by a statute. He said it would be necessary for the 
corporation to go to a state to obtain power to do that. He 
said the present consolidation provisions of the law would 
permit the creation of a new corporation that could be held to 
be a federal corporation and yet no protest had been made 
against those provisions. He said the Cummins bill and the 
Fess bill were identical with respect to the provisions as to 
which question was raised by the state commissioners. He 
did not think that the state commissioners need have the least 
apprehension that the Fess bill was intended to provide for a 
plan of federal incorporation of railroad companies. 

In a brief rebuttal statement, Mr. Benton said if the situa- 
tion was as described by Mr. Thom, he could see no harm in 
language being inserted in the bill to declare that it was not 
the intent of Congress to provide for federal incorporation. 

Senator Fess asked Mr. Thom if he wished to discuss fur- 
ther the objection voiced by W. H. Williams, chairman of the 
Missouri Pacific, to the provision in the bill permitting the 
Commission to require, as a condition to approval of a con- 
solidation plan, inclusion of a line that had not asked to be 
taken in. Mr. Thom said his view was that Congress, in enact: 
ing such a bill as the Fess bill, would be legislating in the pub- 
lic interest and not in the interest of the railroads. He be 
lieved that the Commission, in the public interest, should have 
the power to require, as a condition, inclusion of a line it be 
lieved should be included in a given merger, although the line 
had not asked to be taken in. He said he had been supporjed 
in that view by a large majority of the railway executives when 
that feature of the bill was discussed at an association meeting. 

Asked with reference to the proposal of Mr. Loree that 
Congress pass a joint resolution suspending operation of the 
provisions of the present law requiring the Commission to pre 
pare a plan for consolidation, Mr. Thom said such action would 
not meet the situation because no machinery would be pro 
vided to carry into effect orders of the Commission authorizing 
consolidations, as provided in the Fess and Parker bills. 


C. AND O. APPLICATION 


The Chesapeake and Ohio February 11 filed an application 
with the Commission for authority to acquire control of the 
Erie and Pere Marquette railroads through stock ownership. 
The company also asked authority to issue $59,502,400 of addi- 
tional common stock of the C. & O. for the enhancement of 
the capital structure, through substitution of stocks for bonds, 
and for the purpose of reimbursing the company’s treasury for 
capital expenditures for additions and betterments. The C. 
& O. will purchase shares of Erie and Pere Marquette covered 
in options obtained from O. P. Van Sweringen. It will acquire 
from the Nickel Plate 147,900 shares of Pere Marquette commo. 
now under contract. 


W. & L. E. STOCK APPLICATION 


The Wheeling & Lake Erie, in an application made public 
by the Commission February 9, asked authority to issue 222,276 
shares of its common stock of the par value of $100 each, and 
to exchange the stock from time to time for 118,826 shares of 
prior lien stock and 103,450 shares of the preferred stock of the 
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company when and as the prior lien stock and the preferred 
stock are offered for conversion. In an amendment of the ap- 
plication, the carrier said it requested the authority sought if 
the authority of the Commission was required. It said it had 
made provision for conversion of the stock prior to the effective 
date of the Commission’s jurisdiction over issuance of securities 
and that therefore the Commission should disclaim jurisdiction 
of the subject matter. If the Commission assumed jurisdiction, 
the carrier said, the application should be granted in order to 
permit the proposed conversion to become effective at the 
earliest possible date. 

A. P. Martin, as counsel for the Wheeling & Lake _ Erie, 
called on Director Mahaffie, of the Commission’s bureau of 
finance, on February 8 to make inquiries about the procedure 
to be followed by the Wheeling & Lake Erie for the conversion 
of its prior preferred and preferred stock into common stock 
so that the orders for the common stock taken by brokers might 
be filled. The demand for the common stock arises from the 
buying of such stock by the New York Central, the Nickel 
Plate and the Baltimore & Ohio and of those who heard of 
their buying, in time to do buying on their own account. The 
orders taken by brokers exceeded the amount of the outstand- 
ing common stock. The agreement under which the road issued 
its two grades of preferred stock, it is said, authorizes the 
conversion of preferred stocks into common stock, hence the 
inquiry. 

According to reports from New York, Mr. Martin was de- 
puted to do what was necessary before the federal and the Ohio 
commissions to bring about the conversion. There was some 
question as to whether the Commission’s assent to the conver- 
sion is necessary. Mr. Martin was told that if the company had 
a doubt about the necessity for consent of the federal body but 
desired to be ready to ask for it in the event it was necessary 
that it was not uncommon for a carrier, in such a case, to file 
an application containing an expression of doubt as to the neces- 
sity therefor and a request for a ruling on the point. 


YT 
COMMISSIONERS BY PROMOTION 

Editor The Traffic World: 

Have noticed very little discussion in your Open Forum 
regarding appointments to the Interstate Commerce Commission. 

Is it possible that the readers of The Traffic World are not 
interested in such trivial matters, or do they consider being 
interested would not materially affect the present system of 
such appointments? 

It has often occurred to the writer that commissioners should 
be selected from examiners of at least five years’ experience. 

Such promotions would be an incentive to the examiners 
to qualify, and would also give the transportation public an 
assurance that the-new commissioner was thoroughly familiar 
with transportation matters instead of being an active politician. 

After five years as an examiner, the appointee’s status as 
to his personal interets in any cases coming before the Com- 
mission would be reasonably determined and would eliminate 
a great deal of delay and wire pulling when the President’s 
selection is presented to Congress for confirmation. 

Fred L. Emerson, Traffic Commissioner, 
Colorado Merchants’ and Manufacturers’ Association. 
Denver, Colo., Feb. 5, 1927. 


TRAFFIC EDUCATION 
Editor The Traffic World: 

The letter of Mr. Walter Grossniclaus which you published 
in the February 5 Traffic World, in respect to traffic education, 
has been interesting in that it reflects an all too common, though 
erroneous, impression of the real benefits of traffic education. 

Mr. Grossniclaus seems to be under the impression that, as 
soon as a man has been properly educated in “all the technical 
points of traffic,” then the only thing necessary for him to do is 
to step out and secure a position as traffic manager with some 
large concern. This, of course, is an entirely erroneous con- 
ception of the true worth of traffic education. 

Traffic is just as much a profession as is law, medicine, 
engineering, etc. We do not see young lawyers, doctors, and 
engineers stepping out immediately after their graduation from 
college and depositing themselves solidly in a worth-while posi- 
tion, paying a large salary, and there is no reason why the 
traffic man should expect to do otherwise. On the other hand, 
the traffic man who receives a firm foundation of traffic educa- 
tion is bound to go farther in the same length of time than the 
one who has never received this education, but who depends 
on the “hit and miss” knowledge of actual experience. For the 
man who is big enough mentally to realize that he cannot expect 
to complete a prescribed: course of traffic training and imme- 
diately step into a $10,000 job, but who is content to start at the 
bottom in order to show his actual worth to the company, there 
is opportunity without limit. 

Education in any line of endeavor can never supplant prac- 
tical experience entirely, but as I said before, the man who has 
the firm foundation of a traffic education is doubly equipped in 
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the battle for personal betterment; and not only that, but he 
will also receive greater consideration at the hand of a pros. 
pective employer because he has the foresight and determina. 
tion to train himself, than the one who depends upon his 
experience only. 

There may be some other views on this important subject 
and I should like very much to see them expressed through the 
columns of your worthy publication. 

George A. Rautenberg, President, 
College of Advanced Traffic. 
Chicago, Feb. 10, 1927. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended February 5 totaled 14,854 cars, as compared with 14,323 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. 
Shipments the week ended February 5 were reported as follows: 


Apples, 2,069 cars; cauliflower, 188 cars; cabbage, 783 cars; celery, 
566 cars; eggplant (imports), 21 cars; grapefruit, 701 cars; imports, 
3 cars; green peas (imports), 103 cars; lemons, 197 cars; lettuce, 1,183 
cars; mixed citrus fruit, 195 cars; mixed vegetables, 688 cars; im- 
ports, 3 cars; onions, 573 cars; oranges, 2,206 cars; imports, 7 cars; 
pears, 53 cars; peppers (imports), 44 cars; spinach, 602 cars; straw- 
berries, 7 cars; string beans, 6 cars; sweet potatoes, 463 cars; 
be ype ng 69 cars; imports, 169 cars; potatoes, 4,108 cars; imports, 
138 cars. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 23-31, inclusive, was 259,548, as compared with 275,544 
cars in the preceding period, while the average daily shortage 
was 164 cars, made up of 2 box, 65 gondola, 20 hopper and 77 
flat cars, according to the car service division of the American 
Railway Association. The surplus was made up as follows: 


Box, 126,993; ventilated box, 422; auto and furniture, 21,327; 
total box, 148,742; flat, 10,491; gondola, 39,113; hopper, 23,475; total 
coal, 62,588; coke, 706; S. D. stock, 20,676; D. D. stock, 3,612; refriger- 
ator, 11,759; tank, 247; miscellaneous, 727. 


Canadian roads reported a surplus of 22,425 cars, ‘made up 
of 18,900 box, 250 auto and furniture, 1,050 flat, 250 gondola, 
900 S. D. stock, 700 refrigerator, and 375 miscellaneous cars, 


GRAIN MARKETS TRAFFIC COMMITTEE 


The grain markets of Chicago, Milwaukee, Peoria, Minne- 
apolis, Duluth, Sioux City, Omaha, St. Joseph, Atchison, and 
Kansas City have associated themselves in an organization to 
be known as the Western Terminal Grain Markets Traffic Com- 
mittee for the purpose of dealing in a cooperative way with 
transportation matters affecting the grain trade. It is the hope 
of these markets that, by this means, causes of friction over 
these matters may be materially reduced. It is also expected 
that a medium will be thus afforded for collective contact with 
the Commission, the carriers, and other interests, that will tend 
to simplify the transaction of business. W. R. Scott, transporta- 


tion commissioner of the Kansas City Board of Trade, is chair- 
man. 


LARGE CANDY SHIPMENTS 


The Curtiss Candy Company, Chicago, recently made what 
are said to have been the largest shipments of candy ever for- 
warded in the history of the candy industry. Sixteen carloads 
were forwarded to the southern Pacific coast territory, and 
thirteen carloads to the northern Pacific coast territory. The 
shipments involved more than a million pounds of candy and 
more than six million bars. The two shipments were equiva 
lent to two solid trainloads. The southern shipment was routed 
Chicago, Milwaukee & St. Paul-Union Pacific-Southern Pacific. 
The northern shipment was routed Chicago, Milwaukee & St. 
Paul-Union Pacific. Chicago is said to be the largest candy and 
confectionery manufacturing center in the United States. This 
was an honor enjoyed for many years by Boston. The business 
of this company represents a million pounds of freight in and 
out of its plants, daily. 


2 MOTOR VEHICLE FEES 


In the calendar year 1925 the gross receipts derived from 
motor-vehicle license fees and gasoline taxes in the United 
States amounted to $406,648,561, according to Henry R. Trul- 
bower, economist of the Bureau of Public Roads.. These figures, 
he said, referred only to revenue collected and received by the 
several states and the District of Columbia, and did. not include 
any of the collections made by cities and municipalities 0 
account of local license fees or gasoline taxes. The registration 
fees constituted 64 per cent of the total motor-vehicle revenues 
collected by the states and the gasoline taxes, 36 per cent. ID 
1925 the total motor-vehicle revenues were practically four times 
as great as they were in 1920, and in the same period the number 
of registered motor vehicles slightly more than doubled. 
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To Save Time, Labor and Prevent Errors 
USE 


LEO FEIT’S UNIVERSAL CALCULATOR 


A short-cut method of finding results of multiplications and divisions 


EASY, QUICK AND ACCURATE 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and 
Receivers of Freight, Railroads, Manufacturers, 
Wholesalers, Banks, Contractors and Others 



















Send for a copy for a Ten-Day Trial 
Use Coupon Below No Obligation on Your Part 


Size of Book 14144" x 114" x 1%" 


This Calculator contains 528 pages and over 500,000 results of multiplications and divisions. Its unique arrangement 
of the tables and its several distinctive features, such as checking tables for pointing off decimals in the answers make 
it possible to obtain several billion answers. 

The columns in the tables are arranged and headed for easy and quick reading. The results are printed in black 
with one of the factors shown opposite thereto printed in green, and the other or constant factors shown as page numbers. 
The pages are index-tabbed on the side with strong durable linen tabs with page numbers printed on both sides of the 
tabs for quick reference to the pages wanted. Extra tabs at the bottom of the book give quick reference to the section 
of the tables desired with the titles of the sections printed on both sides of the tabs. 

This Calculator covers practically the entire field of calculations by the processes of multiplications or divisions, no 
matter how small or how large the problems. 


SOME OF THE SPECIFIC USES: 


To determine freight charges on any shipments at per 100-pound rating or net or gross ton rating. 

To determine freight charges on any shipments at per ton rating when weights given are in pounds. 

To determine division of through rate and through charges on established per cents. 

To determine total estimated weights of shipments where only 
number of gallons, crates, boxes or packages are furnished or obtained. 

To convert pounds into net or gross tons. 

To convert net or gross tons into pounds. 

To convert rate per ton into rate per 100 pounds. 

Also for payroll work, figuring extensions on invoices, estimating 
cost, computing percentages, interest, etc., etc. 


PRICE: Regular price $50.00 per copy. 
:{ SPECIAL INTRODUCTORY PRICE, $35 Per Copy 
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The Leo Feit Publishing Company 
701-706 Park Building, 
Cleveland, Ohio. 


“Please send me a copy of Leo Feit’s Universal 
Calculator for a ten-day trial. I agree that if, - 
after that period, I want to keep it, I will remit 
$35; otherwise, I may return it at your expense, 
without any further obligation on my part.” 
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QUESTIONS AND ANSWERS 


(Continued from page 434) 


and intrastate commerce. The particular situation does not 
appear to be the same as the Shreveport case, in which case 
the interstate rates appear to be considerably higher than the 
intrastate. The case we have reference to is the reverse, .the 
intrastate rates being higher than the interstate rates. Via the 
intrastate routes and between points of origin and destination 
in the same state the mileage is shorter, which tends to be a 
factor in the discrimination between the intrastate and the 
interstate commerce. F 

Will appreciate very much your opinion on the above. 

Answer:—With respect to this question see the Commis- 
sion’s opinion in Hammond Iron Works vs. Pa. R. Co., 107 I. 
C. C. 473, on page 475 of which the Commission said: 


Defendants objected upon jurisdictional grounds to the receipt 
or consideration by us, under the issues here presented, of any 
evidence relating to intrastate rates. It is complainant’s contention 
that the Pennsylvania, by fixing over its short intrastate route 
rates alleged to be excessive, controls and unholds to an unreasonable 
level the rates via interstate routes, thereby imposing an unjust 
burden upon interstate commerce. We are asked to remedy this 
situation by reducing the intrastate rate from Pittsburgh to Warren 
to an amount claimed reasonable by complainant on the theory that, 
this being the basing rate, such action will result in the establishmént 
of reasonable and nondiscriminatory interstate rates from Pitts- 
burgh and other iron and steel producing points in this territory. 
This is a novel theory. No attempt is made to show that any persons 
or localities in intrastate commerce are favored, or persons or 
localities in interstate commerce prejudiced by reason of the exist- 
ent rate adjustment. Neither is there any claim that the intrastate 
rate fails to produce for the service which it covers, a just share of 
the carrier’s revenue as compared with the level of interstate rates. 
The contention is rather that the earnings under the rates applicable 
to both classes of routes are too high. It is obvious from the fore- 
going that there is not here presented a situation such as would bring 
any of he intrastate rates in question under our jurisdiction. The 
most that we can do in this proceeding is to determine whether the 
interstate rates in issue, including those in effect via interstate 
routes between Pittsburgh and Warren, are unreasonable or other- 
wise in violation of the interstate commerce act. 


Conversion—Liability of Carrier 


Tennessee-Virginia.—Question: 
of the following: 

A shipment of candy was made to a non-agency point at 
which point the conductor put the shipment off. When passing 
this point later on it was noted that the candy had been 
tampered with; in other words, a portion of the shipment had 
been robbed after it had been put off at destination and accord- 
ing to his statement, to protect the interest of all concerned, 
he picked the candy up and carried it to the next agency station 
for safe keeping. The railroad company claims that as there 
were no marks on the shipment to indicate who the shippers 
were it was finally sold by them for a small amount and they 
are only liable for the amount that they actually received from 
the sale of the shipment. 


Please advise if the claimant or shipper can collect the full 
invoice value of the candy. 


Answer: In our opinion, the carrier, in selling the candy 
after having taken it to the agency station for safe keeping, 
converted the same and is liable for the value of the entire 
shipment, unless it can prove by its records or other means, 
what amount of the shipment was missing at the time the con- 
ductor picked up the shipment for transportation to the agency 
station for safe keeping. 

Upon the unloading of the shipment in question at the 
non-agency station, the carrier’s liability as such, ceased, and 
while the act of the conductor in carrying the shipment to the 
agency station for safe keeping was commendable, there existed 
no right on the part of the carrier to at any time sell the goods, 
such act on the part constituting conversion of the shipment. 


Kindly give us your ruling 


Transit Privilege 


Pennsylvania.—Question: Kindly refer to the January 29th 
issue of The Traffic World, page 270, under the heading “N. & 
W. Must Stop to Unload.” 

We note that the Commission has practically ordered the 
N. & W. to publish and maintain a tariff rule in accordance 
with its findings and note that feed, fertilizer, tankage and 
twine are mentioned, while we have had considerable corre- 
spondence with this particular carrier relative to permitting 
us to practice this on flour and feed (mill feed) from points in 
the Northwest, and to date have accomplished nothing. 

However, we feel that with this ruling we can accomplish 
something, and if flour is not included in this list would appre- 
ciate it very much if you would advise just what steps are 
necessary to have same incorporated in this tariff. 

Answer: Unless the carriers are willing to establish the 
stop in transit privilege desired by you, it will be necessary for 
you to bring a complaint before the Commission, placing be- 
fore the Commission such data as will enable the Commission 
to determine whether or not it should order the transit priv- 
ilege established. 
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Digest of New Complaints 


No. 19082, Sub. 1. The H. B. Smith Co., Westfield, Mass., vs. B. & 
O. et al. 

Rates in violation of section 1 of the act, on pig iron from 
Johnstown, Pa., to Westfield, Mass. Asks rates for the future, 
and reparation. 

No. 19181. Belt Line Brick Co., Minneapolis, Minn., vs. B. & O. et al. 

Rates and charges in violation of the first four sections of the 
act, on building or floor cement compound from Rockford, IIL, to 
Dayton, O., Washington, D. C., and Philadelphia, Pa. Asks cease 
and desist order, and reparation, 

No. 19182. Henry G. Brabston, doing business as Henry G. Brabston 
& Co., Birmingham, Ala., vs. L. & N. 

Rates and charges in violation of sections 1 and 6 of the act, 
on yellow pine lumber from Evergreen, Ala., to Louisville, Ky., 
reconsigned to Barbourville, Ky. Asks‘ reparation. 

No. 19183. Jonesboro Freight Bureau et al., Jonesboro, Ark., vs. Mis- 
souri-Kansas-Texas et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on chicken crates or coops from Jonesboro, Ark., to Pryor, Okla.,, 
and to various points in the United States except Arkansas be- 
cause second-class rating in official and western classification terri- 
tories and third-class in southern classification territory, in less 
than carloads, exceed a rating of fourth-class. Asks rating for 
the future, and reparation. 

No. 19184. Armour and Co. et al., Chicago, Ill., vs. Terminal Railroad 
Association of St. Louis et al. 

Rates and charges in violation of section 1 of the act, on fresh 
meat and packing house products from Nation Stock Yards (East 
St. Louis), Ill., to Lexington, Ky. Asks rates for the future, and 
reparation. 

No. 19185. Walter T. Hall and Co., Ottumwa, Iowa, vs. Alabama 
Great Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on shelled 
peanuts from Albany, Fort Gaines, Valdosta, Arlington, Newman, 
Sylvester, Ga., and Allendale, S. C., because of application of pro- 
portional rate of 45% cents from Cairo, Ill., to Ottumwa, Iowa. 
Asks rates for the future, and reparation. 

No. eog S. Obermeyer & Co. et al., Cincinnati, O., vs. Ann Arbor 
e 


al. 

Unreasonable rates on crude graphite, in bags and barrels, in 
carloads, in Official Classification territory; alleges violation of 
section 3 of the act because of lower rates on other ores; and 
violation of section 2 of the act because of lower rates on crude 
graphite from Texas points to points in Official Classification 
territory. Ask rates for the future and reparation. 

No. 19187. Wilson & Co., Chicago, Ill., vs. Santa Fe et al. 

Rates in violation of sections 1 and 6 of the act, on bones from 
Kansas City, Kans., to Chicago and West Hammond, IIl., Detroit, 
Mich., and Philadelphia, Pa. Asks reparation. 

No. 19188. L. W. Rexroad & Co., Salina, Kans., vs. Santa Fe et al. 

Rates in violation of sections 1 and 6 of the act, on eighty 
carloads of sand from Keithsley Spur, Neb., to Minneapolis, Kans. 
Ask reparation. 

No. 19189. Publicker Commercial Alcohol Co. et al., Philadelphia, Pa., 
vs. Baltimore & Ohio et al. 

Rates in violation of sections 1, 2 and 3 of the act, on alcohol 
from Philadelphia to points in Trunk Line, C. F. A. and Southern 
classification territories, as compared with rates from New Or- 
leans, La., Pekin and Peoria, Ill., and other points. Ask rates 
for the future and reparation. 

No. 19190. Joseph Schonthal Co., Columbus, O., vs. New York Cen- 


ral. 

Rates in violation of sections 1 and 4 of the act, on scrap iron 

borings, from Dunkirk, N. Y., to Cleveland, Ohio. Ask reparation. 
No. 19191. The Birch Valley Lumber Co., Tioga, W. Va., vs. Strouds 
Creek and Muddlety R. R. et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
lumber and other forest products from Tioga, W. Va., to points 
in eastern trunk line, New England, and C. F. A. territories and 
eastern Canada. Ask rates for the future and reparation. 

No. 19193. Louisiana Iron and Supply Co., Eldorado, Ark., vs. Texas 
& Pacific et al. 

Unreasonable rates on wrought iron pipe from Ranger, Tex., 

to Eldorado, Ark. Asks for reparatoin. 





NEW SOUTHERN PACIFIC LINE 


The first car moving from the lower Rio Grande Valley 
extension of the Southern Pacific was a car of mixed vegetables 
shipped by McDavitt Brothers Produce Company, Elsa, Tex. 
on February 3, to Wilkes-Barre, Pa. A record run was made 
on this car, which passed St. Louis at 6:50 a. m. February 7 
and was moved east the same date. 

The new line of the Southern Pacific was completed in 
record time. Exactly three months and six days after the first 
rail was laid at Falfurrias, the line was completed to Edinburg, 
the extension with the branch lines totaling 114 miles. At 
Edinburg two branches have been built—one to McAllen and 
the other to Harlinggen. 

The section of the valley traversed by this new line is a 
strip about twenty miles wide and sixty miles long, with soil 
and climate adapted for raising vegetables, cotton, and citrus 
fruits. Little of the land now under cultivation has at- 
tained its maximum production. The new line traverses a major 
portion of the productive Rio Grande Valley and touches many 
of the centers that mark the community life of the people who 
have made the lower Rio Grande Valley famous. - 

The completion of this new line has given Southern Pacific 
Lines approximately 16,396 miles of main track. 


CHANGE IN DOCKET 


Argument in No. 17294, Lemon Cove-Woodlake Growers 
and Shippers Assn. vs. A. T. & S. F. Ry. et al., assigned for 
February 11, at Washington, D. C., was postponed to a date to 
be hereafter fixed. 
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Docket of the Commission 





Note, items in the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Cue World. Cancel- 
tations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


eat x | 14—Dallas, Tex.—Examiner Disque: 
1. & S. 2836—Minimum weight on broomcorn, 
western trunk line territories. 


Fenuery LR cee Ay Ky.—Examiner Esch: 

1..& S. 2814 and ist supplemental order—Coal from Illinois, Kentucky 
nd Alabama to Alabama, Mississippi, Tennessee, Arkansas, Louisi- 
ana and Texas. 

yy 4 15—Chicago, Ill.—Examiner Howell: 

Dried blood and tankage from Texas and Oklahoma 
to Mississippi River Crossings and related points. 

February 15—Little Rock, Ark.—Arkansas Railroad Commission: 

Finance No. 5791—Application of Reader R. R. for a certificate of 
public convenience and necessity authorizing the construction of 

_... @ line of railroad from Hope to El Dorado, Ark, 

_.Finance No. 5792—Application of Reader R. R. for a certificate of 
public convenience and necessity authorizing the construction of a 
-line of railroad from a point on its existing line in Section 36, 
~ Township 13 South, Range 21 West, Southerly to McNeill, Ark. 

mobraney 16—Ft. Worth, Tex.—Examiner Disque: 

- . & S$. 2794—Live stock from Texas points to Cincinnati, O., Louis- 

H “ville, Ky., and Indianapolis, Ind. 

february 16—Fort Worth, Tex.—Examiner Disque: 

1: 19089—Live Stock Traffic Assn. et al. vs. A. & S. Ry. et al. 


fr eerer aul 16—Chicago, Ill—Commissioner Campbell and Examiner 
iF 
7" v3 2658 (and ist supplement)—Iron and steel between points 
7 in illinois Freight Committee territory 
Ee . & §S. 2713—Iron and steel articles yaad Brazil and Terre Haute, 
Ind. to Chicago. 
& Ss. 2780 (and ist supplement)—Iron and steel between points in 
we a Switching District. 


February 16—Argument at Washington, BD. C.: 

} 16393—Birkett Mills et al. vs. D. L. & W. R. R. et al. 

j I AB cee pet Lime Co. et al. vs. Bellefonte Cent. R. R. et al. 

;; 17 hemical Lime Co. et al. vs. A. C. & Y. Ry. et al. 

i 17217—-George C. Meyer et al. vs. Bellefonte Central R. R. et al. 

:. 17684—American Book Co. vs. A. A. R. R. et al. 

February 17—Chicago, Ill.—Examiner Howell: 

* 19131—Zion Institutions and Industries (Wilbur Glenn Voliva) et al. 

i x. an Waterways Corp. (operating Mississippi-Warrior Serv- 
ce et a 

19132—Commercial Club of Fargo, N. D., vs. Inland Waterways 

, ‘Corp. (operating Mississippi- Warrior Service et al. > 

February 17—Argument at Washington, D. C.: 

Finance No. 5679—In the matter of application of K. C. S. Ry. for 
authority to acquire control bs hs stock ownership, not involving 
consolidation, of the M.-K.-T. 

Finance No. 5680—In the matter of feittdation of M.-K.-T. ‘R. R. 
for authority to acquire control through stock pe OM, not 
involving consolidation, of the St. Louis Southwestern Ry. 


perneey 18—Argument at Washington, D. C.: 
- & S. 2635—Milk and cream between New ‘England Points. 


TL nad 18—Washington, D. C.—Examiner Carter: 
1. & S. 2838—Class and ‘commodity rates between New England and 
Eastern Trunk Line Territories via Boston (Mystic Wharf) and 
M. & M. T. Co. 
February 18—Washington, D. C.—Examiner Worthington: 
* 19014—The Baltimore Tube Co., Inc., vs. B. oO. 
(further hearing). 


February 19—Argument at Washington, D. C.: 
17551—Swift & Co. vs. Ga. & Fla. Ry. et al. 
17745—National Petroleum Assn, et al. vs. B. 

_ 17964—Chicago Coal Merchants Assn. vs. B. & O. 

‘February 21—Houston, Tex.—Examiner Disque: 
1. & S. 2826—Hay, between points in Texas, Louisiana and Arkansas. 

February 21—Argument at Washington, D. C.: 
17840—Ceramic Traffic Assn. vs. Penna. R. R. et.al. 
18110—Plymouth Quarries, Inc., vs. N. Y. N. * & H. R. R. et al. 
18131—Masson & Sons, Ltd., et al. vs. Penna. R. et al. 
nan he Morrisiana Transportation ein, Inc., vs. N. Y. 
.a&@s 2760—Bait, Fish 

Haven & Hartford R. R. 

February 23—Washington, D. C..—Examiner Davis: 

* Finance No. 6041—A pplication of Panhandle & Santa Fe Ry. for 
authority to acquire control by lease of the railroad and property 
of the Pecos River R. 

* Finance No. 5843—A pplication of California, Arizona and Santa Fe 

i Ry. Co. for authority to construct a line of railroad in Maricopa 
county, Ariz. 

* Finance No. 6042—Application of Atchison, Topeka & Santa Fe Ry. 
for authority to acquire control by lease of a line of railroad 
proposed to be constructed by the California, Arizona and Santa 
Fe Ry. in Maricopa county, Ariz. 

* Finance No. 6046—Application of Gulf, Colorado & Santa Fe Ry. 

: ‘for’authority to acquire control by ‘lease of railroad and prop- 
erty of the Gulf & Interstate Ry. Co. of Tex. 

* Finance No. 6047—Application of Gulf, Colorado & Santa Fe Ry. for 

: authority to acquire control by lease of the railroad and property 
of the Gulf, Beaumont & Kansas City Ry. 

* Finance No. 6048—A pplication of Gulf, Colorado & Santa Fe Ry. for 

; authority to acquire control by lease of the railroad and property 

; ,of the Gulf, Beaumont & Great Northern.Ry. 

Februacy 23—+Washington, D. C.—Examiner Carter: 

16407 (and Sub. pine. 1 and 2)—Security Cement & Lime Co. vs. 

. & O..R..R. et al. 

February 23—Washington, D. C.—Examiner Conway: 

Valuation No, 904—In re tentative valuation of the properties of the 
Bouse Valley Ry., Wellston & Jackson Belt Ry., and Pomeroy 
e 
February 23—Argument at ae 
- 17658—Dawkins Lumber Co. vs 


in southwestern and 


RR. et a 


a9 R. R. et al. 
R. R. et al. 


from and to points on New York, New 


4-3 et al. 


fh 


17933—Wm. Schulderberg-T. J. Kurdle Co. vs. B. & O. R. R. et ale 

oe Manufacturing Co. et al. vs. Carolina Western R. R. 
et al. 

18238—Atlas Waste Material Co. vs. Penna. R. R. 


February 23—Washington, D. C.—Examiner Hays: 
Valuation No. In re tentative valuations of the properties of 
the Des Moines Union Ry. Co. and Des Moines Terminal Co. 
February 23—Washington, D. C.—Examiner Macomber: 
Valuation No. 912—In re _—— valuation of the property of the 
McKeesport Connecting R. 
February 24—Memphis, ee a Disque: 
* 1. & S. 2832—Fruits and vegetables from stations on the L. & N. 
R. R. to Memphis, Tenn. 
February 24—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 12169—Filed by Buffalo, Rochester & 
Pittsburgh Ry. 
Fourth Section  heatinetion No. 1787—Filed by Erie R. 
Fourth Section Applications Nos. 1625, 1774, 1775 and i776—Filea by 
Cc. C. McCain, agent. (Further hearing.) 
February 24—Washington, D. C.—Examiner Fuller: 
1. & S. 2787—Coal from Kentucky and Tennessee to Tennessee and 
Georgia. 
February ge ey D. C.—Examiner Conway: 
Valuation No. 179—In re tentative valuation of the property of 
Nelson & Albemarle Ry. Co. 
Valuation No. 457—In re tentative valuation of the properties of 
the C. & O. Ry. et al. 
Valuation No. 477—In re tentative valuation of the property of the 
Cc. & O. Ry. of Indiana. 
February 24—Argument at Washington, D. C.: 
18060—National Association of Ice Cream Manufacturers vs. Amer. 
Ry. Exp. Co. et al. 
1. & S. 2827—Slate from Virginia points to New Orleans, La., Mobile, 
Ala., and Vicksburg, Miss. 


February 24—Atlanta, Ga.—Commissioner McManamy and Examiner 


Seal: 

18443—Rates on common brick between points within the state of 
Georgia. 

17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 

1. & S. 1885 and 1938—Brick and clay products from, to, and between 
points in southern territory. 


aw ¥ | 25—Memphis, Tenn.—Examiner Disque: 
. & §. 2825—Grain and grain products from Ohio and Mississippi 
” River Crossing and: related points to points on the Alabama, 
Tennessee & Northern R.:R. 
ree wd 25—Memphis, Tenn.—Examiner McChord: 
. & S. 2844—Gravel from Camden, Tenn., to M. & O. R. R, stations 
in Mississippi. 
February 25—Argument at Washington, D. C.: 
17709—The Merchants & Planters Compress & Warehouse Co. vs. 
Demurrage and Storage Bureau, Galveston Bay Lines, Galveston, 


Tex., et al. 
17792—Hope Fertilizer Co. vs. Fo & O. R. ‘. et al. 
17947—Lone Star Gas Co. vs. 7. & &. Ry. et al. 


February 25—Terre Haute, Ind. A. "S A a. Srnith: 
#1. & §. 2847—Coke from C. C. C. & St. L. Ry. and C. 
stations to C. F. A. and W. T. L. points. 


February 26—Argument at Washington, D. C.: 
16504—-Burlington Shippers’ Assn. et al. vs. Ark. Cent. R. R. et al. 
17344—M. C. Peters Mill Co. vs. Director General, as agent. 
17440—Burlington Shippers’ ca, for its members Crittenden & 
Eastman Co. vs. C. B. & Q. R. et al. 
17376—E. W. Prentiss, an t tvidiuas doing business as Phoenix Desk 
& Chair Co. vs. Sou. Pac. Co. et al. 
17392—Joshua Hendy Iron Works vs. Sou. Pac. Co. 
February 28—Memphis, Tenn.—Examiner McChord: 
* 14617—Acme Brick Co. et al. vs. Ala. & Miss. R. R. et al. 


N. R. BR 


* 15467—Acme Brick Co. et al. vs. A. & S. Ry. et al. 

* 15628—Kansas Gas Belt Manufacturers’ Assn. vs. A. E S. Ry. et al. 

* 415692—Oklahoma Brick Manufacturers’ Assn. vs. A. & S. Ry. et al. 

* 15738—Acme Brick Co. et al. vs. A. & S. Ry. et al. (further hear- 
ing). 

* 9702—Memphis-Southwestern Investigation. \ 

* 6390—Memphis Freight Bureau vs. St. Louis, Iron Mountain & 


Southern Ry. et al. 
7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. Ark. & La. Mid. RY. 
et al. 
9927—-Railroad Commission of Ark. et al. vs. Ark. Cent. R. R. et al. 
10084—Natchez Chamber of Commerce vs. N. & S. Ry. et al. 
le te Jobbers’ & Manufacturers’ Assn. vs. Director Gen- 
eral et a 
* 10419—Arkansas Jobbers’ & Manufacturers’ Assn. vs. Director Gen- 
eral et al. (further hearing). 


February 28—Duluth, Minn.—Examiner Mullen: 

* 18936 = Sub. 1 and 2)—Culbertson Brothers Co. vs. C. G. W. R. R. 
et a 

February 28—Salina, Kans.—Examiner Fleming " 

* ep sy Salina Chamber of Commerce et zx vs. A. T. & S. F. Ry. 


al. 
* 19966—The Salina Chamber of Commerce et al. vs. Arkansas R. R. 
et a 
February 28—Burlington, Ia.—Examiner Smith: 
* 17780—Burlington Shippers’ Assn. for its member Chittenden & 
Eastman Co. vs. C. B. & Q. R. R. et al. 
February 28—Norfolk, Va.—Examiner Peterson: 
* 18999—-T. S. Southgate, trading as Southgate Molasses Co. VS. 
A..& BR. RR. Gt al. 
February 28—Bluefield, W. Va.—Examiner oye 
* 17926—Bluefield Hardware Co. et al. vs. B. & O. R. et al. 
February 28—Washington, D. C.—Examiner Weteier: 
Valuation No. 918—In re tentative valuation of the property of 
the Canton R. 
February 28—Spokane, Wash.—Examiner Beach: 
1. & S. 2810—Transit privileges on lumber from North Pacific Coast 
East Bound Transcontinental. 
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General Box Adopts Automatic 














“Recommends Automatic to 
all shippers and railroads” 


They add:— 


‘“‘Having had previous ex- 
perience with possibly every f724, 72% right in file 
form of tariff files, we frankly 


consider the Automatic to 
be the best method.’’ 


FREE—68-page book on Traffic 
management — manual No. 19, 
issued by the LaSalle Extension 
University and compiled by 
its Traffic Research staff. It 
thoroughly describes tariff 
filing and equipment of all 


> \ 
= 





Remove or replace any 
issue without disturb- 
ing others in the file 


(ES 


kinds. Send for your copy now. A gentle push closes 
drawer and safely com- 
presses tariffs automat- 
tcally into least file 
space 


Test out Automatic 
in your own office 
on 30 days’ free trial 







Automatic conven- 
ience plus handy 
counter, reference top 
and office divisions at 
cost of merely files. 


No. 3500T COUNTER HIGH 
Tariff File, 42 in. high, 11% 
wide, 24144 deep. Bolt to- 
gether into solid appearing 
continuous counters. Con- 
8 Automatic V Ex- 
panding Tariff Files. 







7 feet of solid tariffs on 
only 2 square feet of 
floor space. 


No. 5400T Extra Capacity File. 
56 inches high, 1144 wide, 
24 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 


Write for New Catalog No. 26T, 
Prices and Tariff Literature 


THE AUTOMATIC FILE & INDEX CO. 
East 10th Street, Green Bay, Wis. 
Chicago Branch, 40 S. Wells St. 


UIOMATic 
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FICES 
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eo Y.—Albany Terminal & Security 
a Co., | Dean St. 


singin we yo & Manufacturers 
Warehouse Co., 169 Haynes St. 


auese's. GA. — Al ste Warehouses, 
556 Walker St. 


BALTIMORE, MD.—Baltimore Fidelity Ware- 
house Co., Hillen & High Sts. 


onunen, ME.—MeLaughlin Warehouse Co., 45 
Front St. 

BIRMINGHAM, ALA.—Warrant Warehouse Co., 

' 8500 Avenue “‘A.” 

BUFFALO, ra aes Storage & Carting 
Ce., 350 Se st. 


BURLINGTON, ‘siete _—— & Stor- 
age Co., Osborn and Center Streets, 


CHARLESTON, S. C.—Charieston Wascheune & 
Forward! Ing Co., 16 Hasell St. 


eet TENN. — Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 


CINCINNATI, OHIO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 


CLEVELAND, OH1IO—The General Storage Co., 
Orange Avenue Terminal. 


COLUMBIA, 8&8. C.—Columbla Brokerage & 
Storage Co., P. 0. Box 989 
men be —- Merchandise Storage 


one. Aon oqgl Dallas esta & Ter- 
minal Warehouse Co., Santa Fe B 


DAVENPORT, te pa & ar Express 
& Storage Co., 320 E. 4th St. 


DAYTON, OHIO—The a Storage Co., 10! 
Bainbridge st. 


DENVER re aeeew Transfer & Storage 


Co., 1700 15th 
DES MOINES, !0WA—Merchants Transfer & 
Storage Co., Sth & Mulberry Sts. 


DETROIT, MICH.—Coe Terminal Warehouse, 607 
Shelby Street. 

EL —, TEXAS—El Paso Firepreof Storage 
Co., 1125 Texas St. 


— N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Rallroad Ave. 


FARGO, W. OD. > oe Transfer Co., 806 
Northern Pasifie A 

FORT DODGE, IOWA Br 
ay 


Co., 16th & Centra’ 


— WAYNE, mc Storage Ware- 
house Co., 414 E. Columbia. 


GALVESTON, TEXAS—Wiley & Nicholls Co., 
inc., 509 35th St. 


1 aaa & Stor- 


GRAND RAPIDS, MICH.—Kent Sto Co., 
59 Front Ave, _ 


GREEN BAY, WIS.—Green Bay Transfer & 
Storage Ce., 212 South Washington St. 


HARRISBURG, PA. — Montgom 
South 10m gt. gomery & Co. 25 


HARTFORD, CONN. — Hartford Despatch & 
Warehouse Co., 249 Asylum St. 


HOUSTON, TEX.—The Texas Wareho -e 
Baker & Cedar Sts. ls 


HUNTINGTON, W. VA.—Maler Sales rage 
Co., 1639 Seventh Ave. adic 
INDIANAPOLIS, IND.—Tripp Warehou ke 

620 South Capitol Ave. sda 


JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & lonia Sts. 


KANSAS CITY. MO.—Adams Transfer & 
age Co., 228 West 4th St. _ 
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LEXINGTON, KY.—Union 
Co., & 
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American Chain of Warehouses, Inc. * 


ESTABLISHED 190183 


-MEN™MBERS-— 


KNOXVILLE, TENN.—Knoxville Fireproof Stor- 
age Co., 612 E. Depot St. 


LANSING, MICH.—Fireproof Storage and Trans- 
fer Co., 420 N. Lareh St. 


pring & Vine Sts. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 
Call upon our nearest 
Representative for further 


information regarding 
facilities in any city. 





LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 
Los ANGELES, CALIF. —Ualon Terminal Ware- 


we....dy KY. toute Pubile Warehouse 
Ce., B Mala 


rook & 


Transter & Storage 


VA. — Lynetbare Storage Co., 

MEMPHIS, TENN >, a Transfer Co., 24 
North 2nd St. 

MILWAUKEE, WIS.—Hansen Storage Ce., 120 
Jefferson St. 
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MINNEAPOLIS, MINN. — Security Warehouse 
Co., 334 North ist St. 


MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 

NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Co., 1609 Broadway. 


NEW ORLEANS, LA.—United Warehouse Ce., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. C. Linde Co., 23 Varick 
Street. 


OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West ist St. 


OMAHA, NEBR,.—Bekins Omaha Van & Storage, 
806 South (6th St. 


PEORIA, ILL.—Federal Warehouse Co., 800 
South Adams St. 


Saal oy VA.—Southern pee Ware- 
house Corp., 22 South Market 


i a PA. ae Warehouse 


0 Chestnut St. 
PORTLAND, MAINE—Galt Block Warehouse 
Co., Commercial St. 
PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


PUEBLO, COLO.—Burch Warehouse & ee 
Company, Ino., 200 South Santa Fe Ave. 
RALEIGH, N. C.—Carolina Storage a Dis- 

tributing Co., 108 W. Lane St. 
ROCHESTER. N. ¥-ewt Storage Co., 
Inc., Broad Street at Oak. 


ROCK . stan, tL = Rost Island Transfer & 
rage Co., 101 i7th St. 

on ‘Panaionion. CALIF.—The Haslett Ware- 
house Co., 60 Callfornia St. 

SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyres Storage & Distribu- 
ting Co., 301 Ry. Ave. So. 

SIOUX CITY, !OWA—Bekins Van & Storage 
Co., 114 Riverside Ave. 

ST. JOSEPH, MO. ee Warehouses of St. 
Joseph, Ine., Packers A 

ST. LOUIS, MO. rune Warehouse Co., 
1104 North Levee. 

ST. PAUL, MINN.—Seeurity Warehouse Co. 

ST. Pn my gaa FLA.—Southern Transfer & 


SYRACUSE, N. Y.—Fiagg Storage Warehouse 
Co., 100 Townsend 

TERRE HAUTE, oe Terminal 
Corp., 102 Wabash Ave. 

TEXARKANA, ARK.—Hanter Transfer Co., 819 
E, Front St. 


TOLEDO, OHI0—Depenthal Truck & Storage 
Co., 108 Summit St. 

TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 

UTICA, N. Y.—Seneca Warehouse Company. 

VANCOUVER, 8B. C.—Vancouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. + Eee Transter & 
Storage Co., 920 E St. 

WHEELING, W. Podiey A ag ‘Warehouse & 
Storage Co., Main, South & (6th. 

WICHITA, KAN.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 

WICHITA FALLS, TEX.—Tarry-Martin Transfer, 
Sterage & Forwarding Co., 1507 Lamar St. 

WILMINGTON, N. C.—W. B. Thorpe & Co., 
inc., Water & Ann Sts. 

WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 
260 West Broadway 
New York City 


Phone Walker 7195 





Phone Harrison 1496 


W. H. EDDY, Western Representative 
53 Jackson Blvd., Room 1010 


Chicago, IIl. 
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All Points 
in the 
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Pacific Coast 


























































4500 Miles Serving the 
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Own Lines be Se al callut p Northwest 








THE STEEL INDUSTRY 











To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
AWINNIPEG company same to Canadian port of 
entry. 
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Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
3 quois Idg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank CHICAGO 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., a : 
wine rust “s = Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- } work —— *, a Market St. 
Cincinnati, 0., 700 Traction Bldg. BB no ht Seattle, Wash, 5564 Stuart Bldg. 

Pose Ini ’ - Toe? 7 
Se te a New York, X. Y., Woolworth Blig. Sectage. eck. 2908 Old Bett eet Bite 
Duluth, Minn., 320 West Superior St. Omaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1113 Pacific Ave. 

Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 


















Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
age service. The L M S owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity ex- 
ceeds 100,000,000 feet! Direct 
rail connections between 
warehouses. 


The L M S 1s the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise 1s delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and 10,000 teams con- 
tinuously employed. “. 


— Booklet explaining L M S unusual 
FREE Warehousing Plan mailed free on request 


= 


Warehouse Storage 








at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


Recently a prominent Ameri- 
can Exporter sold merchandise 
to a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere frac- 
tion of cost which same storage 
would be anywhere in the 
United States. Delivery of the 
merchandise was given to buyer 
by special I. MS motor truck 
service on exact delivery date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating 
how L M S Service assists Amer- 
ican business. Watch for the next 
example—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of 


GREAT 
THOMAS A. MOFFET 


BRITAIN 


Freight Trafic Manager in America 


ONE BROADWAY, 


New Yor«K CITY 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Great Northern Railway 
OFFERS UNSURPASSED SERVICE 
Both Freight and Passenger 


FROM AND TO 











St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Seattle, 
Tacoma, Portland and Intermediate Points. 


First-Class Freight and Passenger Equipment. Perfect 
Roadbed. Automatic Electric Block Signals. 


Modern Motive Power, Including Most Powerful Motor 
Generator Electric Locomotives in the World. 


Officers and Men Who Are Prepared and Anxious to 
Render Intelligent and Efficient Service. 


Route of the 


New Oriental Limited 


The Finest Train Between Chicago and the Pacific Northwest 
No Extra Fare 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 

H. G. Dow M. J. Costello 


Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 








Merchants Bank Bldg. 


@ KANSAS CITY 


Railway Exchange Bldg 


@ INDIANAPOLIS 


Majestic Bldg. 
Manzana de Gomes 


@® DETROIT 
@ HAVANA 


Hippodrome Bldg. 


® DENVER 


Bosten Bldg. 


Where they reach 


Southern Pacific Bldg. 
@ CHICAGO—PASSENGER 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. © CLEVELAND 


Old South Bldg. 


@ BOSTON 


@ ATLANTA 
Healey Bldg. 
@ BALTIMORE 
Union Trust Bldg. 





THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINE 


Southern Pacific Steamship Lines 


‘MORGAN LINE” 


Announce 


Establishment of Freight Steamship Service 
between 


NEW YORK and HOUSTON 


The first steamer to sail in 
this new service will leave New York 
Thursday, February 24 


"THE INAUGURATION of this service marks the opening of 
the second half century of uninterrupted operation of coast- 
wise steamship service by the “‘Morgan Line.”’ 


The service between New York and New Orleans, established in 
1876, and between New York and Galveston, established in 
1902, will be continued. 
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